tement by Undersecretary of War 


ROBERT F. PATTERSON 











Q. A common variety of plant makes smart 
thieves wary of Northern Pacific freight cars. 
Fact or fiction? 


A. Fact. Plant, in crooks’ lingo, means an 
undercover police guard. Scores of rail- 
road policemen protect the millions of 
dollars worth of goods moved yearly via 
Northern Pacific. 
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Q. N. P. “freight detectives’ have uncanny 
ability to predict movement of products of 
Northwest states. Fact or fiction? 


A. Fact. They’re the friendly, competent 
Northern Pacific traffic agents... confi- 
dants and counselors to a host of shippers 
along the Main Street of the Northwest. 





Q. Stealing of freight cars by other railroads 
makes heavy work for Northern Pacific's car trac- 
ers. Fact or fiction? 


A. Fiction. All U.S. railroads freely exchange freight 
cars ... thus, other lines make extensive use of N. P. 
equipment. However tracers keep close tab on ail 
39,000 N. P. cars. 


Q. Mysterious X sometimes found on N. P. :  Q. “Platform snooper” frequently seen poking 
rails is secret sign of well known gang of . around train trucks is hunting stowaways. Fact 
saboteurs. Fact or fiction? : or fiction? 


A. Fiction. This marking is made by a ; A. Fiction. He is checking journal boxes 
patrol car with electronic detector, to see whether wheel bearings need 
which instantly puts the finger on any oil, packing or new “‘brasses’’. All 
hidden flaw in track, marks the spot Northern Pacific trains are inspected, 
with paint to guide repair crew. 
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have ended their delivery problems definitely and deci- 
sively by employing DECATUR. You can, too. Big, skilled, 
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poking Seen Gr Peer CIS 6 hick ns eo sc ce eee endee 1082 flexible . . . DECATUR Is prepared to place at your com- 
ys. Fact mand a vast, thoroughly organized fleet of the most 
Sn SNE Ch cs ans cnabaiceeaswediwews 1083 modern transports equipped with every up-to-the-minute 
boxes facility and device for speed and safety, and backed by 
s need a veritable army of expert traffic engineers, pilots, help- 
?. All . ont me = 
nee ers, handlers ... trained to military precision in expedit- 


ing shipments. They get things done. They keep things 
moving. They smooth out bofttie-necks, keep traffic flow- 
ing smoothly, get goods to destinations ON TIME! Test 
this fine service ... see for yourself why... 


FOR SHIPMENTS MIDWEST—DECATUR IS BEST 
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Santa Fe, the map will show you, is an important 
lap on the “Route to Tokyo.” 


That’s why, during the past several months, 
travelers have seen armies of ‘““Men at Work” all 
along our lines. 
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© Capacity of our yards has been increased. 


e@ Curves have been ironed out so trains loaded 
for war may get around them faster. 


¢ New Diesel “head ends” are pulling bigger loads 
up tough mountain grades. 


e Ingenious Centralized Traffic Control Systems 
have been installed at important points so the 
same rails can carry 50 per cent more traffic. 

e A great, new Santa Fe bridge is now being built 
across the Colorado River. 

We have enlarged our capacity to meet the con- 
stantly increasing loads of war. There will be no 
slackening of our job until the war is completely 
won, beyond the shadow of an Axis doubt. 


SANTA FE SYSTEM LINES 


ONE OF AMERICA'S RAILROADS—ALL UNITED FOR VICTORY 
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HAT’S MY POSTWAR TRUCK 


This letter is typical of nu- 
merous unsolicited com- 
mendations, received from 
men who know trucks and 
who have seen Ward La- 
France military models at 
work at the fighting fronts. 


We have been authorized to resume the manufac- an unusual opportunity to standardize on trucks 
ture of a limited number of civilian trucks during known the world over for extra stamina and depend- 
1944, but, of course, military demands for Ward ability ... on a unique plan which no fleet 
LaFrance trucks come first. When Ward LaFrance owner will want to overlook. For further 
civilian models do become available, they will offer details, write our Sales Department today. 
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PENINSULA OF PROGRESS 









—— f= \\ Frorida, “Land of Flowers,” is justly fa- 
ow mous for its beauty and delightful cli- 
‘ mate. Florida, too, has rightly come to 


\ be known as the winter vacation land 


.C. x 
. “ | s & of the Nation. But nature gave Florida 
r WS more than beauty and mild climate. 


Fertile soils, vast forests, mineral re- 
sources and a greater variety of crops 
than any other state, have all combined 
to bring Florida an amazing develop- 
ment in agriculture and industry. 





4 


Products of grove and farm and forest 
are finding ever-increasing uses in the 
industrial life of the State. With match- 
less resources and a progressive, ener- 
getic people, Florida’s prospects for the 
future are exceedingly bright. 
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The Seaboard Railway has been a pi- 
oneer in the development of Florida. In 
fact, the history of the Seaboard is in 
large measure synonymous with the story 
of Florida’s remarkable growth. Today, 
Florida’s production is a weighty factor 
in the waging of war. Tomorrow will 
witness further acceleration in the ex- 
pansion of Florida’s industry and agri- 
culture, a development which the 
Seaboard will aid in fullest measure. 


NAVAL 
STORES \ 


Sy 


MANUF'NG 


- 


** This is one of a series of > 
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the six States served by 
the Seaboard Railway. 
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MAN- POWER 


Seaboard Railway, Norfolk 10, Virginia. 


; R — THROUGH THE HEART 


OF THE SOUTH :- 
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Buy more WAR BONDS! 
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Your General Tire Dealer is 


EQUIPPED T 
‘GO THE LIMI 


to help you get through 
the Truck Tire Emergency 


From coast-to-coast, General Tire Dealers are known for operating the 
largest and most modern recapping plants. At the start of the War, 
approximately 25% of all the nation’s recapping equipment was in the 
hands of General Tire Dealers. Naturally, these men with their longer 
experience and more skilled personnel have contributed much to keeping 
trucks in service. 








Today, they recognize the current truck tire emergency as still another 
challenge which they are prepared to help you lick, by... 


| ... giving truck tires priority y | . «+ giving top priority to 
over passenger tires in their tires off trucks lacking 
recapping shops. adequate spares. 







3 ... working day and night, to the full 
limit of their manpower and mold capa- 
city, to keep vitally needed trucks from 

being laid up. 








GRAFT SYSTEM 


KRAFTRED 


TIRE RENEWING 


REG. US PAT OFF 


KRAFT SYSTEM 
RECAPPING 


THE GENERAL TIRE & RUBBER CO. ¢ AKRON, O. 
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Power and 
Performance fo 


“KEEP ‘EM ROLLING’ A 


The Chicago Great Western Railway is adequately m 


equipped to perform its full share in carrying out the a 

Serving Nation’s war program. ca 

gu 

5 Tracks, motive power and all equipment are in first class Gi 
Important Gateways condition. Operations are well organized and function- 


F ing efficiently and smoothly. 
Chicago ; si 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 


war program and for the ordinary needs of America. 


Kansas City 


St. Joseph 


Minnesota Transfer At your service. 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 
309 West Jackson Blvd., Chicago, Ill. 


Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY | 


The Corn Belt Route 
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‘NO GIFT 


ont Chee 


A gift t 
and in perfect taste 


Yes, rare fruit is a taste-treat that appeals to everyone. 
And in the Blue Goose Gift Box you get that rarest of 
all pears, the Doyenne du Comice. This variety, although 
raised in only limited quantities, has a world-wide 
reputation as the aristocrat of all fine fruit. 

The Gift Box shown here contains from 10 to 14 of 
these huge, golden-skinned beauties—so creamy, luscious 
and full of juice that they’re known as ‘‘the pears you 
can eat with a spoon.” Selected, packed, shipped and 
guaranteed by a firm with a lifetime of experience, Blue 
Goose Du Comice make a gift you'll be proud to send— 


Y yo wank more Cldboile Gif 


Beautiful Fruit Basket: This snow- 

white basket, bountifully packed 95 
with the finest quality fruit and $8. 
other delicacies, makes a truly dazz- : 
ling gift. Sent prepaid express to DEL’VD 
the recipient's door. 


Aromatic Yuletide Cluster: This 
lovely door hanger of fragrant fir 


boughs and giant Pine cones $4 95 
measures almost 33” by 18”, is . 


brightened with ribbon and a tiny DEL’VD 


cow bell. Guaranteed to stay fresh 
and green throughout Holidays. 


WORRIES ._ 


Cielbtens 


ce SNR nemmmnee 8 AON COCA A 


a 
oot from on 
OREGON'S FAMOUS ORCHAR 


id 
Du Comice. 


“PEARS 


¢ JHE ARISTOCRAT OF FRU 


Delivered 
in U.S.A. 


one that will be really appreciated by all who receive it. 

This package and the others illustrated here are quality 
gifts, individually packed on order, and attractively put 
up in deluxe holiday containers with no advertising of 
any kind enclosed. Each shipment is sent by prepaid 
express anywhere within the United States as a personal 
good will remembrance from you to the recipient, with 
safe arrival guaranteed. 


Lack of space prevents ee further details but if you 
desire more information, a fully descriptive brochure 
will be airmailed immediately on request. 


IT’S EASY TO ORDER 


1. Send your list regular or airmail to the address shown 
below with the following information: 

(a) Name and complete address of each — box recipient. 

(b) Kind of gift package to be sent each person on your 

list, together with approximate arrival date desired. 

(c) Name of individual or firm to appear on greeting 

cards which are enclosed in gift boxes. (If you prefer 


to have your own personal cards used, please include 
these with your order.) 


. Attach to your list a check or money order, payable to 
American Fruit Growers Inc., for total amount of entire: 
order. Sorry, no COD's and no shipments outside U. S. 

. You will receive an immediate acknowledgment of your 
order, and, as each gift box is shipped, the recipient is 
sent acard advising him he is to receive a package from you. 


. An unconditional, money-back guarantee stands behind: 
every Blue Goose Gift Package. 


American Fruit Growers Inc., Medford, Oregon, Dept. T-1 
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DAD, WHERE DO THE TRACKS GO? 


“CON, if you walked those tracks west, you’d walk into 


a country so big you'd feel about knee high to a 
grasshopper. 


“You'd see Indians sure—and cowboys, too—but you’d 
see lots of other things. Miles and miles of grain, more 
sheep than you ever counted—cattle galore; sky-scrapin’ 
mountains that look like they had a hunk of ice cream 
on top of ’em. 


“You'd see rushin’ water turnin’ factory wheels and 
changin’ yellow waste country to land as green as our 
pasture; apples half as big as your head and trees as 
tall as Jack’s bean stalk. You’d meet friendly people, 
livin’ on farms and ranches and in up-and-comin’ towns 


ST PAUL 
PACIFIC | 


and cities that ain’t much older than you, as towns go. 


“Finally, you’d wind up lookin’ out over the Pacific 
Ocean—lookin’ west to where your brother Jim is with 
his Marine outfit. Yes sir, if you’d walk those tracks 
west, you'd see a powerful lot of what Jim’s fightin’ for.” 


* * * 


The Milwaukee Road tracks lead to new opportunities. 
You can choose your climate and scenery—the type of 
endeavor you’re fitted for. Live in old established com- 
munities or pioneer in “young” country. If you’re think- 


ing of making a move in the post-war days look to the 
west and northwest! 
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KANSAS CITYI 


Our Freight “Inapgic Folke 


KANSAS CITY 6, MO Tel. VI. 0077 
G. B. Wood, Vice President . T. Ridley, District Traffic Mér. 
G. E. Schnitzer, Ass’t. Vice Pres. . T. Garrigues, General Coal Agt. 
J. O. Couch, Ass’t. Vice President J. P. Gunther, Gen’l. Mdse. Agent 
J. R. Mills, Freight Traffic Mgr. P. C. Brown, General Agent 
B. A. Rogers, Gen’l. Freight Agent L. A. Kelley, Commercial Agent 


ALEXANDRIA 2, LA.—D. S. Lambeth, General Agent Tel. 6220 
ATLANTA 3, GA.—F. R. Lipscomb,:General Agent.....Tel. Jackson 3343 
BATON ROUGE, LA.—F. H. Strong, General Agent Tel. 2-1565 
BEAUMONT, TEX.—R. E. Carter, Executive Gen’l. Agent....Tel. 1285 
BIRMINGHAM 3, ALA.—-D. W. Bird, General Agent Tel. 7-6624 
CHICAGO 3, ILL.—H. B. Halsted, District Traffic Manager; 
C. H. Hanson, Gen’l. Ag’t....Tel. Randolph 2383-4-5 

CINCINNATI 2, OHIO—T. F. Brennan, Gen’l. Agent....Tel. Main 0259 
DALLAS 1, TEX.—H. R. Whiting, Dist. Frt. Ag’t.....Tel. Riverside 9234 
DENVER 1, COLO.—C. F. Westcott, Gen’l. Agent....Tel. Keystone 6456 
DETROIT 2, MICH.—H. J. McCarthy, Gen’l. Ag’t.....Tel. Madison 8962 
FT. SMITH, ARK.—S. O. Grubbs, Jr., General Agent 
FT. WORTH 2, TEX.—G. A. Henson, General Agent 
GREENVILLE, TEX.—C. R. Dyer, Commercial Agent 
HOPE, ARK.—A. B. Patten, General Agent ; 
HOUSTON 2, TEX.—H. H. Riddle, General Agent....Tel. Preston 4276 
JOPLIN, MO.—J. W. Boysen, General Agent 
LAKE CHARLES, LA.—E. E. Greeson, General Agent 
LITTLE ROCK, ARK.—L. R. Squire, General Agent 5; 
LOS ANGELES 14, CAL.—H. L. Sullivan, Gen’l. Ag’t.Tel. Tucker 8777 
LOUISVILLE 4, KY.—M. J. Duffy, Gen’l. Agent....Tel. Highland 1954 
MEMPHIS 3, TENN.—F. W. Danke, General Agent Tel. 5-1858 
MILWAUKEE 3, WISC.—Henry Brown, Gen’l. Ag’t....Marquette 3232 
MINNEAPOLIS 2, MINN.—H. H. Jordan, Gen’l. Ag’t.Tel. Geneva 3535 
NEW ORLEANS 12, LA.—W. D. Burch, Executive Gen’l. Ag’t.; 

L. J. Rosentreter, Gen’l. Ag’t....Tel. Magnolia 2783-86 
NEW YORK 4, N. Y.—C. P. Hoch, Eastern Dist. Traffic Megr.; 

W. H. McLaughlin, Gen’l. Ag’t....Tel. Hanover 2-6960, 2-6961 
OKLAHOMA CITY 2, OKLA.—F. H. Walker, Gen’l. Ag’t.....Tel. 2-1444 
OMAHA 2, NEBR.—L. L. Kratville, Gen’l. Agent......Tel. Atlantic 5871 
PITTSBURGH 19, PA.—G. J. Wadlinger, Gen’l. Ag’t.Tel. Atlantic 0639 
ST. LOUIS 1, MO.—J. R. McClurken, General Freight Agent, Tel. 

Chestnut 0630; R. R. Feickert, General Agent....Tel. Chestnut 5468 
SAN ANTONIO 5, TEX.—G. E. Condray, Gen’l. Ag’t. Tel. Fannin 7951 
SAN FRANCISCO 5, CAL.—H. L. Hale, West. Gen’l. Ag’t. Sutter 7881 
SEATTLE 1, WASH.—N. R. Howe, Gen’l. Ag’t Tel. Elliott 3166 
SHREVEPORT 24, LA.—F. A. Key, Jr., Southern Dist. Traffic 

Mgr.; G. R. Marye, General Mdse. Ag’t.; E. B. 
Hickman, General Agent Tel. 2-1832, 3-3661 
TEXARKANA, TEX.-ARK.—W. H. Larsen, General Agent 
TULSA 3, OKLA.—M. J. Caldwell, General Agent 
WASHINGTON, D. C.—G. H. Dougherty, Dist. Traffic Megr.; 
P. L.. Sensbach, Gen’l. Ag’t. Tel. Republic 4786 
WINNFIELD, LA.—L. Rickerson, General Agent 





Vice Admiral 
Emory S. Land 


(C. C.), U. S. Navy (retired); 
Chairman, United States Maritim 
Commission, and War Shipping 
Administrator, predicts: 


TRAFFIC WORLJ] October 


“Our Merchant Marine and Foreign Trade 
can mean 5,000,000 Post-War Jobs” 


*‘The American Merchant Marine is a basic asset 
of this nation, just as our coal, oil and steel or rich 
farmlands. It can contribute to our wealth, our free- 
dom and our progress and our safety. 

**But we must develop and work this asset, just as 
we do any other. Steel, as iron ore in the ground is 
worthless. So is a merchant fleet tied to the piers. 
Topsoil washed down a river is a national loss. So 
is a merchant fleet rusting in harbor. 


A NATIONAL RESOURCE 


**Therefore, we must be able to work this merchant 
fleet after the war if it is to work for us. 


*‘If properly developed and worked, it should carry 
about half our nation’s water-borne foreign commerce. 
If we fail, we are committing a terrible waste, just as 
terrible as letting our fertile soil wash downstream. 


‘If we develop our foreign commerce and support 
an adequate merchant fleet to carry a fair share of it, 
we are adding one dollar extra to every nine that will 
be in our post-war pay envelope. That’s worth working 
for. That’s one of the items we owe to the millions of 
our men fighting overseas. 


‘‘Remember one point, the merchant fleet is an 
asset that we can work for the benefit of all, or we can 
throw it away and we all lose. 


ACCESS TO RAW MATERIALS 


**‘The American Merchant Marine can contribute 
substantially to the national welfare. In peace, for 
example, it is the best means of insuring our access to 
raw materials we don’t have here. In war it is the 
primary auxiliary to the Navy. 


**The Merchant Marine can either guarantee the de- 
livery of our goods, on schedule to our customers 
throughout the world, or we can stand in line for a 
place on any ships that may be going our way. 


‘*There are jobs for five million men and women, if 
we develop our Merchant Marine and foreign trade. 
There are customers for our goods. There is protec- 
tion for our nation. These are potentialities, We can 
develop them if the fires of American genius and en- 
terprise still burn. We think they do.”’ 
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FTER OUR EXPERIENCE 
at the beginning of this war, 
most of us agree with Admiral 
Land that we should have a 
strong American merchant ma- 
rine—both for reasons of future 
defense, and to protect the bil- 
ee ee lions we have already invested in 
merchant ships. But more hile this, as Admiral Land points out, efficiently 
operated American shipping will benefit every citizen. 





aaa neal 
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And an active merchant marine will not only assure jobs to our thousands 
of merchant seamen; it will actually open up new industries employing many 
thousands of shipbuilders, maintenance workers, mechanics, and suppliers 
of all those hundreds of things that go into a modern merchant vessel. 


A Tremendous Wartime Job 


Our American steamship lines are proving beyond all doubt that they can do 

this great post-war job for the country. In the handling of huge quantities 
of wartime freight under the direction of the War Shipping Administration, 

these companies are setting an amazing record. Last year alone, 37,000,000 

long tons of dry cargo were carried. 


Je For Peacetime Prosperity 


‘i These shipping organizations need only the continuing support of the 
public to do equally well their part in creating peacetime jobs and prosperity. 


This support, in the form of encouragement to private shipping enterprise 
backed by solidly secured Government financial aid, is now contained in the 
Merchant Marine Act of 1936. It is not only an investment in national secur- 
ity—it is the Bill of Rights of our merchant marine, setting free American 
enterprise to compete in friendly equal- 
ity on the high seas with the shipping 
of other nations. 


LL 


The firm continuance of this wise 
act of Congress is necessary to our 
country if the merchant marine is to 
play its part, after the war, in obtain- 
ing America’s fair share of world 
commerce. 





ited States Lines 


THE STEAMSHIP ORGANIZATION WHICH HAS CARRIED THE 
AMERICAN FLAG ON THE NORTH ATLANTIC SINCE 1872 
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— The new 


TIMKEN-BP-BRAKE 


medium duty series for hydraulic actuation 


er cssccnaen 


UPPER ABUTMENT 
BLOCK (ON FIXED 
ANCHOR PIN) 


PRESSURE 
BLOCK 


. I fj BRAKE SHOE 
LOWER ABUTMENT SS i \\ 4/7 AND LINER 
BLOCK (ON ADJUSTABLE ae ‘i St) fag 


ECCENTRIC ANCHOR PIN) 


Pro. In illustration above, half 


of left brake lever has been re- 
moved to show brake shoe, abut- 
ment blocks, pressure block and 
other parts which otherwise would 
be concealed from view. 





$00 600 700 800 900 1000 1100 1200 1300 


30% to 35% greater brak- Both shoes are equally self-energizing, regardless 
ing ability at all hydrau- of direction of drum rotation. 
lic line pressures. 


Shoes can be removed in a 
few seconds, with just a 
screwdriver. * 


Greater braking ability . . . longer liner life demanded by heavier loads and faster 
. .- complete driver control . .. utmost sim- schedules. 

plicity . . . equal effectiveness in forward or Timken “DP” Brakes are available now on 
reverse ... these and other features of the certain vehicles being produced in 1944. Write 
new Timken “DP” Brakes fully meet today’s for descriptive folder — see how perfectly 
needs for the improved brake performance these modern brakes meet YOUR needs! 


38 YEARS OF AXLE ENGINEERING LEADERSHIP 


TIMKEN 
AALES 


THE TIMKEN-DETROIT AXLE COMPANY, DETROIT 32, MICHIGAN 
WISCONSIN AXLE DIVISION ° OSHKOSH, WISCONSIN 
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Why it will pay YOU to enter 


| She (Efunual 


TRAILMOBILE | 
TROPHY CONTEST 


August 1, 1944 - July 31, 1945 


For best highway transport records of Safety, Service, 


- Load-planning Improvement and Preventive Maintenance 


ReGARDLEss of the size of your trucking business, you have a good 
chance to win the Trailmobile Trophy or an Honorable Mention award! 
What's more, taking part in this contest will repay you in a business way. 
It will help you— 


1. Step-up your net motor transport revenue and 
get more ton-miles of revenue. 


HOE 2. Make new friends . . . new customers . . . with 
NER better transport service. 


3. Stimulate your manpower to more competi- 


tive, better effort. CONTEST RULES 


4, Help the country’s wartime transportation. Any property motor carrier may enter up to May 1, 
1945. 


Decide NOW to enter the nation’s outstanding 
contest for the trucking industry! Write for “HOW 
TO WIN” folder to American Trucking Associa- 
tions, Inc., Washington, D. C., or The Trailer 
Company of America, Cincinnati 9, Ohio. 


Judges will be selected by The American Trucking 
Associations, and their decisions will be final. 






























Awards are based on reports attesting Safety and 





Service, Preventive Maintenance, Mile Reduction 
and Better Load Planning, for period beginning Aug. 
1, 1944, ending July 31, 1945. 
All statements should be simple, straightforward, and 
TRO substantiated by company records. Include letters re- 
ny ceived from people assisted on the highways and 
; evidence showing how better planning and loading 
nF made possible mile-reduction. 
: “ Final reports must be made to The American Trucking 
: ee Associations, Washington, D. C., on or before Sep- 
tember 1, 1945. 
: Awards will be announced at the 1945 Convention of — 
The American Trucking Associations. 


COMPANY AWARDS 
GRAND PRIZE—The Trailmobile Trophy. 








PLAQUES—awarded to the two companies whose 
achievements merit honorable mention. 


DRIVER AWARDS 


IDENTIFICATION PINS—onc for each driver of each 
contestant’s fleet. 


é 


a RAILMOBILE 


IN Commercial Trailers for War and Peace * The Vital Link in Flexible Transportation 






CHEVRONS—drivers of the winning company are 
provided with handsome embroidered chevrons. 
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Fall, with its rich abundance is here. Let us, like wise mother 
nature, plan now that our future may be one of abundance, too. 


MANSFIELD, CENTURY, 
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MEANS EVER YTHIN G 


F A TIRE MANUFACTURER is to deliver a 

truly better tire without increasing its price 
to the truck owner, he must hold a competitive 
advantage somewhere. 


This competitive advantage is held by Mansfield 
through its long association with America’s 
leading wholesale distributors —a system of tire 
distribution which is unique in the tire industry. 





By reason of this singular advantage —a lower 
distribution cost — Mansfield can go beyond the 
common standards of tire quality. Mansfield 
can deliver thousands of miles of extra, built-in 
tire quality which are all gain for the truck-fleet 
tire buyer. 


* * * * * 


When you need tires, call the nearest wholesaler handling a Mansfield line. 
Perhaps this wholesaler already is supplying you with shop tools, parts, 
accessories, and other truck maintenance needs. You will find that he is 
serving other fleet operators and tire dealers right in your territory on a 
friendly, efficient, low-cost basis. Such association means everything. 
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ON EVERY JU. S. 
HIGHWAY 


NORTHWEST 
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" Highway is manufacturing commer- 
J x cial trailers again in limited numbers. 
= The new Highway “Clipper” is al- 
i = ready in production, a finer, more 
- . efficient, more economical trailer to 


operate—the kind of a trailer you 
would expect to come out of High- 
way’s extensive experience in wartime 
manufacture. 


This new, improved Highway “Clip- 
per” and its companion, the “Freight- 
master,” have many notable features, 
among the most important of which 
are the larger brakes. These new 





F. G. Maxwell, traffic Manager 
Cherry Street Station, Toledo, Ohio 


Truck Trailers and Bodies ° 














MERICAS T 
HIGHWAY “iv 


Za 


Earth Boring Machines 








belien filled for tig jobs 


brakes measure 514” and 7” in width 
and 1614” in diameter. Added square 
inches of braking surface offer obvious 
advantages — reduced pressure per 
square inch, longer life, smoother 
braking and less heating. 


See the new Highway “Clipper” at 
your earliest opportunity. Watch for 
it on the highways, at busy shipping 
docks and freight terminals. Send for 
the new illustrated trailer and brake 
literature which tells about Highway’s 
many points of superiority. Let your 
next trailers be Highways! 


HIGHWAY TRAILER COMPANY, EDGERTON, WIS. 


¢ Winches and other Public Utility Equipment 


RAILERS 
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Vheaks to 


Air Commerce 


Rehabilitation of conquered coun- 
tries must move speedily to prevent 
starvation, spread of disease and 
chaos. In this great humanitarian 
task Air Transportation is playing 
a vital role as it rushes food, med- 
icines, seeds, clothing and even 
machinery to revitalize stricken 
areas. * * Curtiss Commandos, with 
their large cargo capacities, speed 
and dependability, are contribut- 
ing their share to the common task 
as they wing vital relief to peoples 
throughout the world. 


Curtiss-Wright Corporation 
Airplane Division, Buffalo, N.Y. 


urtiss 
ommando 


LOW BIDDER FOR 
TOMORROW'S AIR COMMERCE 
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OFFICIAL U.S, NAVY PHOTO 


Service for Internationals 
at a South Pacific Base 


_— of fresh air here, where servicemen of 
the 33rd Construction Battalion of the Sea- 
bees put fighting trucks in fighting trim. This 
maintenance shop isn’t much like an International 
service station at home, but the men, tools and 
work are America’s own—skilled representatives 
of America’s might. 


International Trucks with the Seabees, like 
Internationals everywhere, are all-truck trucks. 
Every part and fitting is made for one purpose— 
stalwart truck performance. These trucks are 


INTERNATIONAL Tracks 


New Trucks— Now! The government has authorized 
the manufacture of a limited quantity of trucks for 
essential civilian hauling. International is building 


brothers under the hood of the International 
Half-Tracks that are fighting on foreign fronts, 
powered with the same famous International Red 
Diamond Engines. 


International Trucks are rugged. ‘Their stam- 
ina and dependability at war and at home ex- 
plain why—in the 10 years before the war—more 
heavy-duty International Trucks were sold than 
any other make. 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 





HARVESTER 


them in medium-duty and heavy-duty sizes. See your 
International Dealer or Branch now and get valuable 
help in making out your application. Don’t delay! 
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We have had several communications (not for 

publication) with reference to our editorial of last 
week under the above caption. For the most part, they 
are from persons who willfully, or ignorantly, or both, 
have misunderstood what we said. We were not, in that 
editorial, objecting to traffic club dinners, as such, but 
only to those where out of town attendance was en- 
couraged and accomplished at this time when the Office 
of Defense Transportation, with, presumably, the co- 
operation of the railroads, is trying to discourage un- 
essential use of passenger transportation facilities— 
and endeavoring to do it through “cooperation” rather 
than by positive orders and some sort of rationing pro- 
cess. We have nothing to withdraw. Rather, we would 
emphasize the view that those who sponsor such dinners 
and those from out of town who attend them are utterly 
lacking in the spirit of cooperation and, to the extent 
that what they do hampers the war effort, actually 
unpatriotic. That they act as they do simply bears out 
what we have been saying on many occasions—that 
“cooperation” is “bunk.” People do what pleases them 
as long as they are permitted to do so. They no more 
abstain from unessential travel (except on account of 
its inconvenience and discomfort) than they would 
abstain from eating all the meat or butter or using all 
the gasoline they wanted and could get if those com- 






























A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 











































































































Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

"xempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Trattic Club Dinners 


OUR PLATFORM 
(THE LONG HAUL) 


modities were not strictly rationed. Even with ration- 
ing, they “‘run around the end” when they can find ways 
to do it. Orders, strictly enforced by means of penalties, 
are the only effective means of bringing about the 
desired ends. 

But as to traffic club dinners in general, quite apart 
from the demands of the present war situation, there 
is still much to be said. For traffic clubs to have dinners, 
annual or otherwise, at which their local members are 
made welcome and entertained, is healthy and wise. 
We would not, if we could, abolish them. Rather, we 
would encourage them as a means of sustaining club 
spirit and good fellowship. It is to be said that some 
clubs, in a real endeavor to comply with the wishes of 
the O. D. T. in the matter of conservation of passenger 
transportation, are so restricting their club functions 
now. But the ordinary “annual banquets” of the traffic 
clubs are, even in normal times, much overrated in im- 
portance and actually a nuisance in many respects. 
Railroad men feel that they must attend them or suffer 
the consequences in loss of business — and, in many 
cases, this is true, for the absence of representation by 
this or that road is carefully noted and the proverbial 
“traffic club” wielded vigorously. If railroad men are to 
be judged by what they say—which, perhaps, is not 
always the truth—they would be glad to be relieved of 


An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sert of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 


1021 
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WHAT HAS HAPPENED TO THIS AMERICAN PRINCIPLE? 


Most AMERICANS agree that “rule 
by the majority” is a sound princi- 
ple—the backbone of our form of 
government. 


Yet thousands of Americans are 
being penalized because this prin- 
ciple is not being applied to one 
of our most important industries 
—motor transport! 


Here is the situation: * 
e 41 States permit a vehicle 
length of 45 feet or more. 
7 States restrict it to less. 


e 46 States permit an axle load 
of 18,000 pounds or more. 


2 States restrict it to less. 


e 32 States permit total weight 
of 42,000 pounds or more. 


16 States restrict it to less. 
Several of the States in the 
“majority” group applied the dem- 
ocratic principle of cooperation to 


lift hampering restrictions only as 
a temporary wartime measure. 
Their old laws are still on the 
statute books and will again be 
enforced unless the Legislatures 
take action. 


A number of States refused to 


cooperate even in an emergency! 


Now, how does this “rule by the 


minority” penalize you? 


Motor transport—trucks and 
trailers—hauls the food you eat, 
the clothes you wear and practi- 
cally everything else you use. 


The cost of this hauling naturally 
depends, to a great extent, on the 
size and weight of the loads which 
can be moved. 


And size and weight on any 
given route are controlled by the 
laws of the most restrictive State 
on that route! 


TYPICAL Gottlenecks ON HAUL FROM MILWAUKEE TO ATLANTA 


* (Figures based on practical application of size and weight formulae for 3-axle Truck-Trailer) 


49,000 LBS." ~ 40,000 LBS. 


44,000 LBS. | 40,000 LBS.* | 40,000 LBS.* | 


44,000 LBS. 


oe. ot 4 ad os wae a 


45 FEET 35 FEET. 45 





45 FEET* 35 FEET** 45 FEET 


* Indicates temporary length or weight allowance for the duration only. Lower limits take effect unless 
war-time measures are made permanent. 


** Tennessee allows “over 35 ft.’ 


World’s Largest Builders of Truck-Trailers 


for duration, but no definite figure given. 


FRUEHAUF TRAILER COMPANY 

















Thus, a hamstringing law in one 


State can— and does— force the 
haulers of your merchandise from 
other States to cut down to its 
restrictive level. And hauling costs 
increase accordingly. 


No one will quarrel with the 


rights of a State to set up any 


laws its people choose for its own 


vehicle owners. 


But, when special tax laws and 
vehicle restrictions of any individ- 
ual State affect the living costs of 
people in other States, that is ob- 
viously contrary to the guarantees 
intended in the Constitution of the 
United States. 


Isn’t it a sensible “rule-by-the- 
majority” solution to (1) permit 
vehicles which are legal in one 
State the unrestricted use of the 
highways in all other States, or 
(2) bring the standards of the 
minority States up to the level 
of the majority? 


You can help to accomplish this 
by asking for such action from 
Congress or your State Legislators. 


HOW DOES YOUR STATE STAND? 


Send for the latest copy 
of “Are the United States 
United?” A penny post 
card will bring you this 
enlightening and most in- 
teresting booklet, without 
obligation—or you can 
pick up a copy from your 
nearest Fruehauf Branch. 





Service in Principal Cities 
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the duty of attending these functions all over the coun- 
try. It takes too much of their time and the rewards 
are not commensurate with the effort. The time- 
honored idea is that they make valuable “contacts” at 
these dinners. Sometimes, no doubt, they do, but the 
percentage of hard-working railroad men seeking “con- 
tacts” with the potential sources of business is prob- 
ably small in comparison with that of the play-boys who 
hang around rooms fitted with bars or card tables until 
the dinner is well under way and then possibly attend 
ijt in no mood to listen to what is said, even if what is 
said is worth listening to. In our opinion, based on long 
experience and close knowledge of the way in which 
these functions are conducted, they are only in theory 
and very little in fact what they are traditionally sup- 
posed to be. 

It has been our hope that the exigencies of the war 
would operate—as, of course, they have, to some ex- 
tent — to curtail some of the excesses attendant on 
traffic club dinners and that, after normal conditions 
were restored, the improvement would continue because 
it had been proved sensible and agreeable. But we have 
yet to see anything like full cooperation in the war-time 
program, to say nothing of anything on which to base 
hope for the future. The future condition, of course, 
must rest on the desires of those responsible but, as to 
the present emergency, we think there should be more 
“cooperation” and some strict orders for those who are 
not cooperative. 


For and Against 


As an outstanding example of cooperation with 
® the efforts of the O. D. T., without compulsion, to 
curtail unessential travel, we commend the American 
Trucking Associations, Inc., for its plan to hold this 
year, instead of its annual convention, a “convention in 
print,” under which contributions that otherwise would 
have been made on the platform are printed in the asso- 
ciation’s organ. We are printing in this issue a sum- 
mary of the statements made. 

Contrast with this another national convention, the 
proceedings of which are also published in this isssue. 
It may have been essential and may even have been 
approved by the O. D. T.—we do not know as to the 
latter—but it certainly was not necessary to carry on 
as usual. Our report shows that there was an attend- 
ance of 94 ladies from all over the country, in addition 
to the 145 men who registered for the convention, and 
that every effort was made to give them a pleasant time. 


Surely this is exactly the opposite of what the O. D. T. 
requests. 





Though we can hardly appear as an advocate of 
travel in these days, we are glad that Director Johnson, 
of the O. D. T., visited Chicago this week. His remarks 
at the national meeting of advisory boards showed that 
the trip taught him some of the facts of life with re- 
spect to “cooperation” in his travel-saving program. We 


Wait with interest to see what, if anything, he will do 
about it. 


Ex Parte 148 Suspension 


Asking the Commission not only to “revoke” the freight rate 
increases granted in Ex Parte 148, and now under suspension 
until January 1, 1945, but to eliminate as well the passenger 
fare increases of 10 per cent granted by the Commission in that 
proceeding and never suspended, Chester Bowles, Price Admin- 
istator, on his own behalf and on behalf of Fred M. Vinson, 
Director of Economic Stabilization, has filed a reply in opposi- 
tion to the motion of the petitioning railroads for reinstatement 
of the freight rate increases January 1, 1945. The proceeding 
in Ex Parte 148 has been reopened by the Commission for fur- 
ther hearing October 23 in Washington, D. C., before Commis- 
oe. —_—, Mahaffie and Splawn (see Traffic World, Sept. 

» P. . 

After saying that it was the “united, non-political purpose” 
of the entire nation to assure full employment and high levels 
of economic activity for the post-war period, and that public and 
private leadership and resources were now being dedicated to 
that purpose, the Administrator said that ‘‘the railroads will only 
injure the national program and contribute directly to their own 
distress if, in a shortsighted attempt to obtain still further insur- 
ance against possible post-war adversity, they hinder the re- 
sumption of peacetime business by increasing their rates and 
charges.” 

Estimating the “emergency increases” in rail revenue, on 
the basis of 1944 traffic volume, at $330,000,000 on freight and 
$150,000,000 on passenger traffic, the Price Administrator said 
that the total of $480,000,000 was not required for the main- 
tenance of adequate, economical and efficient transportation 
service. He added that “the inflationary effect of these wartime 
increases is reflected in price increases and price pressures, 
added war costs to the government and a threat to the stabili- 
zation program.” He said the O. P. A. would appear in opposi- 
tion to the increases at the reopened hearing. 

He said that the motion of the railroads rested on the “false 
concept” that railroads might pass on to their consumers through 
rate and fare increases the burdens of wartime taxation imposed 
on the railroads by Congress. He said the railroads had “far 
out-stripped industry generally in the rate of profit benefits 
obtained from the war,” and that “a staggering increase in 
profits by the railroads in relation to the profit growth for other 
segments of the economy” was reflected in a table contained in 
the O. P. A. reply. With the 1936-39 average as 100, the table 
showed railway profits before federal income taxes at 278 in 
1940; at 744 in 1941; at 1,844 in 1942, and at 2,456 in 1943, and 
compared those index figures with index figures for mining and 
manufacturing, trade, transportation and public utilities. For 
1943, the table showed mining and manufacturing at 531; trade 
at 433; and transportation and public utilities at 591. 

“War volume has rendered regular passenger operations un- 
precedentedly profitable,” said the Price Administrator. ‘“Reve- 
nues have multiplied and passenger operating ratios have been 
reduced far below any previous record. Net revenues from pas- 
senger operations (after deduction of expenses allocated to such 
service) aggregated 733 million dollars in 1943 and will approxi- 
mate 758 million dollars in 1944. This compares with 301 million 
dollars in 1942, a deficit throughout the period 1930-1941, and an 
average of 178 million dollars a year during 1921-30.” 

The ratio of passenger operating expenses to revenues had 
dropped to 64.8 in 1943, he said, adding that it would approxi- 
mate 67 in 1944. These figures he compared with 77.7 in 1942, 
more than 100 for 1930-41, and an average of 87 for 1921-30. 
Passenger operating profits were currently excessive, and, after 
eliminating the emergency fare increases, the net revenue from 
passenger operations and the passenger operating revenues 
would be more favorable to the railroads than any corresponding 
peacetime level on record, he said. 

“A consideration of freight rates for the immediate future 
must begin with the premise that we are still in a war economy,” 
he said. ‘“‘The war with Germany is not yet over. Military plans 
for that theater extend well into 1945. The conflict in the Pacific 
will continue for a considerable period thereafter and must be 
assumed to occupy at least the year 1945. The hope that the 
European phase of the war will soon be concluded must not be 
permitted to disrupt the stabilization program. Were railroads 
accorded rate increases in anticipation of peace, other industries 
and other parts of the economy, many of which are likely to be 
more seriously affected, would be justified in making like de- 
mands. The stabilization policy has not been relaxed by Con- 
gress or the President. It must be maintained for the effective 
prosecution of the war and to provide a sound basis for a 
healthy post-war economy.” ' 


The Price Administrator said that reliable forecasts of 
traffic for 1945, even assuming an early cessation of hostilities 
in Europe, indicated that current levels of railroad revenue and 
net railway operating income would be generally maintained in 
1945, and continued: 
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The Director of Defense Transportation has indicated that there will 
be no over-all drop in railroad traffic following the defeat of Germany, 
that the decline in total tonnage would be offset by longer hauls, and 
that, accordingly, aggregate ton-miles, the real measure of railroad 
traffic and revenues, is not likely to recede materially. 


He said that the loss in volume when the European opera- 
tions ceased would be largely compensated by the intensification 
of the Pacific war and the conversion of civilian plant produc- 
tion, coupled with the continuing lack of shipping and other 
competing transportation facilities. He added that the outlook 
for passenger volume was even more favorable, and that the 
curtailment of facilities for automotive travel, which he said was 
certain to continue through 1945, plus the large volume of 
civilian and military travel consequent on the war in the Pacific, 
and “such partial demobilization as may be possible,” insured 
the maintenance of a high level of passenger traffic. Moreover, 
he said, the net railway operating revenues for Class I railroads 
(before federal income and excess profits taxes) now exceeded 
peacetime levels by one billion three hundred million dollars a 
year. This excess, he said, provided ample room for absorption 
of even substantial reduction in traffic and revenue. 

He said, also, that the railroads were in excellent financial 
condition; that their net current assets aggregated $1,700,000,- 
000, more than double the peak of net current resources at the 
close of 1929; and that the railroads had accumulated from war 
operations “important cushions that would aid in absorbing any 
temporary post-war shocks.” These, he said, included the rapid 
amortization (during sixty months or less) of almost one billion 
dollars in new equipment purchased in the war period. Addi- 
tional cushion, he said, was provided by the carry-back provision 
of the revenue laws, and that the emergency increases had pro- 
vided the railroads “with some $700,000,000 in revenues not 
required.” 

The Price Administrator said that the railroads were seek- 
ing a rate increase as insurance against possible adversity in the 
reconversion period and to accumulate funds for capital expen- 
ditures. This, he said, was simply another way of stating the 
position the railroads took at the last hearing when, he said, 
they had said they must have an opportunity to earn more than 
a reasonable return in times of prosperity. He continued: 


The late Commissioner Eastman well pointed out in his concurring 
opinion earlier in this proceeding that a nation which is fighting the 
most terrible war in history cannot be regarded as prosperous. A war 
economy cannot endure price increases either as insurance for the future 
or to build up new capital. Moreover, even under normal regulatory 
principles consumers may not be required to furnish additional capital 
through rate increases. The rigorous application of that principle is 
particularly appropriate during the critical period of war. 

The application by the railroads for restoration of rate increases 
rests upon a fear that railroad traffic may collapse after the war to 
levels consistent only with low national economic activity. That hypo- 
thesis must be rejected as a basis for determining general rate levels 
now and during the transition to peace. It is the united, non-political 
purpose of the entire nation to assure full employment and high levels 
of economic activity for the post-war period. Public and private leader- 
ship and resources are now being dedicated to:'that purpose. The rail- 
roads will only injure the national program and contribute indirectly 
to their own distress if, in a shortsighted attempt to obtain still further 
insurance against possible post-war adversity, they hinder the resump- 
tion of peacetime business by increasing their rates and charges. 


Woman Commissioner 

As the first woman commissioner to sit with the Interstate 
Commerce Commission, Miss Florence Kiely, member of the 
Michigan Public Utilities Commission, would be present at the 
beginning of the further hearing October 23 in Ex Parte 148, 
it was announced at headquarters of the National Association 
of Railroad and Utilities Commissioners. 

Other state commissioners who would sit with members 
of the Commission at the hearing, the N. A. R. U. C. said, 
would be: George McConnaughey, of Ohio; J. C. Darby, of 
South Carolina; Leon Jourolmon, of Tennessee; Carl Reed, of 
Iowa; Ben Larkin, of North Dakota; C. B. Sexton, of Nevada, 
and Amos Betts, of Arizona. 

Joining the railroads in their petition for reinstatement of 
the suspended increases in Ex Parte 148, Bull Steamship Line; 
Pan-Atlantic Steamship Corporation; Seatrain Lines, Inc.; and 
Southern Steamship Co., have asked in a joint petition that 
they be granted authority to reestablish increased rates, fares 
and charges effective January 1, 1945. They observed that all 
joint rates in which the steamship lines participated, as well 
as their local port-to-port freight rates, were related to the 
all-rail rates between points served commonly by rail and 
water carriers, and said that they desired to avoid, as far as 
possible, a disturbance in the present competitive rate rela- 
tionship. 

They said that, without being over-optimistic, they felt 
that the coastwise services, suspended temporarily, would not 
be suspended for the duration of the war, but would be re- 
sumed, if not to full pre-war standards then partially so. after 
hostilities had ceased in Europe. In order to resume operations 
on a remunerative basis, they said, they would at least require 
reinstatement of the increases authorized in Ex Parte 148. 


TRAFFIC WORD 


They said that, although exact figures could not be ascertained, 
what the railroads said about increases in labor expense was 
also applicable, generally, to the steamship lines and that other 
operating expenses, such as fuel, taxes, and ships’ stores had 
been subject to recent advances. It appeared, they said, that 
the increases in revenue that might accrue from reinstatement 
of the Ex Parte 148 increases would offset, in part, the prospec. 
tive costs with which they would be confronted. 

Secretary Bartel, of the Commission, in a telegram to 
C. R. McNamee, of the Railroad Commission of Texas, said 
that “present indefinite indication testimony in Ex Parte 148 
and arguments to follow will probably consume a week or ten 
days as minimum.” 

Those of whom have filed statements of their position with 
the Commission, and/or requested time for oral argument, 
were: Public Utilities Commission of South Dakota; Shreve- 
port Chamber of Commerce; New Orleans Joint Traffic Bureau; 
Texas Cement Plaster Co.; The Secretary of Agriculture and 
the War Food Administrator; Lord, Day & Lord, of New York 
City, representing commercial organizations; Department of 
Public Service of the state of Washington; and Falk & Co., 0 
Pittsburgh, Pa. 

Frank J. Clark, of Lord, Day & Lord, asked time for argu- 
ment for the purpose of making representations to the Com- 
mission that, in the event an increase in rates was authorized 
the railroads should be required to maintain the established 
port differentials. He said that, in the original proceedings, 
the railroads had assured the New York interests that they 
would maintain the established differentials in the event in- 
creases were authorized. These assurances, he said, had been 
referred to by the Commission in its decision on further hear- 
ing, 255 I. C. C. 357, adding that “the railroads did not fulfill 
their promise to restore the differentials and they continued 
out of alignment until the temporary increases were sus- 
pended.” He said the railroads were presently unwilling to 
give any assurances that if increases were authorized in the 
present proceedings, the port differentials would be maintained 
and that, for this reason, the various shipping organizations in 
New York City felt that they should present their views on the 
matter again. 

1. C. C. Study Made Public 


* The Commission has made public, as information, without 
consideration or adoption, a study prepared by its Bureau of 
Transport Economic and Statistics. 

Entitled ‘‘Post War Traffic Levels,” 211 pages, statement 
No. 4400, the study, containing estimates of freight traffic for 
the chief transportation agencies and of passenger traffic, is in 
three parts. Part one, economic background, national income 
estimates for the post war years. Part two, estimated volume 
of transportation for the chief transport agencies except air, 
1947-1949. Part three, analytical development of transportation 
estimates for the post war years. 

The study carries estimates of national income at 3 levels 
for 1947, 1948, and 1949, and the revenue ton miles estimated 
at each of those levels for 1947 were 1,060 billion, 1,020 billion, 
and 969 billion; for 1948, 1,109 billion, 1,053 billion, and 1,003 
billion; for 1949, 1,158 billion, 1,080 billion, and 1,021 billion. 

In comparison the study showed 1,106 billion actual ton 
miles for 1943. 

Increases in each of the three years in passenger traffic 
were also included in the estimates. 


WESTERN RAIL DECLINE IN NET 


Declining net railroad earnings in the face of continued 
increases in traffic constitute a danger to postwar employment, 
says C. E. Johnston, chairman, Western Association of Railway 
Executives. 

“Despite an increase of $189,000,000 in gross revenues in 
the first eight months of this year, resulting from increased 
freight and passenger traffic,” said he, “the net railway oper- 
ating income of the western railways was $109,000,000 less 
than in the same period a year ago.” 

Jobs created by railroads, through purchases of equipment, 
materials and supplies, equalled or exceeded in prewar years 
the number of persons employed directly on railroads, he said. 
When the war ended, he continued, the railroads would want 
to make “huge purchases to make up for the enforced current 
limitations” and to repair “wear and tear of peak wartime 
traffic” so as to put their plants in shape to meet future needs. 
They could only do this, however, he continued, if their finan- 
cial position was strong enough to enable them to make the 
purchases. The decline in net earnings which started in June, 
1943, he said, was “a discouraging factor in the postwar plc- 
ture.” 

Although freight traffic had risen continuously since De- 
cember, 1938, and passenger traffic since April, 1939, operating 
costs, wages and costs of materials had gone up much more 
rapidly, said he. Those factors were responsible for a decline 
in the earnings of the western railroads which has continued 
for the past fifteen months, he said. 
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Globe Forwarder Authority 


By a report and order in FF 32, Globe Freight Service 
Freight Forwarder Application, the Commission, division 4, 
Commissioner Miller dissenting in part, has granted a permit 
effective December 15, authorizing the applicant to forward 
commodities generally from points in California to all points 
in the United States. 

The report said the applicant, Dan P. White, dba Globe 
Freight Service, Los Angeles, Calif., maintained assembly and 
consolidation stations in Los Angeles, San Francisco, and Oak- 
land. It also said his operations in the past had not included 
service to points in Ariz., Colo., Ida., Mont., Nev., N. M., N. D., 
Ore., S. D., Utah, Wash., and Wyo., but that these states were 
intermediate to those which had been served, and that the 
applicant desired authority for partial unloading at points 
therein. 

“The geographical location of these states in relation with 
those which have been served in the past is such that authority 
to serve them would not materially enlarge applicant’s opera- 
tions, but would enable him to fulfill more completely the 
needs of California shippers,” said the report. ‘Operations to 
points in these states would be consistent with the public in- 
terest and the national transportation policy and the granting 
of the desired authority in this respect is warranted.” 

The report said that although the applicant sought au- 
thority to operate to points in California, from all points in 
the United States, his operations had all been eastbound and 
that there was nothing in the record to indicate that he had 
facilities for handling westbound shipments or that he would 
exercise such authority if granted. It said the application in 
so far as it sought such authority was denied. 

Commissioner Miller said he dissented in so far as the re- 
port granted the applicant authority to extend his operations 
to the states described, believing that the applicant had failed 
to establish that the proposed service was or would be con- 


sistent with the public interest and the national transportation 
policy. 


Cessation of Service 


By a report and order in MC C-382, R. D. Fowler Motor 
Lines, Inc., vs. Colonial Motor Freight Lines, Inc., the Com- 
mission, by division 5, with Commissioner Lee dissenting, has 
found the defendant not to be rendering reasonably continu- 
ous and adequate service as authorized and required by its 
certificate of public convenience and necessity over a regular 
route between Salisbury and Marion, N. C., and at certain 
intermediate and off-route points. It ordered the defendant, 
on or before December 1, to institute reasonably adequate 
and continuous service on that route and to those points, and 
allowed 10 days following compliance for the defendant to in- 
form the Commission by affidavit of the manner and details of 
its a The report said that should the defendant 
fail in this performance its certificate issued in MC 1380, would 
be revoked to the extent that it authorized performance of the 
described service. 


With respect to alleged lack of service to certain points 
between Charlotte, N. C., and Baltimore, Md., and between 
Greensboro, N. C., and Richmond, Va., and at two intermedi- 
ate points on the latter route, the report said the evidence 
indicated that some of these points never had been served, 
that others had been served very infrequently, and that the 
Tfemainder had been served on call, especially in the case of 
sizeable shipments. 

_,. It may be thaf, in consequence of diminishing traffic so- 
licitation, requests for service by defendant at various points 
have decreased over the last few years,” said the report. “In 
the absence of any complaints by shippers or of other more 
Concliisive evidence, a finding cannot be made here that de- 
fendant actually has failed to render reasonable continuous 
and adequate service at any of these intermediate or off- 
Toute points so long as it continues such service over the pre- 
Scribed routes. Ordinarily, calls for service at off-route points 
occur irregularly or infrequently and the question of adequacy 
of service at such points is somewhat different from that 
applicable at points on the regular route, especially when 
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prompt movement of smaller shipments may be performed by - 
interchange with other carriers.” 

The report said that substantially the same comments 
might be made regarding the defendant’s service over irregu- 
lar routes between Baltimore and points in Gaston, Cleveland, 
and Rutherford counties, N. C. 


I. C. Motor Applications 


By a report in MC 86779, Sub. 6, Illinois Central Railroad 
Co., Extension—Iowa—Minnesota—South Dakota, and a re- 
port and order in Same, Sub. 7—Dubuque, Ia., the Commission, 
division 5, Commissioner Rogers dissenting, has granted a cer- 
tificate in each instance. The joint boards by which hearings 
had been held had recommended denial of certificates (see 
Traffic World, April 1, p. 899, and April 15, p. 1044). In Sub. 6, 
the Commission said a certificate would be granted on the 
applicant’s compliance with sections 215 and 217 of the inter- 
state commerce act. 

General commodity authority with exceptions, was granted 
as follows: In Sub. 6, between certain points on the applicant’s 
rail lines in Ia., Minn., and S. D., and, in Sub. 7, between 
points in Ill., Ia., and Wis., serving specified intermediate and 
off-route points. 

In each instance the Commission found that the applicant’s 
motor vehicle service should be limited to that which was 
auxiliary to, or supplemental of, its rail service; that the ap- 
plicant should not serve any point not a station on its rail 
lines; and that the service should be subject to such further 
specific conditions as the Commission, in the future, might 
find it necessary to impose in order to restrict the applicant’s 
operations to service auxiliary to, or supplemental of, its rail 
service. 

The Commission also found, in Sub. 6, that no shipment 
should by transported by the applicant solely as a common 
carrier by motor vehicle westbound from or through Dubuque, 
on the one hand, to or through Waterloo, Ia., on the other; 
from or through Waterloo, on the one hand, to or through 
Fort Dodge, Ia., on the other; from or through Fort Dodge, on 
the one hand, to or through Cherokee, Ia., on the other; and 
eastbound from or through Fort Dodge, on the one hand, to 
or through Waterloo, on the other. In Sub. 7, the Commission 
found that no shipments should be transported by motor vehi- 
cle between any of the following points, or through or to or 
from more than one of them: Chicago, Rockford, Freeport, and 
Dixon, Ill., and Dubuque, Ia. ; 

The report in Sub. 6 said some improvement over the 
all-rail service had resulted from the present coordinated rail- 
truck service, but that it had been necessary at times, because 
of the type of motor equipment furnished the applicant by 
competing independent motor carriers, to operate overflow 
merchandise cars. It said this had tended to lessen the effi- 
ciency of present operations and was not satisfactory to the 
applicant. It said that, compared with its previous way-car 
operations, the applicant estimated that the proposed opera- 
tions would result in a saving of the use of from 25 to 30 
box cars daily, and that time in transit of the shipments would 
in some instances be reduced by 24 to 36 hours. 

The report in Sub. 7 said the applicant did not contem- 
plate any reduction of through package-car service; that there 
would be no reduction of railway personnel, and that all of 
its railroad station facilities would continue to be used. 


Cut-Back Rate Question 


By a report and order in No. 28805, St. Louis Cooperage 
Co., vs. Missouri Pacific Railroad Co. (Guy A. Thompson, Trus- 
tee), the Commission, on reconsideration, in a report written 
by Commissioner Alldredge, affirmed the prior finding that 
carload shipments or staves and heading from Brinkley, Ark., 
to St. Louis, Mo., were misrouted, but found the cut-back rate 
claimed by the complainant applicable over the route by which 
the shipments should have moved. It modified its findings in 
the prior report, 255 I. C. C. 354, and awarded reparation of 
$278.56 with interest at 6 per cent, to be paid on or before 
December 15. : 

In the prior report, the Commission said, it was found that 
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the rate of 22 cents charged on nine carloads of staves and 
heading, shipped by the complainant between Feb. 4 and March 
7, 1941, from Brinkley to itself at St. Louis, was applicable, 
and that the shipments moving over the defendant’s east side 
line were misrouted but that no damage had resulted. The 
report said that in the prior proceeding the complaint was dis- 
missed, and that on the complainant’s petition the proceeding 
was reopened for reconsideration. 

The report said that, as shown by the prior report, the 
complainant claimed the cut-back rate of 15 cents, applicable 
over the Missouri Pacific’s west side line, from Brinkley to St. 
Louis, plus the switching charge of 1.75 cents, minimum $7.15 
a car, of the Manufacturers Railway Co., from its connection 
with the Missouri Pacific in St. Louis to the complainant’s 
plant. It said the 22-cent rate also applied over the defendant’s 
west side line. It also said that, as explained in the prior report, 
application of the claimed cut-back rate was dependent, among 
other things, movement of the outbound tight cooperage over 
the defendant’s line, and that the rules governing application 
of the rate appeared in Missouri Pacific tariff I. C. C. No. 
A-9458. 

In support of its claim to the cut-back rate the complainant, 
the report said, relied on 34 outbound shipments of tight cooper- 
age, all moving over the Manufacturers Railway from the com- 
plainant’s plant in rate district 12 to its connection in St. Louis 
with the Missouri Pacific, located in rate district 16, thence 
over the M. P. to its connections with other lines in East St. 
Louis, Ill. It said that the prior report held that inasmuch as 
the M. P. had not obtained a line haul beyond East St. Louis 
on the outbound tight cooperage, the cut-back rate was not 
applicable on the inbound material. 

Under the cited tariff the complainant argued, the report 
said, that it was immaterial that the M. P. had not received a 
line haul beyond East St. Louis; that the M. P.’s haul from 
St. Louis to East St. Louis was a line haul; and that the out- 
bound products moved over the M. P. “at full published local 
or joint rates” which were “applicable from the processing or 
manufacturing point.” It said the complainant pointed out that 
the M. P.’s haul was from a point in the St. Louis switching 
district to points in the East St. Louis switching district; that 
these switching districts were separately defined in the tariff; 
and that such a haul, regardless of its physical character or of 
applicable rates, must be regarded as a line haul. It said the 
complainant further contended that the word “point” as used 
in the tariff rule referred to the St. Louis switching district as 
a whole, and that from rate districts 16, 18, and 19 the M. P. 
was a party to joint rates on tight cooperage to the destina- 
tions of the outbound shipments. Therefore, the complainant 
contended, it said, that there had been full compliance with 
the conditions requisite to the application of the cut-back rate 
on the inbound material. 


The report said that in opposition to the complaint’s con- 
tentions the defendant argued that the word “point” must be 
construed as referring to the particular location of the manu- 
facturing plant at which the outbound shipments originated, 
and that the tariff rule had not been complied with because the 
rates on the outbound material had not applied from the com- 
plainant’s plant, although applying from rate districts, 16, 18, 
and 19 on its line. 

The report said that on further careful consideration the 
Commission believed the complainant’s contentions were well 
taken. It directed attention to division 2’s decision of June 19 
on reconsideration in No. 28772, St. Louis Cooperage Co., vs. 
New York Central R. Co., in which, it said, the same com- 
plainant sought a determination of the applicable rates on 29 
carload shipments of tight barrels from St. Louis to four speci- 
fied destinations. It said that No. 28772 embraced most of the 
outbound shipments on which the complainant relied in the 
instant proceeding to support its claim to the cut-back rate. It 
also said the division had found that in some instances the 
applicable rates were joint rates applying from the complain- 
ant’s plant by reason of absorption of switching charges of the 
Manufacturers Railway by lines other than the M. P., and, in 
others, that the applicable rates were combinations of either 
railroad’s switching charges and joint rates applicable from 
districts 16 and 18 on the M. P. It said the former proceeding’s 
findings supported the complainant’s claim that the outbound 
shipments were at local or joint rates applicable from the 
manufacturing point, the word “point” having been construed 
as including not only the complainant’s plant location in dis- 
trict 12 but also districts 16 and 18 on the M. P. 

The report said notice should also be taken as significant 
of the M. P.’s own view of division 2’s decision in Staves from 
the Southwest to St. Louis, Mo., 255 I. C. C. 75, in which it 
considered a proposed rule in a supplement to M. P. tariff 
I. C. C. No. A-9458 by which it was provided that the cut-back 
rates would not apply when the “road haul” movement via the 
M. P. was limited to the movement from St. Louis to Valley 
Junction (East St. Louis), via the municipal bridge. 


TRAFFIC WORLD 


The report said that not only had the Commission affirmed 
the prior finding that the shipments considered in the current 
proceeding were misrouted, but found that the applicable rate 
over the route by which the shipments should have moved was 
the cut-back rate of 15 cents a 100 pounds, plus the switching 
charge of 1.75 cents a 100 pounds, minimum $7.15 a car of the 
Manufacturers Railway Co. 


Motor Commodity Exemptions 


The Commission, division 5, au: -"ssed at length the com- 
modity exemptions as provided ir. section 203(b)(6) of the 
interstate commerce act, in its report and order in MC 89207, 
Monark Egg Corporation Contract Carrier Application. With 
Commissioner Lee dissenting in part, the division denied the 
application. It found, on further hearing, that applicant’s motor 
vehicle operations in the transportation of eggs of which it was 
the owner, in vehicles that it operated as owner or lessee and 
not for compensation for the transportation as such, was pri- 
vate carriage, for which no authority was required; that the 
commodities the applicant proposed to transport as a contract 
carrier by motor vehicle were not limited to those specified in 
the partial exemption provided in section 203(b)(6); that its 
proposed for-hire operations might not be conducted without a 
permit; and that the proposed operations had not been shown 
to be consistent with the public interest and the national trans- 
portation policy. 

After discussing the legislative history of the inclusion of 
the words “agricultural commodities (not including manufac- 
tured products thereof)” in the section under review, the re- 
port said that “clearly the legislative history of the clause 
reveals no more support for the contention that the phrase 
‘(not including manufactured products there)’ modifies ‘fish 
(including shell fish)’ than for the contention that it modifies 
‘livestock.’”’ It said that the act was remedial legislation and 
must therefore be liberally interpreted to effect its evident 
purpose. The provision under consideration was an exemption 
from the general terms of the statute, it said, and that as 
such it must be strictly construed. Its benefits extended only 
to those carriers plainly within its terms, the report said, 
and that the stricter the construction of the exemption, the 
more liberal was the construction of the main act. The policy 
there reflected, it said, was in accord with the general policy 
to favor and promote the interests of agriculture, observing, 
later, that the legislative history indicated that the benefits 
of the exemption were intended for the farmer “by affording 
relief in the transportation of his products to the point where 
they first enter the ordinary channels of commerce.” By adding 
fish and shell fish within the scope of the exemption, the 
report said, the natural and logical inference of the action of 
Congress was that a like relief was intended for the fisherman 
as was granted to the farmer. 

As to other products transported by the applicant, the re- 
port said that, with reference to shelled pecans and shelled 
walnuts, there was no evidence as to the practices in connection 
with the processing and marketing of these commodities. It 
said the burden was on one claiming the benefit of the exemp- 
tion to show that his operations were embraced within its 
terms, and that no such showing had been made in connection 
with those commodities. 

The report said that, in the prior report, it had been found 
that the term “ordinary livestock” embraced poultry as well 
as Cattle, horses, sheep, etc., but that dressed poultry, picked 
but not drawn, did not come within the term livestock. It 
said it was apparent that poultry in any condition was _ not 
“ordinary livestock,” adding, however, that they were raised 
on the farm and clearly were included within the broader 
description ‘agricultural commodities.’’ It became necessary, 
therefore, it said, to determine whether poultry that had been 
killed and picked but not drawn were unmanufactured agri- 
cultural commodities within the meaning of the present ex- 
emption, and continued: 


As in the case of shelled pecans and walnuts, there is a complete 
absence of any showing of the customs and practices obtaining in the 
marketing of poultry, but certain facts in this connection are so well 
known that we may take cognizance of them for the purpose of the 
present determination. It is common knowledge that generally farmers 
do not kill and pick poultry in marketing it. Probably without excep- 
tion, or at most, with rare exceptions, the commercial killing and 
dressing of poultry is done by meat packing companies or by special 
poultry packers. Its subsequent transportation is under refrigeration. 
As such it can no longer be considered an unmanufactured agricultural 
commodity. 


The report said that, at the further hearing, the greater 
part of the evidence had related to fish, including shell fish. It 
said that the ordinary fisherman sold his catch at the pier, but 
that some of the companies that owned and operated fish proc- 
essing plants, also owned and operated fishing boats. The catch 
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of these boats was processed in their plants or forwarded by 
them to the metropolitan fish markets, principally the Fulton 
fish market in New York City, it said. On these facts, it said, 


the parties differed widely in their contentions. On the one 
hand, it said, it was contended that only fish and shell fish as 
taken from the water were within the terms of the exemption. 
At the other extreme, it said, it was urged that various proc- 
essed forms of fish were included therein, one witness asserting 
that even cod liver oil was to be regarded as fish. 

“The moment we get beyond the original fish as taken onto 
the boat and consider the various steps by which it progresses 
to other forms, we become involved in distinctions so subtle as 
to be wholly impractical as a basis for concluding that any 
given commodity is within or without the description used in 
the act,” said the report. ‘We conclude that only fish and shell 
fish dead or alive, as taken from the water, are within the pur- 
view of this exemption.” ' 

Commissioner Lee concurred with the finding as to the 
transportation of eggs, but dissented from the findings as to 
the other commodities dealt with in the majority report. The 
term fish, he said, included fish in the various forms in which 
it was customarily shipped, when not packed in hermetically- 
sealed containers, and that it seemed obvious that live poultry, 
fresh eggs, and raw unshelled pecans, walnuts, and peanuts 
are agricultural commodities. He said that the killing, picking, 
and drawing of the poultry, and the shelling of the nuts, did 
not result in their transformation into new or different articles. 
In his opinion, he said, they were still agricultural commodities 
and not manufactured products of such commodities. 


A. T. & N. REORGANIZATION 

By a report and order in Finance No. 10714, Alabama, Ten- 
nessee, & Northern Railroad Corporation Reorganization, the 
Commission, division 4, has approved, on petition, the maximum 
limit of $22,400 for reasonable and necessary expenses incurred 
and to be incurred by the reorganization committee, exclusive 
of fees and expenses of its secretary and fees of its attorneys, 
in carrying out and putting into effect the A. T. & N. plan of 
reorganization. The report said the reorganization committee 
was appointed July 22, 1943, by order of the U. S. southern dis- 
trict court, Alabama, southern division. 


Liquefied Petroleum Gas Rates 


By a report and order in I. and S. No. 5271, Liquefied 
Petroleum Gas in South and Southwest, embracing Fourth Sec- 
tion Application No. 20563, Liquefied Petroleum Gas from 
Southwest, the Commission, division 2, has found proposed 
rates on liquefied petroleum gas, in tank-car lots, from produc- 
ing points in the southwest, including Kansas City, Mo., and 
Norco, La., to destinations in the southeast, including the Ohio 
and lower Mississippi River crossings, and to Blytheville, For- 


rest City, and West Memphis, Ark., not shown to be just and - 


reasonable. It ordered the suspended schedules cancelled on or 
before November 19, on not less than one day’s notice, and 
authorized appropriate fourth-section relief. The cancellation 
was without prejudice to the filing of new schedules in con-- 
formity with the views expressed in the report. 

The report said that by schedules filed to become effective 
November 30, 1943, respondent southwestern and southern rail 
carriers had proposed to increase rates on liquefied petroleum 
gas, in tank-car lots, from and to the aforementioned points, 
by about 40 per cent to compensate for the reduction in the 
estimated weight from 6.6 to 4.7 pounds a gallon established 
on this traffic on that date as required in Green’s Fuel, Inc., 
vs. Atlanta & St. A. B. Ry. Co., 255 I. C. C. 561. It said that 
the proposed rates generally would result in slightly lower 
charges a car and a gallon, and a pound based on actual weight, 
than were in effect prior to November 30, 1943, and that in no 
instance would they be higher. On protest of Skelly Oil Co., 
and other processors and distributors of liquefied petroleum 
gas, the proposed schedules were postponed until June 30, and 
Voluntarily postponed by the carriers until November 30. 

The report said that, by Fourth Section Application No. 
20563, heard with the suspension proceeding, the respondents 
sought relief from the long and short haul provision of section 
4 of the interstate commerce act in order to maintain the pro- 
posed adjustment. 

Tt said that the primary question was one of proper classi- 
fication of the gas, with an estimated weight of 4.7 pounds, in 
relation to gasoline, with an estimated weight of 6.6 pounds. 
The difficulty was that the going rates on the gasoline were 
not on any uniform basis, ranging from 40 to 96 per cent of 
the No. 17000, Part 4-A, Refined Petroleum Products in the 
Southwest, rates, and far below the Part 4 basis to many desti- 
nations in the south, the report said. It continued: 
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Giving due consideration to the evidence as to relative transporta- 
tion conditions and the value of the service, we think the rates on the 
gas, even with the new estimated weight, to the south and southwest, 
respectively, should not exceed in cents per 100 pounds the Part 4 and 
4-A gasoline bases, as modified by the subsequent general increases, 
subject to maxima to 140 per cent of the actual gasoline rates from 
and to the same points, provided that this 140 per cent limitation shall 
not apply to the water-compelled rates above referred to on gasoline 
from the New Orleans-Baton Rouge group. Such bases will be fair 
to the industry and carriers alike. They will in no instance result in 
increases above the prior per car charges, but will result in reductions 
therein to which the industry is clearly entitled, where the present 
rates are on a relatively high level, and will approximately preserve 
the prior charges, where the present rates are on a relatively low level, 
thereby avoiding unjustified depletion of the carriers’ revenues. 





WESTERN CARLOADING ACQUISITION 


By a second amended permit and order in FF-79, Western 
Carloading Co. Acquisition by Western Carloading Co., Inc., 
the Commission, division 4, has authorized Western Carloading 
Co., Inc., to operate, in interstate commerce, as a freight for- 
warder of commodities generally from all points in Alabama, 
Connecticut, Delaware, Georgia, Maine, Maryland, Massachu- 
setts, New Hampshire, New Jersey, New York, North Carolina, 
Pennsylvania, Rhode Island, South Carolina, Tennessee, Ver- 
mont, Virginia, West Virginia, and the District of Columbia, to 
all points in California. The order cancelled the amended per- 
mit and order issued to Harry F. Leveson and Eleanor Hahn, 
doing business as Western Carloading Co., August 11, to the 
extent that it authorized operation as a freight forwarder. The 
second amended permit and order, and the cancellation of the 
amended permit and order, were made effective October 10. 
The order said that Western Carloading Co., Inc., had been 
authorized by the Commission, division 4, to acquire the oper- 
ating rights granted the partners, that the transaction had been 
consummated, and that due notice thereof had been given. 


MICHIGAN MOTOR FREIGHT PURCHASE 


By a report and order in MC F-2487, David C. Doyle— 
Purchase—Michigan Interstate Motor Freight, Inc., the Com- 
mission, by division 4, has approved the purchase by David C. 
Doyle, dba Doyle Freight Lines, Saginaw, Mich., of operating 
rights and certain property of Michigan Interstate Motor 
Freight, Inc., Kalamazoo, Mich. 

The report said that if the transaction were consummated, 
David C. Doyle, dba Doyle Freight Lines, would be entitled to 
a certificate covering the operating rights granted Michigan 
Interstate Motor Freight, Inc., in MC 77444. These, the report. 
continued, included authority to transport general commodities 
over approximately 1,400 miles of regular routes in IIl., Mich., 
O., and Ind. The report said it was provided that if the author- 
ity granted were exercised, David C. Doyle, dba Doyle Freight 
Lines, should immediately write off to sole-proprietorship cap- 
ital the amount of increase in his ‘other intangible property” 
account resulting from the transaction. 

The report also said that pursuant to an agreement of 
March 7, the vendee would purchase the vendor’s assets, with 
exceptions, and assume its liabilities as of the date of approval 
in this proceeding, and would pay $46,500, provided, however, 
that such liabilities should not exceed by more than $3,500 
those shown on the vendor’s balance sheet as of Jan. 31, exclu- 
sive of advances payable (to vendor’s sole stockholder)— 
$16,151.78, which liability the vendee would not assume. The 
report said that as of the latter date the vendor’s balance sheet 
showed assets aggregating $95,459. 


TEXAS PACKAGE FORWARDER APPLICATION 


By a report and order in FF 71, Texas Package Car Co. 
Freight Forwarder Application, the Commission, on reconsidera- 
tion, affirmed the finding in the prior report, 260 I. C. C. 117, 
denying the application, and directed that the order entered in 
the proceeding by division 4 on January 21 be made effective 
December 6. 

The report said that in the prior report division 4 found, 
among other things, that a majority of the applicant’s capital 
stock was owned by National Carloading Corporation; that Na- 
tional held a permit to perform services that included those of 
the applicant; and that the service proposed by the applicant 
would not have been consistent with the public interest and the 
national transportation policy. It said the proceeding had been 
reopened at the applicant’s request. 

It also said that denial of the application would not prohibit 
the applicant from continuing its service as a division of Na- 
tional Carloading Corporation, but that, on the other hand, if 
the application were granted, duplicate authorities would be 
controlled by the same interests. 

“Obviously, such control would permit opportunities for 
discriminatory practices, as to the services and charges of one 
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company versus the other, which could not be controlled by us,” 
said the report. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be om 
bained by prompt application to the Commission.) 


Crude Phosphate Rock 


No. 28960, Diamond Fertilizer Co., et al., vs. Aberdeen & 
Rockfish Railroad Co., et al., embracing No. 28960, Sub. 1, 
American Agricultural Chemical Co., vs. Aberdeen & Rockfish, 
et al. On reconsideration, the Commission vacated its order of 
Jan. 26, and found that the rates assailed from Florida points 
were, and for the future would be, unreasonable to the extent 
they exceeded, or might exceed $6.60 to Cincinnati, Lockland, 
St. Bernard, and Woodlawn, O.; $6.70 to East St. Louis, IIl., 
and Indianapolis, Ind.; $6.89 to Columbus, O.; $6.98 to Marietta, 
O., and Peru., Ind.; $7.16 to Maumee, Sandusky, Toledo, and 
Silicia, O.; $7.25 to Hartsdale, Ind.; $7.35 to Cleveland, O., and 
Detroit, Mich.; and $7.44 to Alliance, O., and Lansing, Mich., 
subject to a minimum weight of 100,000 pounds, or the marked 
capacity of the car, if less. The Commission further found that 
rates charged during the statutory period and litigation, that 
had not exceeded $7.49 to Cincinnati, Lockland, St. Bernard, 
and Woodlawn; $7.59 to East St. Louis and Indianapolis; $7.80 
to Columbus; $7.91 to Marietta and Peru; $8.12 to Maumee, 
Sandusky, Toledo, and Silica; $8.22 to Hartsdale; $8.33 to 
Cleveland and Detroit; and $8.43 to Alliance and Lansing, plus 
three per cent during the.period from March 17, 1942, to May 
15, 1943, were not unreasonable; but that the rates charged 
were unreasonable to the extent they exceeded the rates named, 
respectively, plus three per cent between the dates mentioned, 
subject to the minimum weight provision in effect. The Com- 
mission also found that E. Rauh & Sons Fertilizer Co., and 
Smith Agricultural Chemical Co., complainants in No. 28960, 
and American Agricultural Chemical Co., complainant in 28960, 
.Sub. 1, and International Mineral Chemical Corporation, inter- 
vener in the latter proceeding, were entitled to reparation, with 
interest, in the amount of the difference between the charges 
collected and those that would have accrued at the rates found 
unreasonable. Chairman Patterson noted a dissent. The de- 
fendants were ordered to cease charging the rates assailed and 
to publish the prescribed rates, on or before January 11, 1945. 


Areawalls 


No. 29009, St. Paul Corrugating Co., vs. Chicago & North 
Western Railway Co. (Charles M. Thomson, Trustee), et al. 
Rate on areawalls, in less than carloads, from St. Paul, Minn., 
to York, Pa., not unreasonable in the past, but unreasonable 
for the future to the extent that it may exceed 55 per cent of 
the present first-class rate from St. Paul to York. Defendants 
required to establish prescribed rate on or before Jan. 15, 1945. 


Iron or Steel Bolts 


No. 29007, C. L. Greeno Co., vs. Mississippi Valley Barge 
Line Co., et al. Dismissed. Rates on iron or steel bolts, clips 
and ferrules, from Evansville, Ind., to the port of Los Angeles, 
Calif., not shown unreasonable, and rate in the past on bolts, 
in less than carloads, not shown unreasonable. Principle laid 
down in Arizona Grocery Co. vs. Atchison, T. & S. F. Ry. Co., 
284 U. S. 370, precludes and award of reparation on the ship- 
ments of clips and ferrules, the report says. Finding with re- 
spect to reasonableness in the past of the rate assailed on such 
shipments would serve no useful purpose, and none will be 
made. Commissioner Alldredge noted a dissent. 


Petroleum Xylol 


*No. 29060, Standard Alcohol Co., et al. vs. Atchison, To- 
peka & Santa Fe Railway Co., et al. By the Commission, Com- 
missioner Rogers. Rates in effect prior to-March 14, 1942, on 
petroleum xylol, in tank-car loads, from Baytown, Tex., to 
destinations in Ill., Ind., Mich., Mo., N. J., Pa., and Wis., found 
unreasonable. Reparation awarded. The report said the evidence 
of record did not warrant a finding that the rates sought that 
were as low as and lower than rates on a basis of 22.5 per cent 
of first-class rates were maximum reasonable rates for the 31 
tank-car loads of xylol, or that that product required rates re- 
lated to rates on the established list of refined petroleum prod- 
ucts. It said it was found that the rates assailed were unreason- 
able to the extent they had exceeded rates on a basis of 25 per 
cent of first-class rates in effect when the shipments moved; 
that the complainants made shipments as described of record; 
and that they had paid and borne, or had borne the charges 
thereon and were damaged thereby in the amount of the dif- 
ference between the charges paid and those that would have 

















































































































































































































































































































































































































TRAFFIC WORLD 


accrued at the rates found unreasonable in the proceeding. The 
report said the complainants should comply with rule 100 of 
the general rules of practice. 


Commission Motor Reports 


(An asterisk defore the docket nwmber means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 19, Sub. 1, Bingaman Motor Express Co., Inc., Read- 
ing, Pa., extension. On reconsideration by division 5, certificate 
denied. Findings in prior report, 30 M. C. C. 587, reversed. 
General commodities, with exceptions, between Reading, Pa., 
and points in Pa., within eight miles of Reading, on the one 
hand, and, on the other, Pittsburgh, Pa., and points in Pa., 
within 35 miles of Pittsburgh, over regular routes. Commis- 
sioner Rogers noted a dissent. 

*MC 29647, Sub. 9, Chariton Bros. Transportation Co., Inc., 
Hagerstown, Md., extension. Certificate denied. General com- 
modies, with exceptions, between Philadelphia, Pa., and Balti- 
more, Md., over a specified route, serving no intermediate 
points. 

*MC 73673, Sub. 3, G. & M. Motor Transfer Co., Inc., 
Statesville, N. C., extension. Certificate denied. General com- 
modities, with exceptions, between Statesville, N. C., and points 
in N. C., within 125 miles of Statesville, over irregular routes. 

*MC 104382, Morris Greenberg, Loch Sheldrake, N. Y.,, 
common carrier. Certificate denied. Passengers and their bag- 
gage in nonscheduled door-to-door service, by sedan type mo- 
tor vehicle, between New York, N. Y., and points in Sullivan 
and Ulster counties, N. Y., over irregular routes. Commissioner 
Lee note a dissent. 

*MC 22305, Lett & Co., of Indiana, Inc., common carrier, 
embracing MC 52743, Sub. 2, Miami Transportation Co., Inc., 
of Indiana (successor in part to Lett & Co., of Indiana, Inc.) 
common carrier. On further hearings, findings in prior report, 
42 M. C. C. 815, affirmed by division 5. Certificate granted in 
MC 52743, Sub. 2. Miami Transportation Co., Inc., of Indiana, 
successor in interest to applicant in part, found entitled to .con- 
tinue operation over regular routes because its predecessor was 
so engaged on June 1, 1935, and the predecessor and Miami 
Transportation Co., Inc., of Indiana, had been so engaged con- 
tinuously since. General commodities, with exceptions, between 
Indianapolis, Ind., and Cleveland, O., and between Cincinnati, 
O., and Charleston, W. Va., serving described intermediate and 
off-route points. Specified commodities from and to certain 
points in O., Pa., W. Va., Ind., N. C., N. Y., Ill, and Va. 


*MC 104908, Irving Elins, dba Elins’ Brunswick Vans, New 
Brunswick, N. J., common carrier. Certificate granted. House- 
hold goods between points in Middlesex county, N. J., and 
those in Somerset county, N. J., on and east of U. S. highway 


, 206, and on and south of N. J. highway 28, on the one hand, 


and, on the other, points in Conn., N. Y., N. J., Pa., Del., Md., 
poe. and the District of Columbia. Chairman Patterson noted a 
issent. 

*MC 30938, Sub. 3, Eastern Transportation Co., Boston, 
Mass., extension. On reconsideration by division 5, prior report 
and order amended to authorize applicant’s transportation of 
new furniture from and to specified points and territories in 
Mass., N. H., Vt., R. I.,.Conn., N. Y., and N. J. 

*MC 1425, Sub. 1, Overland Freight Lines, Inc., Indianap- 
olis, Ind., extension. Permit denied. Petroleum products and 
other specified commodities from and to certain points or terri- 
tories in Ill., Ind., Ky., Mich. Mo., and Ohio. Commissioner Lee 
noted a dissent. 

MC 59355, Martin Transports, Ltd., Toronto, Can., com- 
mon carrier. Amended certificate granted. On reconsideration 
by the Commission, findings in prior report modified. Applicant 
entitled to continue operation as a common carrier of general 
commodities, with exceptions, between the ports of entry at 
Buffalo and Niagara Falls, N. Y., on the one hand, and, on 
the other, specified points and areas in New York, by reason of 
having been engaged in such operations on and continuously 
since June 1, 1935. 

*MC 104585, Steve Ledermann, New York, N. Y., common 
carrier. By division 5. Certificate denied. Machinery and in- 
dustrial equipment between points in Conn., Md., Mass., N. J., 
N. ¥., Pa. BK. 2 and Vt. 

*MC 61916, Sub. 5, Crescent Stages, Inc., Gadsden, Ala. 
extension. Amended certificate granted on reconsideration by 
division 5. Passengers and their baggage, express, mail, and 
newspapers in the same vehicle with passengers, serving Gayles- 
ville, Ala., in off-route service in a described area in Alabama. 

*MC 36832, American Transit Lines, Inc., embracing MC 
69929, Leonard H. Berenson, common carriers. By, division 5 
Certificate denied American Transit Lines, Inc. Certificate 
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anted Leonard H. Berenson as common carrier of pulpboard, 
chipboard, strawboard, boxboard, and pulpboard boxes from 
Chicago, Ill., to described points in Ind., O., Mich., and Ia.; and 
jron and steel articles from points in the Chicago commercial 
zone to described points in Ind., O., Mich., Mo., Neb., and Kan. 





Railroad Abandonments 


Potomac Edison Co. 


In Finance No. 14728, the Potomac Edison Co. asks author- 
ity to abandon a line of railroad between Middletown and 
Myersville, in Frederick county, Md., 4.90 miles in length, which 
the application described as a portion of the line of interurban 
electric railway of the applicant between Frederick and 
Myersville, in Frederick county, Md. It said abandonment of 
the line should be permitted because little use’ was made of it, 
as evidenced by the fact that in the past five calendar years 
freight and express operating revenues, the only revenues in- 
cluding interstate or foreign commerce, reached a peak of only 
$423.96. In that period, it said the line was in each year oper- 
ated at an out-of-pocket loss, adding that for continued safe 
operation an immediate expenditure for deferred maintenance 
of ways and structures of a relatively large amount would be 
necessary. 


D. L. & W. and S-A-F 


The Order of Railroad Telegraphers has filed two requests 
for rehearing with the Commission in: abandonment proceed- 
ings alleging that, after conferences and negotiations by cor- 
respondence, it had been unable to reach any agreement with 
the involved railroads concerning employe protection. The re- 
quests were filed in Finance No. 13721, Seaboard-All-Florida 
Railway Abandonment, and in Finance No. 13957, Delaware, 
Lackawanna & Western Railroad Co. Abandonment. The 
brotherhood asked rehearing to permit the introduction of 
evidence that the same terms and conditions concerning em- 
ploye protection as imposed in Finance No. 14221. Okoahoma 
Railway Co. Trustees Abandonment (see Traffic World, May 27, 
p. 1433) and in other cases following that_one, should be im- 
posed in the instant proceedings. The cases referred to involved 
conditions including displacement allowance, dismissal allow- 
ance, continuance of benefits, expenses for moving, and reim- 
bursement for loss suffered in the sale of a home or in the 
adjustment of a lease. 


— 


Cireuity Limitations on Grain 


Exceptions to the proposed report of the Commission’s 
Fourth Section Board in Fourth Section :Application 16500, 
Grain and Grain Products Within the Western District, and 
embraced applications, have been filed by the rail applicants; 
the Merchants Exchange of St. Louis; the New Orleans Joint 
Traffic Bureau, intervener; and by Pillsbury Mills, Inc. The 
proposed report embraced 17 applications, and the board recom- 
mended a circuity limitation “formula” with certain provisions 
for flexibility to meet special situations. It recommended, also, 
authorization by the Commission of the publication of a rule to 
effectuate its proposals as to circuity, having observed that effi- 
cient and economical operation of the railroads as a unit, par- 
ticularly in a time of national emergency, required that the 
traffic be confined to reasonably direct routes (see Traffic World, 
July 1, p. 17). 

The railroad applicants, referring to a previous proposed 
report in the proceedings by Examiner Disque, said it was diffi- 
cult for them to understand how two diametrically opposite con- 
clusions could be reached on the same evidence. They said that 
extensive hearings had been held in Chicago, Ill., and Dallas, 
Tex., concluding at Dallas January 20, 1941, and that the case 
had been extensively briefed and a proposed report received, in 
which, they said, the examiner had concluded that the Commis- 
Sion should grant the relief as sought, with certain conditions. 
They had filed no exceptions, the carriers said, and were under 
the impression that the Commission was giving consideration to 
the issuance of a report and order substantially the same as that 
proposed by the Examiner, “for the reason that the evidence 
conclusively warranted his recommendation, and, further, for 
the fact that shippers, merchandisers and receivers of grain and 
grain products were all in accord with applicants that the relief 
Sought should be granted.” They said they were surprised to 
receive in Chicago, on June 27, a proposed report by the Fourth 
Section Board. , 

The carriers said they sought authority to establish and 
maintain the rates prescribed in the Grain Case on grain and 
grain products between any two points by any available all-rail 
route the same as were currently in effect by another all-rail 
Toute without observing the long and short haul provisions of 
Secticn 4(i) of the-interstate commerce act. Such authority was 
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absolutely necessary if the Commission’s prescribed rates were 
to be continued, they said. 

The proposed report of the Fourth Section Board, they said, 
entirely disregarded the question of transit and would require 
that grain and its products, on each leg of its journey from the 
farm to the ultimate consumer, would have to comply with the 
circuity limitations recommended. They said it was unfortunate 
that the board had failed to view the situation from a practical 
standpoint. In some instances circuity limitations might be war- 
ranted, they said, but added ‘certainly not in the transportation 
of grain and grain products, and under no circumstances, or for 
any reasons that any one could imagine, should unreasonable 
and impractical drastic circuity limitations as recommended by 
the board be imposed by the Commission.” 

After quoting the rule recommended by the board, the car- 
riers said that, under no circumstances, should the Commission 
require publication of the recommended rule in any fourth sec- 
tion order, whether it be permissive or mandatory, for the rea- 
son that such a rule would have the effect of closing routes that 
exceeded the circuity recommended to be allowed, notwithstand- 
ing the rates over such routes might themselves be in conformity 
with the fourth section. They said that, as far as they were 
aware, the Commission had never in any fourth section case 
imposed such a rule as recommended by the board. Publication 
of such a rule would compel all shippers to check distance via 
all possible routes to determine the short tariff routes conform- 
ing to the circuity limitations recommended, they said, and that 
such a rule overlooked entirely the realities in transporting grain 
and grain products. It would be impossible for them to check 
out the various routes to determine whether or not they would 
conform to the recommended rule within a period of five or ten 
years, the carriers said, and that it would be impossible for the 
shippers or carriers to conform to the circuity rule as recom- 
mended by the board. They said the only reasonable and prac- 
tical manner in which to continue the rate adjustment prescribed 
by the Commission in the Grain Case was to adopt the proposed 
report of Examiner Disque. In authorizing relief ‘as recom- 
mended by:Examiner Disque, with certain modifications, the 
carriers said that the Commission would be doing a real service 
to the producers, millers and merchandisers of grain as well as 
to the rail carriers. The Commission should adopt Examiner 
Disque’s proposed report, they said, with certain modifications 
as to the relief he recommended, except as to traffic destined 
to the Mississippi Valley. Those matters, they said, would be 
presented :to the Commission in separate exceptions filed on be- 
half of the carriers particularly interested in that adjustment. 


St. Louis Merchants Exchange 


The Merchants Exchange of St. Louis, Mo., said its pro- 
test was primarily addressed against the granting of fourth 
section relief over the direct line of the Missouri Pacific be- 
,tween Omaha, Neb., and St. Louis, and the C. B. & Q. in 
Nebraska at points Nebraska City to Rulo, inclusive. It said 
that the underlying principle adopted by the Fourth Section 
Board in connection with directly intermediate lesser distant 
points than the short line from points beyond was contrary to 
and a radical change from the general principle of the inter- 
state commerce act. It said that the proposed report on this 
phase indicated a desire to evade the real issue and to pass 
the subject as of slight importance. It said that it did not 
oppose granting fourth section relief over routes that exceeded 
the short line distances, but that its objections went only to 
granting relief over one or more of the short rate-making 
lines. It said its objections voiced in the instant exceptions 
were the same as those contained in its exceptions to the 
proposed report of Examiner Disque. 

It said that the departures involved were over the same 
line or route in the same direction, the shorter distance being 
included within the longer, adding that they were “in other 
words a direct violation of the act... .” It asked the Commis- 
sion to deny the carriers permission to depart from the re- 
quirements of the act at the points in southeastern Nebraska 
on the Missouri Pacific and the C. B. & Q. 


New Orleans Exceptions 

The New Orleans Joint Traffic Bureau asked the Commis- 
sion to reject the Fourth Section Board’s proposed report in 
its entirety. It said that if the board’s exceptions were adopted 
the rates on grain and grain products embraced in the pro- 
ceedings would be placed in a straight-jacket with resulting 
harm to the buyers, millers and processors of those commod- 
ities located in the Western District, as well as at New Orleans. 
It said that the restrictions and circuity limitations suggested 
by the board would adversely affect the entire grain trade from 
the producer through the intermediate miller, dealer and 
processor to the final consumer. These restrictions, it said, 
would unduly restrict and limit competition between carriers 
in the handling of grain and grain products and also between 
dealers, millers and processors in the buying of grain at com- 
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mon sources of supply and in the sale of the products in con- 
suming markets. 

The New Orleans traffic body said it vigorously excepted, 
among other things, to the recommendation of the board that 
the rail lines, as a condition in accepting the relief granted, 
be required to reduce the rates on grain and grain products 
to Houston and other west Gulf ports for export (from the 
higher rated intermediate points) to the level of the present 
New Orleans export rates. The effect of this recommendation, 
should it be adopted, would be to bring about involuntary 
equalization of these ports, it said, and that the board, in mak- 
ing such a recommendation, exceeded its authority in requiring, 
through an indirect method, the rail carriers to equalize the 
rates on export traffic, one port with another, as a condition 
in accepting the relief proposed. 

Pillsbury Mills, Inc., said it excepted to the recommenda- 
tions of the board under the caption “General” in their entirety. 
It asked the Commission to authorize the applicants to estab- 
lish and maintain over any line or route, rates in accordance 
with the decision of the Commission in the Grain Case, at the 
same rates as applied over any other line. or route between 
the same points, irrespective of higher rates from, to, or be- 
tween intermediate points. It further urged that, inasmuch as 
the grain rates as a whole were compensatory and took into 
consideration the special needs of the grain and milling indus- 
try, the Commission should not issue any order requiring the 
applicants to publish circuity limitations in connection with 
the grain rates covered by fourth section application No. 16500 
et al. 

The applications covered by the report of the board were 
Nos. 16500, 16024, 16654, 17609, 18045, 18352. and 18639; those 
not heard and covered in the report were Nos. 19032, 19064, 
19159, 19224, as amended; 19429, 20413, 20464, 20528, 20596, 
20614, and 20688. 

Southern rail carriers have filed with the Commission two 
exceptions to the proposed report of the Commission’s Fourth 
Section Board in Fourth Section Application No. 16500, et al. 
They said that the board had erred in recommending denial 
of relief to continue to maintain the prescribed rates to lower 
Mississippi River Crossings through the higher-rated, untreated 
Mississippi Valley territory, and that it had.erred in recom- 
mending denial of relief to continue to apply the Vicksburg, 
Miss., rate to Greenville, Miss., through higher-rated inter- 
mediate Mississippi Valley points. The carriers also observed 
that Examiner Disque had recommended granting the relief 
requested in his proposed report served in September, 1941. 

In connection with their first exception, the southern car- 
riers said the situation was “on all fours” with Memphis-South- 
western Investigation, 80 I. C. C. 157, in which, they said, relief 
had been granted. The board overlooked: a common and well 
recognized ground for the granting of fourth section relief in 


saying that there was “no justification for the maintenance of. 


higher rates to the intermediate points than the rates pre- 
scribed or approved in the Grain Case as maximum reasonable 
rates to Vicksburg and New Orleans,” the carriers said, adding 
that, since the rates to the intermediate points resulted from 
a decision of the Commission in I. and S. 1303, Rates to, 
from, and between Points South of the Ohio River, 64 I. C. C. 
306, the carriers should be permitted to maintain them under 
fourth section relief. 

As to denial of relief at intermediate destinations between 
Memphis and Greenville, the carriers said there was no barge 
competition at those points on the direct routes to Vicksburg, 
and that there was no purpose in making reductions at such 
points. They said they sought continuation of relief to main- 
tain rates to such destinations higher than to Greenville, and 
that there was ample ground for granting the relief. They 
said it was a simple case of granting relief to maintain a lower 
rate to a particular point where there was water competition, 
namely, Greenville, than to intermediate points on the direct 
route where there was no water competition. 





FINANCE APPLICATIONS 

Finance No. 14730, Spokane, Portland & Seattle Railway Co., and 
United Railways Co., asks authority for merger of the properties of 
the applicants through liquidation of United, and for operation by 
Spokane, Portland & Seattle after the merger of the line of railroad 
now owned and operated by United. The application said the entire 
capital stock of United was owned by S. P. & S., and that the entire 
capital stock of the latter was owned one-half each by the Great 
Northern Railway Co. and the Northern Pacific Railway Co. It said 
that the entire outstanding stock of United consisted of 30,000 shares 
of $100 par value common stock, each share having full voting right. 
It said the main line of United extended from a point of connection 
with the main line leased from the Northern Pacific and operated by 
Ss. P. & W., at United Junction, in Multnomah county, Ore., to a point 
near Keasey, Ore., in Multnomah, Washington, and Columbia counties, 
48.9 miles, with 1.26 miles of branch ,line and 7.12 miles of various 
yard tracks in Portland. 

MC F-2673, St. Johns River Line Co., of Jacksonville, Fla., a motor 
and water carrier, asks authority, to lease, with option to purchase, 
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and for immediate temporary approval of the lease of, certain operating 
rights of Timothy Goodall and Henry Goodall, and Bee’ Line Transfer 
Co., of Tampa, Fla. 

Finance No. 14712, amended, The Cleveland & Pittsburgh Railroaq 
Co. asks authority to supplement and amend its application so as to seek 
authority to issue $11,000,000 principal amount of its general and refinga- 
ing mortgage bonds of series ‘‘C’’ to be dated October 1, and to maiure 
October 1, 1974, to bear interest at 3 per cent a year, and to sell the 
bonds to Auchincloss, Parker & Redpath, of New York, at 100.45 per 
cent of their principal amount, plus accrued interest from October 1 
to date of delivery; and the Pennsylvania Railroad asks authority to 
assume, as lessee and guarantor, obligation and liability in respect of 
said bonds. 

Finance No. 14713, amended, The Pittsburgh, Cincinnati, Chicago 
& St. Louis Railroad Co. asks authority to supplement and amend its 
application so as to seek authority to issue $23,735,000 principal amount 
of its general mortgage bonds of series ‘‘E’’ to be dated October 1, and 
to mature October 1, 1974, to bear interest at 3% per cent a year, and 
to sell the bonds to Kidder, Peabody & Co., Drexel & Co., and assgo- 
ciates, at 101.0201 per cent of their principal amount, plus accrued inter- 
est, from October 1 to date of delivery; and the Pennsylvania Railroad 
ask authority for the N. Y. O. & W. to purchase the steam railroad 
bilitiy in respect of said bonds. 

Finance No. 14731, Frederic E. Lyford, as trustee of the New York, 
Ontario & Western Railway Co., and the Rome & Clinton Railroad Co., 
ask authority for the. N. Y. O. & W. to purchase the steam railroad 
property of the R. & C., consisting of a line of steam railroad extend- 
ing from Rome, Oneida county, N. Y., to a point of intersection with 
what was formerly the Utica, Clinton & Binghamton Railroad in Clin- 
ton, Oneida county, N. Y., for a cash payment of $20,000. 

Finance No. 14732, Maine Central Railroad Co., asks. authority to 
issue and sell $9,000,000 principal amount of its first mortgage and 
collateral bonds, series B, 4 per cent, and asks that competitive bidding 
not be required. The applicant said it proposed to sell $3,000,000 of the 
bonds to the John Hancock Mutual Life Insurance Co.; $1,500,000 to the 
Aetna Life Insurance Co., from whom commitments were assured, at a 
price of 98% per cent of the principal amount; and to sell the remain- 
ing $4,500,000 of the bonds at a price of 98% per cent to Kidder, Pea- 
body & Co., investment bankers and underwriters, from whom a com- 
mitment, it said, was assured, and who would re-sell to the public, all 
sales to be plus accrued interest. It said the purpose of the proposed 
issue was to provide funds that, together with funds in the treasury of 
the company, would be used for the redemption, at 100 per cent, of all 
its presently outstanding $8,878,000 principal amount of first mortgage 
and collateral trust bonds, series A, 4 per cent, due December 1, 1945. 

MC F-2675, James Harwood Cochrane, dba Overnite Transportation, 
of Richmond, asks authority to purchase certain operating rights of 
Lester Winchester, dba Winchester Trucking Co., of Monroe, N. C. 

MC F-2676, Rivers Truck Lines, of Meridian, Miss., asks authority 
to purchase certain operating rights of Loyd Bond, dba Bond Motor 
Lines, of. Jackson, Miss. : 

Finance No. 14735, Central Pacific Railway Co. asks authority to 
issue not exceeding $50,000,000 of its first and refunding bonds, series 
A, and Southern Pacific Co. asks authority to assume obligation and 
liability as guarantor of said bonds. The application said the new bonds 
were to be exchanged, par for par, for a portion of its outstanding 
first refunding mortgage 4 per cent gold bonds, due August 1, 1949. 
The new bonds, it ‘said, would be dated August 1, 1944, and would 
become due August 1, 1974, bearing interest at the rate of 4% per cent 
a year from August 1, 1944, to August 1, 1949, and thereafter at the 
rate of 3% per cent a year. The Central Pacific also asked authority 
to pledge to the First National Bank of the City of New York, trustee, 
$99,000 principal amount of its first refunding mortgage 4 per cent 
bonds, due August 1, 1949. Southern Pacific, in addition to asking for 
authority to assume obligation and liability in respect of the new bonds, 
also asked authority to pledge to the aforementioned bank $10,000,000 
principal amount of Central Pacific through short line mortgage 4 
per cent bonds, due October 1, 1975, and $614,000 principal amount 
of Central Pacific first refunding mortgage 4 per cent gold bonds due 
August 1, 1949. The application said another appliction would be 
filed by Central Pacific for authority to issue the $10,000,000 of through 
short line bonds, in connection with the advancement by Southern 
Pacific Co. of funds necessary to redeem, on October 1, $10,000,000 
principal amount of Central Pacific through short line first mortgage 
4 per cent gold bonds, due October 1, 1954. 

Finance No. 10913, amended, Frederick H. Ecker, Frank C. Wright, 
and Robert E. Coulson, as the reorganization committee under the plan 
of reorganization of the Western Pacific Railroad Co., ask to amend 
the application for the issuance of securities pursuant to an order of 
the federal court for the northern California district, southern division, 
by which, they said, the court had determined the amount of first 
mortgage bonds, series A, to be authenticated and issued in the reor- 
ganization and the conditions on which the bonds should be acquired 
by the Reconstruction Finance Corporation. They also ask approval 
of certain changes concerning the adjustment or compromise of the 
claim of the R. F. C. 

MC F-2677, John Austgen, dba Austgen Express & Storage Co., of 
Chicago Heights, Ill., asks authority to purchase certain operating 
rights of Robert O. Gaudlitz, trustee in bankruptcy for Chicago-St. 
Louis Transfer Co., of Springfield, Ill. 


TEXAS RATE INCREASE SUSPENSION 


By an order in No. 28846, Increases in Texas Rates, Fares 
and Charges, the Commission has denied a motion of the Texas 
rail respondents in that proceeding asking that it be set for 
further hearing with Ex Parte 148. The Texas carriers said 
they were subject to the same circumstances as the rail cal- 
riers in Ex Parte 148, and that the same action should be taken 
with reference to Texas rates as might be taken in the general 
proceeding (see Traffic World, Oct. 14, p. 962). 
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Proposed Reports 


Railroad, Water, and Motor Transport 





in I. C. C. Cases 





Ohio River Co. Application 


In W-414, Ohio River Co., Contract Carrier Application, 
Examiners G. H. Mattingly and John A. Russell, on reconsid- 
eration, have proposed affirmance of prior findings denying 
authority to operate on the Mississippi River north of Grafton, 
[ll., and to charter vessels to other persons for the transporta- 
tion of their own property. 

The examiners proposed that the prior findings should also 
be affirmed in so far as continuance of operations was author- 
ized on the Ohio, Kanawha, Licking, and Mississippi Rivers, 
and the Illinois waterway, as a common carrier by non-self- 
propelled vessels with the use of separate towing vessels in 
the transportation of commodities generally, and in the per- 
formance of general towage, but that in respect of the terri- 
torial scope of the authority granted the findings should be 
modified to authorize continuance of operations to and from 
all points on the Ohio River and tributaries within the Pitts- 
burgh commercial zone, the Kanawha River, the Licking River. 
the Mississippi River between and including Cairo and Grafton, 
Ill, and the Illinois waterway, including points in Indiana 
within the Chicago switching limits. 

The report said the applicant was a wholly owned sub- 
sidiary of the West Virginia Coal and Coke Corporation and 
that under the prior report, released a year ago (see Traffic 
World, October 9, 1943, p. 831), division 4 had found it to 
have been in bona fide operation as a common carrier by water 
by non-self-propelled vessels with the use of separate towing 
vessels and by towing vessels in the performance of general 
towage between points on the Ohio River below and including 
Aliquippa, Pa., the Mississippi River from its confluence with 
the Ohio River to its confluence with the Illinois waterway, 
the Illinois waterway, and the Kanawha and Licking Rivers; 
and that portions of the application seeking authority to serve 
Pittsburgh, points on the Allegheny River and the Monongahela 
River as far as Blawnox, Pa., and Monessen, Pa., respectively, 
the Mississippi River north of Grafton, and to charter or lease 
equipment to others for the transportation of their own prop- 
erty, should be denied. 

The examiners’ report said the applicant had accepted all 
business offered to it, whether in freightage or towage, without 
restriction, “‘subject, of course, to current commitments and 
the availability and capacity of its vessels,” and that it had 
observed a policy of dispatching all property accepted, irre- 
spective of its exempt or non-exempt status, in the first avail- 
able tow. It said that frequently, when the applicant had 
had no tow ready to proceed in the proper direction, or when 
an entire tow had not been scheduled to the destination of all 
property included therein, the transportation service had been 
completed for the applicant in a tow of another carrier. It 
said considerable of the applicant’s service for other carriers 
had resulted from the general observance of that practice by 
all carriers. 

“It is the applicant’s policy to enter into a written contract 
covering each movement,” said the report. ‘‘Numerous such 
contracts are mentioned in the application but, as to duration 
and service requirements, their provisions are said to have been 
indefinite. The form of towage contract used, and the acknowl- 
edgment issued when accepting other business, of which copies 
were introduced in evidence at the hearing, indicate that, when 
executed, they result in spot contracts for immediate trans- 
portation rather than continuing agreements. We conclude that 
the transportation performed has been and is of the character 
contemplated by section 302 (d) of the act, and that applicant’s 
service is that of a common carrier.” 

The report said the basic contention of all protestants was 
that practically all of the applicant’s service had been per- 
formed in intrastate commerce or in other transportation which, 
although interstate, was specifically exempt under provisions 
of the interstate commerce act covering transportation of com- 
Modities in bulk, liquid cargo in certified tank vessels designed 
exclusively for such use, service for carriers subject to the act, 
and transportation within the limits of a single harbor. It 
Said the non-exempt transportation was then considered sepa- 
rately and that by atomizing such operations certain protestants 
Concluded there had been no service in such transportation 
which warranted recognition as bona fide operators under sec- 
tion 309 of the act. The report also said that in its analysis 
of the applicant’s operations, transportation between points 








in the same state, except on the Illinois waterway, had not been 
specifically mentioned. It said it should be recognized that 
such transportation performed over waterways that form the 
boundary between different states frequently required the 
crossing of state lines, and that then the transportation was 
interstate in character. The report referred to Cornell Steam- 
boat Co. Contract Carrier Application, 250 I. C. C. 577. 

The report said that in support of other contentions the 
protestants cited various proceedings theretofore decided un- 
der part III of the act, also certain court decisions, among 
them. United States vs. Carolina Freight Carriers Corp., 315 
U. S. 475, but that more recent proceedings than those cited 
were believed to be controlling. It continued that in the court 
decision mentioned certain general principles were announced 
which, although stated in connection with provisions of part II, 
were applicable also to part III. The report quoted the fol- 
lowing excerpt from the opinion which, it said, appeared par- 
ticularly relevant: 


*** The Commission may not atomize his prior service, product 
by product, so as to restrict the scope of his operations, where there 
is substantial evidence in addition to his holding out that he was in 
‘‘bona fide operation’’ as a ‘‘common ecarrier’’ of a large group of 
commodities or of a whole class or classes of property. There might 
be substantial evidence of such an undertaking though the evidence as 
to any one article was not substantial. The broad sweep of his prior 
service may indeed have made the carriage of any one commodity 
irregular and. infrequent. Yet viewed as a whole rather than as a 
group of separate and unrelated items, his prior activities may satisfy 
the test of ‘‘bona fide operation’ as a ‘‘common ecarrier’’ within the 
scope of his holding out. * * * 


Light and Bulky Motor Ratings 


In a proposed report in I. and S. M-2404, Incandescent 
Electric Lamps or Bulbs, embracing I. and S. M-2405, Air- 
plane Parts; I. and S. M-2406, Trunks or Traveling Bags; I: and 
S. M-2407, Hats or Caps; I. and S. M-2408, Carpet Mill Thread 
Waste; and I. and S. M-2409, Paper Art’cles, Examiner T. K. 
Carpenter has recommending the following findings: 


That the proposed classification ratings on electric incandescent 
lamps and electric incandescent bulbs in No. M-2404; on airplane doors 
and rubber or fabric fuel and oil cells in No. M-2405; on trunks and 
traveling bags in No. M-2406; on hats and caps in No. M-2407; on carpet 
mill thread waste in No. M-2408; and certain paper articles in No. 
M-2409 have not been shown to be just and. reasonable. 

That the proposed change (made at the hearing) in the classification 
description to read: Airplane landing gears, retractable, or landing 
gear legs, hydraulic (Oleo Struts), in boxes in No. M-2405, is just 
and reasonable. 


He recommended that the proposed schedules be ordered 
cancelled to the extent found unlawful, and that the proceed- 
ings be discontinued. 

By schedules filed to become effective April 22, motor 
common carriers, parties to the National Motor Freight Classi- 
fication, proposed increased ratings on: incandescent electric 
lamps or bulbs, airplane doors, fuel or oil cells, and landing 
gear legs, trunks, brief cases, hand bags, and other articles 
of luggage, hard fiber or pressed pulp, hats or caps, carpet 
mill thread waste, and various paper articles. On protest. of 
the Secretary of War, the Director of Economic Stabilization, 
the Price Administrator, and others, operation of the schedules 
was suspended until November 22. The report said that, since 
the hearing, Middlewest Motor Freight Bureau, Southern Motor 
Carriers Rate Conference, Southwestern Motor Freight Bureau, 
Inc., Central & Southern Motor Freight Traffic Association, 
Inc., Niagara Frontier Tariff Bureau, Inc., and the Rocky 
Mountain Motor Tariff Bureau, Inc., had been permitted to 
intervene in each of the proceedings. 

The examiner reviewed the efforts of the motor carriers 
to set up a basis for computing freight charges on light 
and bulky articles, and the rules maintained at various times 
by Middle Atlantic States Motor Carrier Conference, Inc., Cen- 
tral States Motor Freight Bureau, Inc., and Eastern Central 
Motor Carrier Association. Commenting on a rule of the Cen- 
tral States, the examiner said that so far as Central Territory 
was concerned, the classification volume minimum rates had 
been rendered a nullity by exceptions, and that this became 
generally true throughout the country. He said that the various 































1032 


tariff rules and exception ratings higher than the classification 
bases had been published by the motor carriers to prevent rev- 
enue losses, and that the rules applying on light and bulky 
articles were generally cancelled because they were in contra- 
vention of the Commission’s tariff circular. He quoted as fol- 
ag! —s Potato Chip Co. vs. Aberdeen Truck Line, 42 


It is unreasonable to exact charges on the basis of a magnified and 
artificial constructive weight. Articles which, in relation to weight 
occupy an undue amount of space in motor carriers’ equipment can be 
made to bear their just share of the cost of transportation through 
proper ratings and charges based on actual weights. This would be 
consistent with the theory underlying the general classification observed 
by respondents. The act makes no distinction between light and bulky 
commodities and heavy and dense commodities, with respect to the 


requirements of just and reasonable classifications and just and reason- 
able rates. ... 


In that proceeding, the examiner said, the rules under 
consideration were found unjust and unreasonable, and un- 
reasonably preferential and prejudicial and the defendants were 
told that they should be cancelled. Thereupon, he said, the 
carriers abandoned their intentions of establishing exception 
ratings in lieu of the condemned rules on light and bulk arti- 
cles. The proposed ratings, he said, were for the purpose of 
establishing ratings in the classification proper, to reflect what 
the respondents deemed to be ratings on a few light and bulky 
articles that would yield revenue commensurate with the space 
occupied in their vehicles, adding that “these proposed changes 


are the forerunners of other proposals respecting this class of 
article.” He continued: 


Respondents had no fixed formula for determining the proposed 
ratings, partly because of the great difficulty in getting dependable 
density data, but roughly the proposed ratings were based on first class 
for articles having a density from 10 to 12 pounds a cubic foot. The 
proposed ratings on articles having lower or higher densities were 
adjusted above or below first class based on a revenue yield equivalent 
to the revenue yield of the first-class articles in the same loading space. 
For example, on an article having a density of from 5 to 6 pounds a 
cubic foot, a rating of double first class is proposed; and, on an article 
having a density of from 7 to 9 pounds a cubic foot, a rating of one 
and one-half times first class is proposed. These bases were varied 
where other classification elements such as value and fragility are 
important. With few exceptions these ratings were based on what 
respondents considered to be minimum revenue requirements in handling 
full truckloads. They were made without regard to ratings prescribed 
by the Commission for rail application, because respondents believe that 
with respect to light-and-bulky articles the motor ratings should be 
established on a basis uninfluenred by the ratings of competing forms 
of transportation. With this there can be no just complaint. The 
motor classification, wherever possible, should reflect ratings based on 
the transportation characteristic of the various articles and the circum- 
stances affecting such transportation peculiar to the motor industry. 


The examiner then discussed each of the proceedings, and 
in his general discussion said that the evidence related almost 
entirely to densities and values. He said there was no evidence 
that the proposed ratings compared favorably with the ratings 
on other commodities. This had not been done, he said, because 
respondents contemplated the revision of the ratings on all 
light and bulky articles, and that, thus, one of the methods 
of establishing the reasonableness of increased ratings was not 
available in these proceedings. He said the burden of proof 
was on the respondents. He said the respondents assumed, 
except as to airplane landing gears, that present ratings were 
less than reasonable maximum ratings and did not yield suffi- 
cient revenue to cover out-of-pocket costs and that a reasonable 
basis for determining maximum ratings on such traffic would be 
first class on such articles having a density of from 10 to 12 
pounds a cubic foot. Most of the considered articles, he said, 
had average densities of less than 10 pounds a cubic foot and 
that the ratings thereon had been made proportionately higher 
than first class, depending on the density of the article with 
some weight given to value. He said that, since these two 
assumptions were the keystones of the respondents’ justification 
of the proposed ratings, it was necessary that the correctness 
of both of them be established by competent evidence, but 
that no such evidence had been introduced. 

The examiner pointed out that some of the proposed rat- 
ings had not been opposed at the hearing, and that in some 
instances it appeared that there was no need for the continu- 
ance of volume ratings. That might seem to require approval 
of the proposed changes in those respects, he said, but added 
that they were all part of adjustments based on the aforemen- 
tioned assumptions and should not be segregated for special 
treatment. 





RATES ON SECOND-HAND STEEL RAILS 
In No. 29134, West End Iron & Metal Corporation vs. 
Northern Pacific Railway Co., Examiner E. L. Glenn has pro- 
posed that the rate charged on second-hand steel rails, in car- 
loads, from the complainant’s plant in Duluth, Minn., to 
Superior, Wis., should be found inapplicable. He also said the 
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applicable rate should be determined, reasonable rates pre. 
scribed, and reparation awarded. 

The report said the Commission should find that the ap- 
plicable rate on the described shipment was the Minneapolis 
to Superior rate on rails, of $2.13 a ton of 2,240 pounds, mini- 
mum 44,800 pounds, applied from the complainant’s plant tinder 
intermediate point rule of the tariff naming that rate, with 
resulting overcharge on the shipment amounting to $36.93, 

It said the Commission should further find that the rates 
from the complainant’s plant over both the Grassy Point yard 
route and the Rice’s Point yard route, in Duluth, to destination, 
had been, were, and for the future would be unreasonable to 
the extent that they had exceeded, exceeded, or might exceed, 
a rate of 1.75 cents, minimum weight 50,000 pounds. Ii saiq 
the Commission should find that the complainant made the 
shipment as described, and paid and bore the charges thereon 
at a rate of 13 cents; that it was damaged thereby to the 
extent that the charges collected exceeded those which would 
have accrued at the rate found unreasonable; and that it was 
entitled to reparation of $116.10, with interest. 


RATES ON WORNOUT BEDDING 


In MC C-401, Karff-Eisemann Co., vs. Edw. Conen Trans- 
portation Corp., Examiner C. I. Kephart has recommended that 
rates and charges sought to be collected by the defendant on 
shipments of wornout feather beds and pillows, in machine- 
pressed bales, and of cotton felt, n. o. i, in machine-pressed 
bales, from Philadelphia, Pa., to New York, N. Y., be found 
inapplicable, that applicable rates be determined, and the com- 
plaint dismissed. 

The examiner recommended that the applicable rates should 
be the published class 45 rate, 20,000 pounds minimum, on the 
wornout feather bedding and pillows in machine-pressed bales 
and the first-class any-quantity rate on the cotton felt, n. o. i, 
in bales, respectively, and that adjustment of the charges should 
be made accordingly. He said that in view of these findings, no 
determination under the allegation of unreasonableness and un- 
due prejudice was necessary. ae. 

The examiner’s report said that under the description used 
in the shipping documents, the defendant applied a 132-cént 
rate under a double first-class any-quantity rating for “batting, 
bats, wadding, or mattress felt or padding, cotton, jute, or sisal, 
in machine-pressed bales.” It said the contemporaneous railroad 
rate on cotton felt in machine-pressed bales was class 60, or 29 
cents. It also said that in the light of the complainant’s testimony, 
the intervenor, Middle Atlantic States Motor Carrier Conference, 
Inc., did not dispute the defendant’s assertion that a 66-cent 
rate was properly applicable on the shipments involved if the 
Commission were satisfied with the description of the goods, and 
that it coincided with an all-commodity express rate in effect 
between the same points for shipments of more than 500 pounds, 
“minimal” charge $3.58 a shipment, which service the complain- 


ant since had been using for shipments of this commodity to 
New York. 


Proposed Reports 


Feeder Sheep 


No. 29158, John Buckmiller et al., vs. Union Pacific Rail- 
road Co. By Examiner Leland F. James. Dismissal of com- 
plaint proposed. Rates as applied on feeder sheep, in single- 
deck carloads, from Armstead, Mont., to Dubois and Spencer, 
Ida, and from Apex, Mont., to Spencer, Ida., found not shown 
to have been unreasonable or otherwise unlawful. The report 
said the complainants referred to Agent Kipp’s tariff I. C. C. 
A-3392, in which the Commission’s service order No. 71 was 
reproduced. It said the service order provided in effect that 
where carriers’ tariffs included provisions for substituting 
single-deck for double-deck cars ordered, such substitution 
might be made only where such carriers were unable to fur- 
nish the car or cars of the types ordered. Moreover, the report 
said, the service order further provided that a canvass should 
be made of the available equipment of other carriers located 
at a terminal served by more than one carrier, in an effort to 
secure the equipment ordered before such substitution was 
available. It said that for the reason, however, that the tariff 
governing these shipments made no provision in the first place 
for the substitution of single-deck for double-deck cars ordered, 
it was clear that the provisions of such service order had no 
application in this instance. 


Iron or Steel Drums 


I. & S., M-2421, Steel Drums over South Hudson Trucking 
Co., Inc. By Examiner C. Evans Brooks. Vacation of order of 
suspension and discontinuance of proceeding proposed. Pro- 
posed rate found just and reasonable. The report said that, 
based on an average load of 10,000 pounds, the proposed rate 
would return 40.8 cents a loaded truck-mile. It said that while 
this revenue appeared to be rather high, the respondent re- 
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turned empty from Philadelphia to New York most of the time, 
and that the truck-mile revenue for a round trip, empty in 
one direction and loaded in the other, therefore, would be 20.4 
cents which did not appear to be unduly high. The report said 
the proposed rate was reasonably related to the respondent’s 
resent rate on the same commodities between Bayonne and 
Philadelphia and between New York and Paulsboro, N. J. 











Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face’ type. 
with name of town or city following.) 


lilinois (Chicago)—-MC 29130, Sub. 39, Rock Island Motor 
Transit Co., extension. Certificate proposed. General commodi- 
ties, with exceptions, serving named Kansas and Nebraska 
points as intermediate or off-route points in connection with 
applicant’s presently authorized regular route operations be- 
tween Omaha, Neb., and Smith, Center, Kan., subject to any 
conditions now attached to applicant’s operating authority, over 
a specified route. 

lowa (Villisca)—-MC 8588, Sub. 2, F. S. Pierson, extension. 
Certificate proposed. Livestock between Villisca, Ia., and points 
in Ia. within 20 miles of Villisca, on the one hand, and Kansas 
City, Kan., and Kansas City, Mo., on the other, over irregular 
routes. 

Pennsylvania (Erie)—-MC 89765, Sub. 2, Gerald C. Phelps, 
Loren Phelps, and Ray W. Phelps, dba Phelps Coal Co., ex- 
tension. Permit proposed. Roofing materials from Erie, Pa., to 
points in a specified Ohio territory, and damaged or rejected 
shipments on return, over irregular routes. 

Pennsylvania (Bethlehem)—-MC 81304, Sub. 4, Margaret 
A. Pursell, extension. Denial of certificate proposed. Dry earth 
paint from Bethlehem, Pa., to points in N. J., and Long Island, 
N. Y., and points in the New York commercial zones, over ir- 
regular routes. 

Indiana (Indianapolis)—-MC 22492, Sub. 3, Bowser Truck 
Line, Inc., common carrier. Denial of application proposed. 
General commodities, with exceptions, over numerous regular 
routes between points in Indiana, and of special commodities 
over irregular routes between all points in that state. 

lowa (Portsmouth)—MC 26704, Sub. 1, A. C. Johansen, 
extension. Certificate proposed. Sand and gravel between de- 
scribed points in Ia. and Neb. over irregular routes, and gen- 
eral commodities, with exceptions, from Omaha, Neb., to de- 
scribed points in Ia. 

Missouri (Kansas City)—-MC 27828, Sub. 1, Harry By- 
waters, dba Bywaters Truck Line, extension. Permit proposed. 
Welding gases and welding supplies from Carter Lake, Ia., to 
points in S. D., on and east of the Missouri River and on and 
south of U. S. highway 14. Empty containers and rejected 
shipments in the reverse direction. 

Texas (Fort Worth)—MC 9259, Sub. 21, Bowen Motor 
Coaches, extension. Certificate proposed. Passenger and their 
baggage, mail, express, and newspapers in the same vehicle 
with passengers, between Amarillo, Tex., and Tucumcari, N. M., 
over U. S. highway 66, serving all intermediate points. 

Illinois (Chicago)—-MC 12269, William H. Bennett, dba 
Bennett’s Nationwide Auto Travel Service, broker. Denial of 
license proposed. Arranging for transportation of passengers 
ri their baggage between Chicago and points in the United 

ates. 

Nebraska (Duncan)—MC 64408, Sub. 1, Henry Micek, ex- 
tension. Certificate proposed. Farm machinery and general 
commodities from Council Bluffs, Ia., to Columbus and Dun- 


can, Neb., and to points in Nebraska within five miles of 
Duncan. 















































































































































Pennsylvania (Uniontown) — MC 19366, Sub. 1, Eastern 
Freight Line, Inc., extension. Certificate proposed. Petroleum 
Products, in packages, from Bayonne, N. J., and Claymont, 

l.; roofing and siding materials from East Rutherford and 
South Kearny, N. J., and Edge Moor, Del., to Pittsburgh, Pa., 
and points in Pa., within 50 miles of Pittsburgh; and glass from 
| aos Vernon, Floreffe, and Jeanette, Pa., to Washing- 
on, D. C. 

Virginia (Pulaski)—-MC 102268, Huff Coal Co., contract 
carrier. Permit proposed. Explosives and blasting supplies be- 
tween Pulaski and points in Va., within five miles thereof, and 
tom points within five miles of Pulaski to points in Tenn., 
N.C., and W. Va. 

Pennsylvania (Williamsport)—MC 94438, Sub. 1, A. J. 

mberg, extension. Denial of permit proposed. Iron and 
steel products in truckloads, minimum weight 10 tons, between 

illiamsport, on the one hand, and, on the other, points in 
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N. Y., N. J., Md., Del., and the District of Columbia, located 
within 240 miles of Williamsport, including points in the New 
York commercial zone. 

New York (Kingston)—-MC 2060, Sub. 2, Pine Hill-Kings- 
ton Bus Corporation, extension. Certificate proposed. Passen- 
gers and their baggage in the same vehicle between junction 
of N. J. highways 17 and 4 and New York City, over a described 
route including the Lincoln tunnel. 

Montana (Billings)—-MC 2434, Sub. 3, M & W Transport, 
extension. Denial of permit at applicant’s request proposed. 
Petroleum crude oil from Byron, Wyo., to described points in 
Wyo. and Mont. 

Ohio (Cleveland)—-MC 8902, Sub. 3, Western Express Co., 
extension. Certificate proposed. General commodities, with ex- 
ceptions, between Cleveland and North Kingsville, O., over 
U. S. highway 20 (as an alternate route) serving, as intermedi- 
ate or off-route points, those points which applicant was pres- 
ently authorized to serve in operation over its authorized route 
between Cleveland and North Kingsville. 

Indiana (Bourbon)—MC 32903, Sub. 1, Ed Ecker, exten- 
sion. Certificate proposed. Popcorn from Andrews, Ind., and 
points in Ind., within five miles of Andrews, to Chicago, IIl. 

Tennessee (Memphis)—-MC 41635, Sub. 9, Dealers Trans- 
port Co., extension. Certificate proposed. Automobiles, trucks, 
tractors, and chassis, in initial movements, in drive-away serv- 
ice, and parts for such motor vehicles when moving in connec- 
tion with the initial movements of the described vehicles, from 
places of manufacture and assembly in Memphis, to all points 
in La., and those in Ala., on and south of U. S. highway 11, 
traversing Ark. and Miss., for operating convenience only, and 
rejected or damaged shipments of the described articles from 
all points in La., and those in Ala., on and south of U. S. high- 
way 11, to Memphis. 

lowa (Fort Dodge)—MC 52110, Sub. 29, Brady Transfer 
& Storage Co., extension. Certificate proposed. General com- 
modities, with exceptions, over described routes in Ia., serving 
certain off-route and all intermediate points. 

lowa (Fort Dodge)—-MC 52110, Sub. 30, Brady Transfer 
& Storage Co., extension. Certificate proposed. General com- 
modities, with exceptions, between St. Paul and Minneapolis, 
Minn., on the one hand, and the junction of U. S. highway 169 
and Iowa highway 9, on the other, over U. S. highway 169, 
serving no intermediate points. 

lowa (Fort Dodge)—MC 52110, Sub. 32, Brady Transfer & 
Storage Co., extension. Certificate proposed. General commod- 
ities, with exceptions, between the junction of U. S. highway 
20 and Ohio highway 2, near Toledo and Cleveland over U. S. 
highway 20, with no service at intermediate points, and between 
Norwalk and Deerfield, O., over: U. S. highway 250 from Nor- 
walk to the junction of U. S. highways 250 and 224, and thence © 
over U. S. highway 224 to Deerfield serving the intermediate 
point of Akron, and the off-route poiont of Canton, but with no 
service at Norwalk or Deerfield. 

Oregon (Albany)—MC 52234, Sub. 1; Kenneth Bloom, ex- 
tension. Certificate proposed. Passengers and their baggage, 
newspapers and express in same vehicle with passengers, be- 
tween Lebanon and Bend, Ore., over U. S. highway 20, serving 
all intermediate poionts. 

Oklahoma (Oklahoma City)—-MC 74077, Sub. 3, George L. 
Stove, extension. Certificate proposed. Uncrated new house- 
hold furniture between Oklahoma City, on the one hand, and, 
on the other, points in Kan., Mo., Tex., and N. M. 


Indiana (Marion)—-MC 74588, Sub. 29, Marion Trucking 

Co., Inc., extension. Denial of permit at applicant’s request 
proposed. Petroleum products in containers, from Lawrence- 
ville, Ill., to all points in Ind., and empty containers in reverse 
direction. 
Indiana (Mongo)—-MC 94430, Sub. 2, Alvin Weiss, exten- 
sion. Certificate proposed. Cement, cement sacks and bags, 
lumber, feed and seeds, and petroleum products, over described 
routes in Ind., Ohio, Mich., and Ill. 


Indiana (Indianapolis)\—-MC 105133, Raymond V. McCul- 
lough, common carrier. Certificate proposed. New furniture, 
uncrated, from Indianapolis, Brazil, and Terre Haute, Ind., to 
all points in Ill., Ky., O., points on the lower peninusla of Mich., 
and points in Mo., in the zone defined in St. Louis, Mo.-East 
St. Louis, Il]., Commercial Zone, 1 M.C.C. 656 and 2 M.C.C. 285, 
and of rejected shipment of the same commodities in the reverse 
direction. 

Ohio (Parma Heights)—-MC 105206, Herbert H. Heffner, 
contract carrier. Proposed operations recommended to be found 
those of a common carrier. Certificate proposed. Live stock, 
other than ordinary live stock, and, in the same vehicle with 
such live stock, mascots, personal effects of attendants, train- 
ers, and exhibitors, and supplies and equipment used in the care 
and exhibition of such live stock, between points in Ohio, on 
the one hand, and, on the other, points in Ill., Ind., Ky., Md., 
Mich., N. Y., Pa., Va., and W. Va., traversing Del. and N. J. 
for operating convenience only. 
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lowa (Lamoni)—MC 105194, Lamoni Sale Corporation, 
common carrier. Certificate proposed. Live stock, seed, farm 
machinery, and building material between described points in 
Kan., Mo., and Ia. 

lowa (Grinnell)—-MC 105085, William Peak, common car- 
rier. Certificate proposed. Seed corn between Grinnell, Ia., on 
the one hand, and Jackson, Minn., Fremont and North Platte, 
Neb., Warren, Esmond, Waterman, Monmouth, Tuscola, Eldo- 
rado, and De Kalb, Ill., Lafayette, Ind., Sioux Falls, S. D., 
Deshler and Johnstown, O., and Marshall, Mo., on the other. 

Indiana (New Harmony)—MC 103611, Sub. 2, Guy Chum- 
ley, common carrier. Certificate proposed. Oil and gas drilling 
equipment, machinery, materials, and supplies, between all 
points in Ind., Ill., Ky., and Tenn., within 150 miles of, and 
including, New Harmony, Ind. 

Pennsylvania (Moosic)—MC 101954, Sub. 1, Morrill Akens, 
extension. Certificate proposed. Meats, dressed poultry, and 
eggs from Moosic to Camden and Newark, N. J., and New 
York, N. Y., and rejected shipments and empty returned con- 
tainers from Camden, Newark, and New York City to Moosic. 

Montana (Billings)—-MC 39386, Sub. 8, E. L. Parker, dba 
Parker Tank Lines, extension. Denial of permit at request of 
applicant proposed. Crude oil in bulk in tank trucks from oil 
fields in Park, Big Horn, Washakie, and Hot Springs, Wyo., 
to Warren, Mont., and points and places within five miles of 
Warren, Mont., at the pipe-line head. 

Ohio Geisietown)— MC 72214, Sub. 1, Hauselman Trans- 
portation Co., extension. Certificate proposed. General com- 
modities, with eXceptions, and household goods, over Ohio high- 
way 747 betweén its junction with Ohio highway 4 south of 
Middletown, and its junction with Ohio highway 4 north of 
Cincinnati, for operating convenience only, on traffic moving 
ogg Cincinnati and Middletown, serving no intermediate 
points. 

Montana (Miles City)—-MC 52869, Sub. 1, Balsam & De 
France, extension. Certificate proposed. Liquid petroleum prod- 
ucts in bulk in tank trucks, from Laurel, Mont., to all points 
and places in a described area of North Dakota. 

Michigan (Detroit)—-MC 24379, Sub. 6, Long Transporta- 
tion Co., extension. Certificate proposed. General commodities, 
with exceptions, between Fremont and Cleveland, O., over U. S. 
highway 20-(as an alternate route), for operating convenience 
only, with no service at intermediate or off-route points, or 
between any points in Ohio. 

Kentucky (Cynthiana)—-MC 239, Sub. 3, Ecklar-Moore Ex- 
press, Inc., extension. Denial of certificate proposed. General 
commodities, with exceptions, between Cynthiana, on the one 
hand, and, on the other, Mt. Olivet, Maysville, and Augusta, 
Ky., including specified intermediate and off-route points. 

Ohio (Cleveland)—-MC 48846, Sub. 7, W. Curtis Keal, ex- 
tension. Certificate proposed. Motor trucks, in intial movement, 
by the drive-away method, and parts for motor trucks when 
moving in connection with such initial movements, from Ard- 
more, Pa., to points in Conn., Del., Ill., Ind, Ia., Ky., Md., 
Mass., Mich., Minn., Mo., N. J., N. Y., N. C.,, O., Pa, R. L, 
Tenn., Va., W. Va., Wis., and the District of Columbia, and dam- 
aged or rejected shipments of the described commodities on 
return. 


Florida (Tallahasse)—-MC 58003, Sub. 2, Al Welch’s Trans- 
fer, common carrier. Certificate proposed. General commodities, 
with exceptions, between Apalachicola, Fla., and Thomasville, 
Ga., over U. S. highway 319, serving all intermediate points in 
Florida, and the off-route points of Panacea, St. Marks, New 
Port, and Camp Gordon Johnston, Fla. 

Massachusetts (Medford)—-MC 63673, Sub. 3, Warner Co., 
Inc., extension. Certificate proposed, permitting change from 
radial to nonradial operation. Household goods, between points 
in Mass., R. I., Conn., N. Y., N. J., Pa., Del., Md., District of 
Columbia, and Va., and between points in those states, on the 
one hand, and on the other, points in Me., N. H., Vt., O., Mich., 
Ind., Ill., W. Va., ‘N. C., and S. C., traversing Wisconsin for 
operating convenience only. 

New Jersey (Newark)—MC 73009, Russell N. Sayre, com- 
mon carrier, embracing also MC 71532, Russell N. Sayre, con- 
tract carrier. Certificate proposed. General commodities, with 
exceptions, between New York, N. Y., on the one hand, and, on 
the other, points in Bergen, Essex, Hudson, Mercer, Middlesex, 
Morris, Passaic, Somerset, and Union counties, N. J. 

Pennsylvania (Lock Haven)—-MC 104958, Sub. 1, G. H. 
McCormick, common carrier. Certificate proposed. General com- 
modities, between Lock Haven and Woolrich and Farrandsville, 
Pa., over a described route. Recommended that the applicant’s 
service be limited to that which is auxiliary to, or supplemental 
of, rail or railway express service; that shipments transported 
be limited to those moving under a joint motor-rail arrange- 
ment on a through bill of lading or express receipt covering, in 
addition to the applicant’s movement by motor vehicle, an im- 
mediately prior or immediately subsequent line-haul movement 
by rail; and that the operation be subject to such further spe- 
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cific conditions as the Commission, in the future, may find it 
necessary to impose in order to restrict the applicant’s opera- 
tion to service that is auxiliary to, or supplemental of, rai! or 
railway express service. 

Illinois (Chicago)—-MC 105004, Casper Korer, common 
carrier. Denial of certificate proposed. Machinery and parts be- 
tween points in IIl., Ind., Ia., Kan., Ky., Mich., Minn., Mo., and 
Wis., and between points in such states, on the one hand, and, 
on the other, points in O., Pa., and N. Y., with passage through 
W. Va. and N. J. for operating convenience only. 


COMMISSION ORDERS 


No. 29143, Cottonseed rates to C..& G. Ry. points. Respondent hay- 
ing filed a tariff effective October 7, cancelling matter under investiga- 
tion, proceeding discontinued. 

MC 22454 Sub, 28, Nu-Car Carriers, Inc., extension, secondary move- 
ments. Reopened for reconsideration. 

No. 28572, Rickert Rice Mills, Inc., et al., vs. Abilene & Southern, 
et al. Order of June 12, further modified to become effective on De- 
cember 27, on not less than 30 days’ notice instead of November 27, 

No. 28755, Colorado Portland Cement Co. vs. Apache, et al. Order 
of March 16, further modified to become effective on December 26, on 
not less than 30 days’ notice instead of November 25. 

No. 28805, St. Louis Cooperage Co. vs. Mo. Pac. 
consideration. 

FF 88, J. Nelson Kagarise, freight forwarder application. Appli- 
cant granted leave to file petition for reconsideration of dismissal order 
of July 4, on or before December 1. 

FF 121, Porto Rican Express Co., freight forwarder application, 
Effective date of permit and order of August 5, further postponed to 
December 11. 

FF 122, Carloader Corp., freight forwarder application. Effective 
date of permit and order of January 20, further postponed to No- 
vember 27. 

No. 28629, Commonwealth of Kentucky, et al., vs. Ill. Cent., et al., 
and No. 28689, Illinois Coal Traffic Bureau, et al., vs. Ahnapee & West- 
ern, et al. Motion of defendants and railroad interveners, Illinois Coal 
Traffic Bureau, complainant in No. 28689 and intervener in No. 28629, 
and certrain other interveners, to strike brief dated March 29, filed on 
behalf of complainants in No. 28629 and intervener Kentucky Coal 
Agency, Inc., overruled. 

- No. 28946, Roanoke Webster Brick Co., Inc., et al., vs. A. C. S. et al. 
Petitions of defendants (other than C. & O. and N. & W.) and of Ala- 
bama Brick and Tile Co., et al., interveners, for reopening, rehearing 
and reconsideration, denied. 

No. 29032, Pulaski Veneer Corp. vs. Atlantic & Yadkin, et al. 
Order of August 1, modified to become effective January 30, 1945, in- 
stead of October 30, and defendants authorized to postpone, on one 
day’s notice, effective date of schedules published in compliance with 
said order. 

No. 25728, Hoboken Manufacturers R. R. vs. Abilene & Southern 
et al. and No. 25878, N. O. & L. C. vs. A., C. & Y. et al. Effective 
date of order of October 13, 1941, further postponed from December 
15, to March 15, 1945. 

I. & S. M-2372, boots, moccasins, shoes, and rubbers between Massa- 
chusetts points. Order of August 31, modified so as to become effective 
November 22. 

W-12, Moran Towing & Transportation Co., Inc., applications, and 
W-237, Dauntless Towing Line, common carrier application. Order of 
September 30, granting W. E. Hedger Transportation Corp., Union 
Barge Line Co., and Mississippi Valley Barge Line Co. leave to file 
petition for reconsideration on or before October 20, modified so as to 
extend time for filing petition to November 1. 

W-115, Chotin & Pharr, Inc., common carrier application. Appli- 
cant’s motion to strike certain matter from brief filed by River Ter- 
minals Corp., a protestant, overruled. 

1. & S. M-2449, Minimum class rate restrictions in east. Petition 
filed by respondent for vacation of order of suspension, denied. 

MC-C 164, Manhattan Coach Lines, Inc., vs. Adirondack Transit 
Lines, Inc. Order of June 6, now effective October 16, modified so as 
to become effective November 16. 

No. 28946, Roanoke-Webster Brick Co., Inc., vs. A. G. S. et al. 
Order of June 2, further modified to become effective December 15, 
on not less than 30 days’ notice, instead of November 20. 

W-461, Jackson-Hope Towing Co., Inc., contract carrier application. 
Coyle Lines and Rivers Terminals Corp. granted leave to file petition 
for reconsideration on or before November 15. 


Reopened for re- 


PETITIONS FOR REHEARING, ETC. 

MC-C 411, Freight Transportation Engineers, Inc., vs. Great Central 
Transport Corp., et al. Defendants Lecrone-Benedict Ways, Inc., and 
John Bridge ask that complaint be dismissed. 

W-254, Ohio River Sand Co., Inc., applications. Mississippi Valley 
Barge Lime Co. and Union Barge Line Corp. ask for leave to intervene, 
reopening for hearing (none having been held). 

W-779, Colle Towing Co., application. Protestants, DeBardeleben 
Coal Corp., dba Coyle Lines, and River Terminals Corp. ask for hearing. 

Finance 14639, Atchison, Topeka and Santa Fe, construction. Appli- 
cant asks for argument before entire Commission. 

W-507, Tidewater Transportation Co., common carrier application. 
Applicant asks for further hearing. 


UNCONTESTED FINANCE CASES 
Second supplemental report and order in F. D. No. 14367, Wheel 
ing & Lake Erie Railway Co. Control, approving purchase by the 
Chesapeake & Ohio Railway Co. of certificates of deposit representing 
5,482 shares of Wheeling & Lake Erie Railway Co. stock. Approved. 
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Motor Minimum Charges 


Examiners W. T. T. Croft and L. J. Kassel conducted a 
continued hearing beginning October 16 in I. and S. M-2240, 
Minimum Charges in Central Territory, I. and S. M-2436, Min- 
imum Charge Per Shipment in East, and I. and S. M-2450, 
Continental Transportation Lines, Inc., Minimum Charges. The 
hearings began July 31 and ran through August 1 in Washing- 
ton (see Traffic World, Aug. 5, p. 316), and at that time all 
parties agreed to the introduction of cost figures on the part 
of the involved carriers, with cross-examination to be deferred 
until a further hearing, August 28, in Brooklyn. V. M. Parshall, 
an examiner for the Public Service Commission of New York, 
sat with the examiners in P. S. C. 11585, a state proceeding 
involving the issues in I. and S. M-2436. 


All of the first day of the continued hearing, and part of 
the second day, were given over to testimony introduced on 
behalf of the Middle Atlantic Motor Carrier Shippers Commit- 
tee, S. C. Billig, of Weiss Klau Co., introduced a survey of 
prepaid less-carload and less-truckload shipments made in June, 
1944, from New York to destinations in Middle Atlantic Terri- 
tory, as compared with June, 1941, showing 856 shipments in 
1941, with total weight of 262,616 pounds, and average weight 
a shipment of 306 pounds. For 1944, he showed 380 shipments, 
totaling 110,876 pounds,. with an average weight of 292 pounds 
a shipment. He said his company’s position was that “we are 
opposed to the proposed increase in the minimum charge per 
shipment via motor truck transportation.” He said his com- 
pany was of the opinion that the increased charges would not 
result in additional revenue for the motor trucking industry, 
as both the smaller and larger shipments would be diverted to 
other channels of transportation. He said that, in 1941, only 
14 per cent of his company’s shipments had moved by rail, but 
that in the last three years “we forced to deviate from this 
policy and have diverted a large number of both minimum and 
maximum shipments to the rail carriers.” He said that 44 per 


cent of the company’s shipments had been diverted to the rails 
in June, 1944. 


Asked by John R. Turney, for the respondents in I. and S. 
M-2240, if the carriers should be required to handle these min- 
imum shipments at a loss, the witness said they should, if the 
over-all picture would be satisfactory. Mr. Turney asked if 
the net result was that “you want either some other shipper, 
by paying higher rates on his goods, to pay part of the cost 
of your transportation, or you want the motor carriers to find 
an angel who will make good their deficit,” to which the wit- 
ness replied in the affirmative. He said he considered the motor 
truck as a regulated industry, that the number of shippers of 
minimum shippers was and would be large after the war, and 
that they should be offered a method of fast transportation at 
a reasonable charge. He said he would “apply that the same 
as the the post office, which sometimes operates at a loss; as 
a general necessity for the service of the country its rates 
have to be low.” In answer to another question he said he 
would not go so far as to say that the country should be taxed 


to meet motor carrier deficits as it was taxed to meet post 
office deficits. 


Charles B. Roeder, traffic manager, American Home Foods, 
Inc., said the purpose of his testimony was tc show the result 
of allocating cost studies in the respondents’ exhibits to ship- 
ments of the drug industries, and read a prepared statement 
referring to an exhibit that he offered. He said that, by simple 
arithmetical computation, he had determined the vehicle min- 
utes a stop and a shipment at stops, and also the vehicle min- 
utes a shipment in transit on the 1. t. 1. shipments included in 
the respondents’ representative collection and delivery time 
study. He said, after discussing his exhibit, that, by compar- 
ison of the results shown in his exhibit with the revenues re- 
ported in exhibit S-54, it was evident that the 1.-t. 1. traffic of 
the drug and toilet preparation industry produced revenue in 
excess of full costs. He said the average revenue a stop was 
$10.16, whereas the average full cost a stop was $8.12, an 
excess of $2.04, or 25 per cent. Under cross-examination by 
Charles E. Cotterill, for the respondents in I. and S. M-2436, 
the witness said that the commodities themselves should not 
bear more than a reasonable proportion of the total cost, that 
the charges must be in and of themselves reasonable. He said 
he did not know how the Commission would meet the situation 
In that respect, but that, in respect to the line-haul rates, he 
said the carriers themselves elected to meet it by differences 
In classification and rating. He said he did not know why there 
Would be any difference with respect to the minimum ship- 
ments, and that he would advocate a different minimum charge 
for different commodities. Mr. Turney, in his cross-examina- 
tion, pressed the point that the witness, in his study, had as- 
sumed that there would be the same number of deliveries as 
there were shipments, contrasting the hundreds of consignees 
to the fifteen shippers referred to. George Siedle, on redirect, 
asked the witness if there was any refinement in railroad min- 
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imum chargs such as Mr. Cotterill and the witness had dis- 
cussed. The witness said there was not. 

John F. Coyle, traffic manager, Eastman Kodak Co., offered 
as an exhibit a summary of minimum and non-minimum ship- 
ments forwarded from Chicago, Ill., in the period September 11 
to September 16, and said that the motor carrier picked up non- 
minimum shipments at the same time as minimum shipments. 
He observed that the study showed that minimum shipments in 
that period had accounted for 19.6 per cent of the carrier total 
minimum revenue, while the weight of the minimum shipments 
had totaled only 15.4 per cent of the total minimum. 


The shippers’ committee called as a witness George M. Aris- 
man, a cost accountant. He criticized the figures offered at the 
first hearing by J. C. McWilliams, statistician for the American 
Trucking Associations, Inc. Mr. Turney asked that the witness 
be qualified as to his knowledge of transportation costs. Mr. 
Siedle said that the witness was giving the benefit of his knowl- 
edge of cost finding studies generally. Mr. Arisman said he felt 
that the study could be more complete, in order to bring out the 
necessary information to develop the proper rate for minimum 
shipments. 

In the course of his direct examination by Mr. Siedle, the 
witness replied in the negative to eleven questions on the segre- 
gation of minimum charge shipments and handling costs “into 
circumstantial groups.” Mr. Siedle asked if the defendants had 
shown separately the number of minimum charge shipments and 
handling costs in any of the following instances: Where their 
truck make a special trip to pick up nothing else but a single 
minimum charge shipment; where several minimum charge ship- 
ments were picked up at the same time and where the truck 
made a special trip to pick up nothing else but those several 
minimum charge shipments; where minimum charge shipments 
were picked up along with other 1. t. 1. shipments from the same 
shipper by the same truck and at the same time; where the 
shipper brought minimum charge shipments in his own truck 
to the defendants’ terminals; where the shipper loaded and 
stowed his minimum charge shipment with his own labor in 
defendants’ trucks; where pick-ups were made for a number of 
carriers by a local operator instead of separately by each. indi- 
vidual operator; where their truck made a special trip to deliver 
nothing else but a single minimum charge shipment; where sev- 
eral minimum charge shipments for one consignee were deliv- 
ered at the same time and where the truck made a special trip 
to deliver nothing else but those several minimum charge ship- 
ments; where minimum charge shipments were delivered along 
with other 1. t. 1. shipments to the same consignee at the same 
time and in the same truck; where a minimum charge shipment 
was picked up as a single minimum charge shipment and deliv- 
ered as a single minimum charge shipment with both the pick-up 
and delivery trucks making special trips to handle that partic- 
ular shipment and nothing else; and where a minimum charge 
shipment was picked up as a single shipment but was delivered 
along with one or more I. t. 1. shipments at the same time to the 
same consignee. 

Gilbert J. Parr, a witness for the Commission’s Bureau of 
Transport Economics and Statistics, cost section, offered three 
exhibits, restating the figures supplied by the carriers in Central 
States and in Middle Atlantic Territories, and analyzing the 
carrier expenses as related to the number of shipments, using 
the figures submitted for six carriers of the Middle Atlantic 
group. 

M. D. Miller, for the Office of Price Administration, offered 
three exhibits through his witness, David Handler. Two of the 
exhibits, the witness said, showed that the sample carriers 
used in the motor carriers’ studies for Central Territory and 
for Middle Atlantic Territory were not representative. He 
compared the figures for the carriers selected by the respond- 
ents with the figures for 185 carriers in Central Territory, and 
for 192 carriers in Middle Atlantic Territory. His third exhibit 
was an analysis of E. W. Goode’s exhibits on minimum charges 
in Middle Atlantic Territory. At the beginning of the wit- 
ness’ cross-examination by Mr. Turney, Mr. Miller, observing 
that Mr. Turney had taken a slide-rule from his brief case, 
remarked to the witness that he should have brought his “slip- 
stick.” Mr. Turney said that the witness did not use a slip- 
stick, adding that “he uses an axe.” 

Mr. Turney remarked that the witness, in his analysis, 
had developed a cost a hundredweight carried and suggested 
that, since the witness admitted that the additional carriers 
considered in his study might have had a minimum charge cost 
higher than that of the 66 carriers used by the carriers in 
their study, while their overall costs a ton might be less, the 
tonnage test was of no value. The witness answered in the 


negative and said that the converse might be true also. A little 
later Mr. Turney questioned the distribution of administrative. 
expense on the basis of weight, and the witness said that Mr. 
Turney had himself done just that in an exhibit in MC C-360, 
Minimum Class Rate Restrictions—Central and Eastern States, 
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and at Mr. Turney’s request, the witness showed him the ex- 
hibit. Mr. Turney asked if the witness had read the transcript 
of the testimony and whether or not he could say that it showed 
that the exhibit in question had been prepared hurriedly over- 
night, and that the distribution of cost figures referred to had 
been included to show that, even if that distribution was con- 
sidered sound, it would nevertheless understate the cost. 

Mr. Cotterill asked the witness what significance he at- 
tached to the comparison of 12 sample carriers’ figures in Mid- 
dle Atlantic Territory in 1942 with that of the 192 in the first 
quarters of 1943 and 1944. The witness said the comparison 
showed that unit operating costs would be higher for the 12 
sample carriers, but admitted that he had not compared the 
1942 figures for the 12 carriers with the 1942 figures for the 
192 carriers. The witness agreed that his exhibit was not 
intended to indicate that the 12 sample carriers were “high- 
cost” carriers in so far as a comparison of operating ratios 
was concerned. In answer to a question as to the average 
cost a hundred weight of traffic carried, he said that a differ- 
ence in the consist of the traffic would bear on any com- 
parison of carrier costs. Mr. Cotterill asked if it was fair 
to denominate a carrier as a high-cost carrier when the dif- 
ference might be due to factors having no relation to costs as 
such, and the witness said that the 12 carriers had been taken 
as a sample and that their traffic had been assumed to be repre- 
sentative. 

Mr. Cotterill asked the witness, if he found that the per- 
centage of minimum shipments for the sample group to total 
shipments was 35 per cent, and that, looked at collectively, the 
192 motor carriers might have a percentage of minimum charge 
shipments to total shipments of 10, whether that would not 
produce a lower cost a hundredweight for these carriers hav- 
ing the higher percentage of minimum shipments. The witness 


said it would, if the cost of handling minimum charge shipments 
was higher. 





Cc. P.-S. P. Financing 


The Central Pacific Railway Co., and the Southern Pacific 
Co. have joined in an application filed with the Commission, 
Finance No. 14735, in connection with the refunding of $70,000,- 
000 of Central Pacific first refunding mortgage 4 per cent gold 
bonds, due August 1, 1949, under a new first and refunding 
mortgage. 

The Central Pacific asked authority to issue not exceeding 
$50,000,000 of its first and refunding bonds, series A, and to 
exchange said bonds for a like amount of the bonds due August 
1, 1949. It also asked authority to pledge to the First National 
Bank of the City of New York, trustee, of $99,000 principal 
amount of its first refunding mortgage 4 per cent gold bonds, 
due August 1, 1949. The Southern Pacific Co. asked authority 
to assume obligation and liability as guarantor of the punctual 
payment of the principal and interest of the $50,000,000 prin- 
cipal amount of the series A bonds, and to pledge to the First 
National Bank of the City of New York, $10,000,000 principal 
amount of Central Pacific Co. through short line mortgage 4 
per cent bonds, due October 1, 1975, and $614,000 principal 
amount Central Pacific Railway Co. first refunding mortgage 
4 per cent gold bonds, due August 1, 1949. 


The application, in support of the request for the afore- 
mentioned authority, said that, in connection with the Central 
Pacific readjustment of 1899, through which, it said, indebted- 
ness to the United States government for advances in aid of 
construction had been paid in full with interest, there was 
created, in addition to other funded indebtedness, the Central 
Pacific first refunding mortgage 4 per cent gold bonds, due 
August 1, 1949, in authorized principal amount of $100,000,000, 
all of which, it said, were eventually issued. Those bonds, it 
added, were not subject to redemption before maturity, and 
that an annual sinking fund of $25,000 had been provided. It 
said there was also created an issue of Southern Pacific Co. 
(Central Pacific Stock Collateral) 4 per cent gold bonds, due 
August 1, 1949, of which $36,818,500 principal amount became 
outstanding. Those bonds, it said, were subject to redemption 


before maturity at their principal amount, but that no sinking 
fund had been provided. 


It said that, in order to care for those issues, at or prior 
to their maturity in 1949, the applicants had, through bond 
purchases and call for redemption, provided for the balance of 
the Southern Pacific Co. (Central Pacific Stock Collateral) 
bonds being paid in full on December 1, 1944, without the ne- 
cessity of refunding any portion thereof; and through pur- 
chases had reduced the Central Pacific first refunding mort- 
gage 4 per cent gold bonds in the hands of the public to 
$88,211,000. Moreover, it said, the over-all funded debt of the 
Central Pacific held by the public had been reduced, through 
bond purchases and redemptions, from $160,436,909 on Decem- 
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ber 31, 1940, to $130,338,511 on October 1, 1944, a net reduction 
of $30,098,038. 

In their judgment, the applicants said, $70,000,000 of the 
first refunding mortgage 4 per cent gold bonds due August 1, 
1949, should be subject to refunding under a new first and 
refunding mortgage and that, at this time, an offer should be 
made to the holders of said bonds for the exchange of $50,000,- 
000 first and refunding bonds, series A, due August 1, 1974, for 
a like principal amount of the 4 per cent gold bonds. The 
series A bonds, they said, would bear interest at 4% per cent 
a year from August 1, 1944, to August 1, 1949, and thereafter 
at the rate of 34 per cent a year. They said that, in view of 
the fact that the 4 per cent gold bonds were not subject to 
redemption and were currently selling on the market at around 
106, it was believed that the terms of the first and refunding 
bonds and the offer of exchange were about as favorable to 
the railway company as they might be if holders of the 4 per 
cent gold bonds were to be attracted to make the exchange. 
It said that the terms had been set only after discussion and 
negotiation with certain large holders of the 4 per cent gold 
bonds. The increase of one-quarter of one per cent in the 
interest, from August 1, 1944, to August, 1949, they said, 
was part of the inducement for the exchange of bonds. They 
said that the provisions for redemption of, and sinking fund 
for, the first and refunding bonds, Series A (one per cent a 
year, beginning August 1, 1950, or a sum equal to the net in- 
come of the railway company for the preceding calendar year, 
whichever was less), were believed to be reasonable and were 
to be contrasted with the lack, practically speaking, of any 
such provision in regard to the 4 per cent gold bonds. 

“When the offer of exchange is declared operative by the 
Central Pacific Railway Co. the applicants will have dealt very 
largely with the Central Pacific 1949 maturities and will be 
free to devote attention to the further revision and resetting 
of the funded debt of the Southern Pacific Transportation Sys- 
tem,” the application said. 

In connection with the $10,000,000 Central Pacific Co. 
through short line mortgage 4 per cent bonds, due October 1, 
1975, authority to pledge which was asked for the Southern 
Pacific Co., the applicants said that, subject to the approval of 
the Commission, ‘for which application is being filed concur- 
rently or substantially currently herewith,’ Southern Pacific 
Co. would own $10,000,000 principal amount of those bonds 
that the Central Pacific had agreed to issue to it in connection 
with the advancement by the Southern Pacific of funds neces- 
sary to pay off and redeem on October 1, 1944, $10,000,000 
principal amount of Central Pacific through short line first 
mortgage 4 per cent gold bonds, due October 1, 1954, issued 
under through short line first mortgage dated October 1, 1904. 








STALEY SWITCHING CASE 


The Commission, by an order in A. E. Staley Manufactur- 
ing Co. Terminal Allowance, Ex Parte No. 104, Part II, Ter- 
minal Services, and I. and S. No. 4736, Switching Charges at 
Decatur, Ill., has reopened the proceedings for further hearing, 
at a time and place to be designated later, for the purpose of 
receiving evidence as to changes in conditions affecting switch- 
ing and spotting operations at the plant of the company at 
Decatur, Ill., since the record was closed. The order also de- 
nied the petition of the Staley Company in so far as it re- 
quested that, pending further proceedings, the respondent rail- 
roads be authorized to withdraw their present charge of $2.50 
a car for switching and spotting at the company’s Decatur 

lant. 

The railroads, and the Staley Company, had asked that 
the proceedings be reopened following denial of a rehearing of 
the case, involving the switching charges at the plant, by the 
Supreme Court of the United States, in which the court had 
upheld the Commission’s order eliminating tariffs cancelling 
spotting charges at the plant. They called attention to the fact 
that the Supreme Court had said that, in view of the changed 
conditions alleged to have occurred following the submission of 
the case to the Commission, the court’s denial of a rehearing 
was without prejudice to the contention, in appropriate pro- 
ceedings before the Commission, that the spotting service was 
not in excess of the carriers’ obligations under their tariff rates 
(see Traffic World, Sept. 30, p. 833). 

LIBERTY MOTOR RIGHTS 

The Commission, by an order in MC 222, Liberty Motor 
Freight Lines, Inc., Common Carrier Application, has denied 
the petition ‘of the applicant for reconsideration and stay of the 
effective date of the Commission’s order of June 6. The appli- 
cant, in its petition, said it had not, up to that time, had an 
opportunity to express itself in connection with its claimed 
rights under the “grandfather” clause because, it said, in the 
prior report in which “grandfather” rights had been denied, 
only its status as a carrier had been considered (see Traffic 
World, Aug. 19, p. 441). 
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October 21, 1944 


Midwest Iron-Steel Rate Case 


Briefs have been filed with the Commission in a group of 
cases dealing with rates on iron and steel articles from Chicago, 
St. Louis, and other midwest origin points to destinations in 
Minnesota, Iowa, Wisconsin and Michigan, involving allegations 
of unreasonableness, and undue prejudice and undue preference 
as between certain of the competing steel plants. 

The complainant in one of those cases, No. 28786, Conti- 
nental Steel Corporation vs. the New York, Chicago & St. Louis 
Railroad Co. et al., has filed a brief in that proceeding and in 
I. and S. No. 5269, Iron & Steel to Ia., Minn., Mich., and Wis. 
In No. 28786, the Commission, division 2, found the assailed rates 
not unreasonable, but unduly prejudicial to the complainant’s 
plants at Indianapolis and Kokomo, Ind., and unduly preferential 
of the complainant’s competitors at Chicago, Peoria and St. 
Louis and origins in Illinois and Indiana taking the same rate 
as one or another of the latter three points. Reparation was 
denied (see Traffic World, Aug. 28, p. 465). In I. and S. No. 
5269, the Commission suspended from November 26, 1943, to 
June 26, 1944, the operation of schedules published in supple- 
ment No. 39 to Agent L. E. Kipp’s tariff I: C. C. No. A-3266, and 
other tariffs, on the petitions of a number of shippers and 
traffic and commerce groups. At the same time, taking note of 
the allegation of the protesting interests that the proposed in- 
creased rates in the Kipp tariffs had been filed in purported 
conformity with the decision of the Commission in No. 28786, 
the Commission also reopened that proceeding, and assigned 
both proceedings for hearing at Chicago (see Traffic World, 
Nov. 27, p. 1321). 

Continental said it had been established that the record of 
the hearing at Kokomo, Ind., in September, 1942, was a proper 
part of the case, and should be fully considered, as supplemented 
by the evidence in the reopened proceeding. It said that the 
former decision of the Commission was correct and that the de- 
fendants, intervenors and protestants had failed to show that the 
Commission had erred in its findings and order relating to vio- 
lation of section 3, and that “that order ought not to be dis- 
turbed.” It said the combined record conclusively proved viola- 
tions of section 4 of the act, by reason of which, it said, the rates 
complained of had been and were unreasonable, per se, in viola- 
tion of section 1, in that movements of steel from Indiana, where 
transportation conditions were as favorable as in the other states 
in question (and in some instances more favorable), were penal- 
ized by higher rates to individual points and to the territory 
generally, mile for mile, and in some cases for actually shorter 
distances than from favored competing points, such as St. Louis 
and Kansas City, Mo., groups, Sterling, Peoria, and Chicago 
groups. 

It said the Commission should find, on the record made, 
that the rates complained of were, and for the future would be, 
unjust and unreasonable, and unduly prejudicial to Kokomo and 
Indianapolis, and that it should order the defendant carriers to 
establish, put in force, and maintain for the future, just, reason- 
able and non-preferential rates, “which we believe ought not to 
be in excess of rates based upen 3% and 4 cents per 100 pounds, 
from Kokomo and Indianapolis, Ind., respectively, over the Chi- 
cago, Ill., group rates, and in no instance should exceed the St. 
Louis group rates, as maxima.” 


Nebraska Commission 


The Nebraska commission filed its brief in No. 29094, Ne- 
braska State Railway Commission vs. A. T. & S. F. Ry. Co. et 
al., which, it said, had been heard on one record with the cases 
mentioned by Continental, as well as with cases involving com- 
plaints of Minnesota, Nebraska, North Dakota, and South Da- 
kota interests. The Nebraska commission said the Commission 
Should find that rates 32% per cent of first class applicable to 
Iron and steel articles from Chicago and Omaha, as an example, 
were unreasonable, per se, when compared to rates very much 
lower and applicable to finished articles manufactured there- 
from. It further recommended that the Commission find rates 
to Nebraska destinations based on column 32% rates caused 
undue preference and prejudice and as a result unjust discrim- 
ination when compared to rates based on column 26 and 23, both 
east and west of Nebraska. It further recommended the pre- 
scription of column 26 at 40,000 pounds, and of column 23 at 
80,000 pounds, as a reasonable basis for the movement of iron 
and steel articles. The commission said it would show the unrea- 
Sonableness of the present situation through exorbitant earnings 
on iron and steel articles moving at column 32%, and would 
show also that the proposed columns 26 and 23, as compared to 
other commodities moving in interstate commerce on higher 
rates. It said that other rate making elements must be consid- 
ered along with distance, but that it did feel that substantial 
differences in distance should be given their proportionate share 
of consideration in determining a rate. It said it was inclined 
to go a “wee bit”.further and say that “distance is only one 
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element in rate adjustments, but one that cannot be lost sight 
of entirely and particularly so in the instant case where the 
transportation conditions are equal and therefore there is no 


_ material difference, aside from the inherent nature of the com- 


modity being shipped.” 

The commission also undertook to show instances where the 
carload rate on finished goods from Chicago, as represetnative 
of other points, to points in Nebraska, was less than the rate 
on the raw materials from which the finished goods were proc- 
essed and moving from Chicago as origin to the same Nebraska 
destinations. It said that existing competitive conditions, brought 
about because of a very low basis of rates from Chicago, as rep- 
resentative, to competitive points in central Iowa, as an example, 
as against the straight column 32% rate from Chicago to Ne- 
braska destinations, made it necessary for Nebraska fabricators 


_to absorb the difference in the rates. 


South Dakota Interests 


The South Dakota Public Utilities Commission, the Mitchell 
(S. D.) Chamber of Commerce, and the Watertown (S. D.) 
Chamber of Commerce filed a joint brief in No. 29112, Public 
Utilities Commission of the State of South Dakota, et al. vs. 
Ann Arbor Railroad Co. et al. They said that the rates on 
iron and steel from eastern shipping points in Western Trunk- 
Line and Official Territory to all points in South Dakota were 
based on 32% per cent of first class, and that, by reason of a 
more favorable rate adjustment enjoyed by competing points 
east of South Dakota, located in Minnesota, Wisconsin, Iowa, 
they had been asked to file a complaint seeking relief under 
sections 1 and 3 of the act. They said that, in order to develop 
the “vast natural resources in South Dakota,” they needed a 
reasonable level of rates on iron and steel articles such as 
were involved in the complaint. It was their opinion, they 
said, that the record clearly showed that 32% per cent of 
first class was not a reasonable basis, and that changed con- 
ditions would warrant the Commission in reaching different 
conclusion than it had in the past on considerably less com- 
prehensive records. They had shown, théy said, the great 
extent to which class rates had been increased in recent years 
and maintained that a commodity loading as high, and mov- 
ing in as great volume, as iron and steel, was entitled to 
rates on a parity with other’ commodities similar thereto from 
a transportation standpoint, and should not be related to the 
high class rates established by the Commission primarily for 
the purpose of moving merchandise in less than carload lots. 

Rates should be lower .to South Dakota points than they 
were now, they said, and should be more closely related to 
competing points. The record demonstrated, they said, that 
the rate situation reviewed had for a long time existed and had 
resulted in retarding the development of South Dakota indus- 
trially and. otherwise, and that “our people are entitled under 
the law to relief in the way of a fairer adjustment of rates 
so as to give full opportunity for that development which is 
an essential to the useful employment of our young people 
and the prosperity of our state.’ 


lowa’s Position 


The Iowa State Commerce Commission in a brief embrac- 
ing all of the proceedings said that while the investigation in- 
volved rates inbound there was an outbound movement, par- 
ticularly from Western Trunk-Line zone 1, of articles in the 
manufactured iron and steel list, and that the complainants 
producing such outbound traffic sought the same commodity 
=— outbound as inbound on the manufactured iron and steel 
ist. 

The Iowa body said that one of the sound provisions for 
the reconversion of manufacturing plants in Iowa to civilian 
production and the provision of jobs for those released from 
war production and the military services was the removal of 
unreasonableness from the rates structure. It said that the 
steel rate adjustments referred to in the record had resulted 
from maxima prescribed in 1925, 1929 and 1930, on an ad- 
mittedly high basis, when the railroads were seeking higher 
rate levels as an escape, for them, from the depression between 
the wars. These adjustments, it said, had been reared on 
top of the “peak permanent rate levels attained July 1, 1922, 
when the Commission stabilized the country’s rate levels at 
approximately ninety per cent of that accrued August 26, 1920, 
by successive general increases, preceding, during and follow- 
ing World War I.” It said that articles in the manufactured 
steel list had apparently been viewed as necessities constituting 
a great volume of traffic, movement of which would not be 
diverted or stopped by very high rates. 

It said that Chicago was Iowa’s most important source of 
steel and that the Chicago and Offficial-Illinois Territory rates 
to Iowa were unreasonable, saying that, viewed from Chicago, 
the steel rates to Illinois Territory and W. T. L. zone 1 were 
a series of maximums. After briefly reviewing these rates, the 
Iowa commission going into some detail concerning the Illinois 
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Freight Territory adjustment, said that “by a process of trial 
and error the carriers found that the Illinois territory steel 
adjustment was a reasonable one, as is fully disclosed in the 
foregoing decisions and in the record made by eastern carriers 
and western trunk line carriers herein.” It continued: 


Iff Cummins’ Exhibit No. 67 and that witness’ testimony concern- 
ing it . . . the Illinois territory steel rates stand forth as very high 
rates, at or above the ceiling of reasonableness. These high rates, the 
full local interstate rates from Chicago to Davenport, Ia., or other 
gateway, containing two full terminal allowances, are plussed by the 
high column 32% column arbitrary, to make the rate to the bridge 
arbitrary area in eastern interior Iowa. Hauls from Chicago and eastern 
territory origins to interior Iowa and the Iowa Mississippi River cities 
are usually via the same carrier. There is no break and transfer at the 
Iowa Mississippi River cities through which interior Iowa is reached. 
However, for the progression in haul and rate over the average haul 
and average full local rate to the Iowa gateways from Chicago or Pitts- 
burgh, for example, an extremely high progression, a bridge arbitrary, 
greatly in excess of any progression in the maximum steel distance 
scales in official or Illinois territories, or of official fifth class, or w. t. 1. 
zone 1, column 32.5, is added for the continuation of a through haul. 


The Iowa Commission said the Commission should find 
that the suspended schedules had not been justified and should 
be permanently cancelled; and that the rates to the bridge 
arbitrary area and interior Iowa were unjust and unreason- 
able to the extent exceeding revised arbitraries and revised 


application thereof proposed by interior Iowa. It asked oral 
argument. 





Maine Central Refinancing 


“A resort to competitive bidding might well be nothing 
short of disastrous,” said the Maine Central Railroad Co., in 
an application filed with the Commission in Finance No. 14732, 
asking authority to issue and sell, without the requirement of 
competitive bidding, $9,000,000 of the company’s first mortgage 
and collateral bonds, series B. It said the purpose of the issue 
was to provide funds that, together with funds in the treasury 
of the company, would be used for the redemption, at 100 per 
cent of the principal amount thereof, of all of its presently out- 
standing $9,878,000 principal amount of first mortgage and 
collateral bonds, series A, 4 per cent, due December 1, 1945. 

The applicant said it believed the refunding of the series A 
bonds should be undertaken at the present time, “when it can 
be accomplished on favorable terms, and that it would be im- 
prudent and dangerous to delay such refunding until late in 
1945 in view of the uncertainty of general economic conditions, 
which may exist at that time as a result of developments in the 
war and other causes and conditions which cannot now be 
foreseen.” 

The Maine Central said it proposed to sell $3,000,000 of the 
series B bonds to the John Hancock Mutual Life Insurance Co., 
and $1,500,000 to the Aetna Life Insurance Co., from whom, it 
said, commitments were assured, at a price of 98% per cent of 
the principal amount. It said it proposed to sell the remaining 
$4,500,000 of the bonds, at a price of 98% per cent to Kidder, 
Peabody & Co., investment bankers and underwriters, from 
whom, it said, a commitment was assured, and who would re- 
sell to the public, all sales to be plus accrued interest. It said 
the sales would be made for cash. 

In support of its contention that competitive bidding should 
not be required in the sale of the proposed issue of series B 
bonds, the Maine Central said that it was a small railroad, 
operating less than 1,000 miles of main line track “and situated 
in the northeast corner of the United States.” It was not widely 
known throughout the nation, it said, and that, despite the fact 
that its bonds were listed on the New York Stock Exchange, 
a large proportion was held in or near the area served, and 
that experience had shown that the market for its securities 
was primarily local. This was realized in 1935, it said, when it 
was found difficult, if not impossible, for the company to meet 
its maturing bonds through the sale of refunding bonds to the 
public and that it became necessary to effect the refunding 
through a plan of exchange worked out with the co-operation 
of holders of the bonds then about to mature. Eventually, it 
said, 38.9 per cent of the total refunding issues were sold to 
the public, at 98% to the applicant, through a syndicate headed 
by Kidder-Peabody & Co. 

It said that for the past nine months, and commencing 
prior to the report of the Commission in May in Ex Parte 158, 
in which the Commission required competitive bidding on cer- 
tain types of rail securities, the company’s officers had care- 
fully canvassed investment bankers and institutional investors 
for the purpose of finding buyers and/or underwriters for new 
bonds to refund the outstanding series A bonds. 

“This was done in a period in which railroad credit in 
general was high,” it said, ‘and despite that favorable element 
and despite the diligent efforts made, it was found impossible 
to market $9,000,000 principal amount of applicant’s first mort- 
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gage bonds through underwriters or investment bankers on 
terms favorable to applicant... .” 


The company said that, after prolonged negotiations, it 
was convinced that a sale on the terms proposed was more 
advantageous than could otherwise be affected. It observed 
that series A bond prices on the New York exchange had re- 
cently fluctuated from 97% to 98%, reflecting a maturity of 
little more than a year away and “probably rumor of this 
refinancing program,” and indicated the improbability of sale 
of the entire issue through investment bankers at 98% per cent 
to the applicant, “since it is wholly unlikely that $9,000,000 of 
the proposed bonds could be resold to the public at a profit.” 
It was satisfied, it said, that competitive bidding would result 
only in offers considerably less advantageous, and that it would 
be a dangerous course “since that procedure would release the 
two institutional investors and the underwriters from their 
commitments.” If no satisfactory bid was received, it said, it 
was probably that it would be impossible for it to sell the pro- 
posed issue to the companies now willing to purchase in the 
amounts mentioned. It said that, even though in the unlikely 
circumstances that a slightly higher bid was obtained, the in- 
surance afforded by those commitments would greatly exceed 
in value any such slight additional increase in price. 


MILWAUKEE REORGANIZATION PLAN 


In a supplemental order in Finance No. 10882, Chicago, 
Milwaukee, St. Paul, and Pacific Railroad Co. Reorganization, 
the Commission, division 4, has modified its order of Septem- 
ber 18, which~directed that the reorganization plan approved 
and confirmed in this proceeding be submitted for acceptance 
or rejection to all holders of claims in designated classes, to 
allow additional time for filing by foreign claim holders. The 
period within which ballots executed by persons residing in the 
British Isles, Turkey, Spain, Portugal, Argentine, Chile, and 
Brazil must be returned to the Commission in order to be effec- 
tive was extended 30 days or until December 29. The Com- 
mission said its action was taken because of the difficulties in 
transmitting mail to those countries. 


MOTOR FINANCE CASES 


Action by Chairman Porter of Division 4, in finance proceedings 
Nos. MC-F-2549, Glenn E. Breeding and Irene Breeding—Purchase— 
Ernest W. Lyman (Ralph W. Porter, Trustee); and MC-F-2626, Glenn 
E. Breeding and Irene Breeding—Purchase—tTri-State Motor Transport, 
Ine. Extension granted to October 31, 1944, of time for compliance with 
conditions of orders of September 22, 1944, granting temporary authority 
under section 210a(b). 

MC-F-2486, T. M. Rinehart and N. G. Rice—Control; Square Deal 
Cartage Company—Lease—B. W. Preussel. Lease by Square Deal 
Cartage Co., of Detroit, Mich., of operating rights of B. W. Preussel, 
doing business as Trailer Convoy, of Mt. Clemens, Mich., and acquisi- 
tion of control of said operating rights by T. M. Rinehart and N. G. 
Rice, of Detroit, through such lease, approved and authorized, subject 
to condition. 

MC F-2478, E. D. Balcom et al.—Gontrol; Houston and North Texas 
Motor Freight Lines, Inc.—Purchase—The Wiley & Nicholls Co., Ine. 
Purchase by Houston and North Texas Motor Freight Lines, Inc., of 
Dallas, Tex., of operating rights and property of The Wiley & Nicholls 
Co., Inc., doing business as Red Express, of Galveston, Tex., and acquisi- 
tion of control of said operating rights and property by E. D. Balcom, 
of Cedar Hill, R. L. Carnrike and J. T. O’Keefe, of Fort Worth, and 
Cc. E. Bradley, R. M. Waskom, and G. K. Weatherred, of Dallas, through 
such purchase, approved and authorized, subject to condition. 

MC F-2338, C. L. Temple—Control; Short Way Lines, Inc.—Lease— 
Central Coach Lines, Ine. Lease by Short Way Lines, Inc., of Toledo, 
O., and Short Way Lines, Inc., of Indiana, of certain operating rights 
of Central Coach Lines, Inc., of Fort Wayne, Ind., and acquisition 
of control of said operating rights by Mrs. C. L. Temple, also of 
Toledo, through said lease, approved and authorized, subject to condi- 
tion. 

MC F-2653, Kirke Couch—Control; Herrin Motor Lines, Inc.—Pur- 
chase—Leonard Truck Lines, Inc. Application for authority under sec- 
tion 210a(b) of Herrin Motor Lines, Inc., of Shreveport, La., for 
temporary operation of motor-carrier rights and properties of Leonard 
Truck Lines, Inc., also of Shreveport, granted with conditions. 

MC F-2654, Hughes Transportation, Inc.—Purchase—R. D. Nilson. 
Application for authority under section 210a(b) of Hughes Transporta- 
tion, Inc., of Charleston, S. C., for temporary operation of motor- 
carrier rights and properties of R. D. Nilson, doing business as Nilson 
Motor Express, of Walterboro, S. C., granted with conditions. 

MC F-2647, Eastern Massachusetts Street Railway Co.—Issuance of 
Securities. Authority granted Eastern Massachusetts Street Railway Co., 
of Boston, Mass., to issue not exceeding $5,950,000 of general-mortgagé 
4 per cent bonds, due March 1, 1962, to be sold at 102%4, subject to an 
underwriters’ discount of 2%, points, the proceeds, with other funds, 
to be used to retire outstanding bonds; subject to the conditions (4) 
that before issuance of any of said bonds, applicant shall file with our 
Bureau of Motor Carriers a certified copy of the underwriting agree 
ment as executed, and (2) that within 10 days after execution of the 
indenture of general mortgage, applicant shall file a certified copy 
thereof, with a specimen of each class of bond to be issued thereunder, 
with our Bureau of Motor Carriers. 
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October 21, 1944 


Suspended Tariffs 


‘Designation of a tariff below does not mean that all schedules 
m it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No: M-2467, the Commission suspended from 
October 15 until May 15 the operation in part of supplement 
No. 6 to tariff MF-I. C. C. No. 3 of the specialized Motor Car- 
riers Association, agent, Austin, Tex. The suspended schedules 
propose to establish revised accessorial service rules; increase 
in the hourly rate for extra labor, and new charges for the 
movement of empty line-haul equipment to and from carriers’ 
terminals, applicable in connection with the movement of oil 
field equipment and supplies between points in certain cen- 
tral, southern, and southwestern states. 

In I. and S. M-2468, the Commission suspended from 
October 16 until May 16 the operation of all schedules named 
in tariff MF-I. C. C. No. 1 of Chicago Suburban Motor Carriers 
Assn., Inc., agent, Chicago, Ill. The suspended schedules pro- 
pose new assembling and distribution class rates between Chi- 
cago, Ill., and points within 50 miles thereof, applicable on 
less-than-truckload shipments delivered to, or received from, 
a freight forwarder at Chicago. 

In I. and S. M-2469, the Commission suspended from Octo- 
ber 15 until May 15 the operation of schedule MF-I. C. C. No. 2 
of V. S. and V. R. Partridge, Hutchinson, Kan. The suspended 
schedules propose to establish new and reduced minimum rates 
on various commodities between certain points in Illinois, 
Kansas and Missouri. 

In I. and S. M-2470, the Commission suspended from 
October 16 until May 16 the operation of certain schedules 
published in supplements Nos. 37 and 39 to joint tariff MF- 
I. C. C. No. A-11 issued by The New England Motor Rate 
Bureau, Inc., agent, Boston, Mass. The suspended schedules 
propose to increase the fifth class rates on shipments weigh- 
ing less than 1,000 pounds between various New England points 
and between New York, N. Y., including New York points 
grouped therewith, and various points in Connecticut in con- 
nection with Associated Transport, Inc. 


Davidson Motor Purchase 


The Commission, py Commissioner Porter, issued a no- 
tice in MC F-2440, Major A. Riddle—Control; Hancock Truck 
Lines, Inc.—Purchase—L. J. Davidson, embracing MC F-2441, 
Major A. Riddle—Control; Hancock Truck Lines, Inc.—Purchase 
—McNamara, setting forth the evidence the applicants would be 
expected to introduce at the hearing assigned before Examiner 
Smith, at Chicago, Ill., October 18. In those proceedings, Exam- 
iner Fabian C. Cox, in a proposed report, recommended denial 
of the applications, citing the fact that Major A. Riddle, owner 
of 50.33 per cent of the Hancock stock, and United States 
Freight Co., owner of 49.67 per cent of the stock, had filed state- 
ments in connection: with the application. Referring to the in- 
vestigation of the control of Interstate Motor Freight System, 
by United States Freight Co., decided June 12, the examiner said 
the evidence in that proceeding was sufficient to find that Han- 
cock was affiliated with United and hence that, the relationship 
disclosed in the investigation between United and the New York 
Central, showed that it was affiliated with the New York Cen- 
tral (see Traffic World, July 29, p. 251). 

The notice said the applications would be expected to intro- 
duce evidence at the Chicago hearing in respect to the relation- 
ship of each officer, director, and stockholder of Hancock to any 
other carrier, rail carrier, freight forwarder, or persons having 
any interest in such carriers, and full information as to such 
relationship; complete data for 1942, 1943, and the latest period 
in 1944, as to tonnage and revenues derived by Hancock from 
transportation performed for or in conjunction with the afore- 
mentioned carriers or persons; date as to tonnage and revenues 
derived from freight interchanged with other motor carriers 
having any stockholder, officer, or director in common with Han- 
cock; and data showing total tonnage and revenues derived 
through interchange with all motor carriers; certified copies of 
all minutes of meetings of directors and stockholders for 1942, 
1943, and as of the latest date in 1944, for Hancock, and of all 
Such minutes of meetings of any corporate stockholder of that 
carrier relative to the business of or with that carrier. 

The notice said that officers of the New York Central, 
United States Freight Co., and Universal Carloading & Distrib- 
uting Co., empowered to testify authoritatively for those com- 
panies, should be available as witnesses in addition to such other 
Witnesses as might be produced by the applicants. It also re- 
quired that data be submitted showing the amount, reason for, 
When incurred, and terms of payment of any indebtedness owed 
by Hancock to any other motor carrier, rail carrier, freight for- 
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warder, or United States Freight Co., and similar information 
as to any indebtedness of any of those carriers and persons to 
Hancock. 

At the hearing, Ferdinand Born, Indianapolis, counsel for 
Hancock Truck Lines, said that notice of the hearing had been 
received by him October 16 and. by the respondent carrier 
October 17, and that his witnesses had not had time to pre- 
pare fully the testimony and exhibits requested by the Com- 
mission. 

No officers of the New York Central, United States Freight 
Company, or the Universal Carloading and Distributing Com- 
pany were present, despite the Commission’s request that rep- 
resentatives of the three companies be available as witnesses. 
Counsel for motor carriers protesting against the alleged con- 
trol of Hancock by New York Central and its subsidiary, 
United, including Harry Overmyer for the common carrier 
conference of the American Trucking Associations, indicated 
no interest in questioning officials of those companies, how- 
ever, and did not cross-examine Hancock witnesses extensively. 

Roy Friedle, president of Hancock, admitting that United 
owned 49.67 per cent of Hancock stock, said that about 25 
per cent of Hancock’s traffic consisted of shipments exchanged 
with other motor carriers or with freight forwarders, but that 
only an extremely small percentage was exchanged with United 
or any of the 13 motor carriers in which United had some 
financial interest. He submitted a copy of minutes of directors’ 
meetings held since 1942, saying that the minutes contained 
no reference to United or Universal, except matters relating 
to dividends on the stock. 

Major A. Riddle, who owns 51.33 per cent of the Hancock 
stock, testified that he was in no way controlled by United, 
Universal, or the New York Central. 


U.S. Smelting Terminal Service 


The respondent railroads in Ex Parte No. 104, Practices 
of Carriers Affecting Operating Revenues and Expenses, Part 
II, Terminal Services, United States Smelting, Refining and 
Mining Co. Midvale, U., Plant, have filed a brief in which 
they say that the switching services at that plant, performed 
with two switch engines owned by the Denver, Rio Grande & 
Western, crews for which are furnished by the Union Pacific, 
meet the tests laid down by the Commission with respect to 
services included in the line-haul rates. 


The brief described the plant as covering approximately 
25 acres, with about 14 miles of track, and set forth the 
present tariff provisions governing movement for which no 
charge would be made, and those for which a charge would be 
made. It said that inbound loads were taken into the plant 
and spotted at locations for unloading. The outbound loads, 
it said, were picked up at loading points in the plant and that 
the work was done at regular times each day and at the rail- 
road’s convenience. No more frequent service was furnished 
than was necessary to handle the business, it said, adding that 
the switching was conducted efficiently and economically and 
that there was no interference from the industry. It said that 
the small amount of additional switching required to obtain 
weights of cars, to do the sampling and the thawing, were not 
interruptions to spoting for unloading for the reason that such 
switching movements were all necessary steps to enable the 
railroads to determine the line-haul rates to be charged on the 
commodities. The fact that such additional switching move- 
ments also resulted in benefits to the industry did not change 
the fact that they were obligations of the railroad in deter- 
mining the rates as they were published in the tariffs, the 
brief said. 

It said the railroads would have had a much larger 
switching expense in originating or delivering an equal num- 
ber of carloads at team tracks or at a number of smaller 
industries scattered throughout large switching district, and 
observed that the rates on commodities handled at the plant 
had been for a long number of years made in view of the 
actual switching requirements at this plant, and were not used 
by other industries in the vicinity. 

United States Smelting, Refining and Mining Co., in its 
brief, said the evidence clearly showed that the switching serv- 
ices performed on interstate shipments in connection with 
their receipt and delivery were included in the line-haul 
charges, or constituted only normal switching services, and 
that like services performed on intrastate traffic did not result 
in undue, unreasonable or injurious discrimination against or 
reflect a burden on interstate commerce. It said the evidence 
supported its request for findings that switching services per- 
formed by the respondent carriers at the Midvale plant were 
now and always had been lawfully included in and compen- 
sated for under the line-haul rates; and that the switching 
services performed under the respondent lines’ tariff provi- 
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sions in effect prior to July 5, 1938, were lawful under the 
provisions of the interstate commerce act. 


Consolidated Rail Statements 


The Commission has issued its first release of railroad 
financial information taken from consolidated statistical state- 
ments under its order of December 18, 1941, as amended August 
31, 1942, Consolidated Statistical Statements of Important Bal- 
ance Sheet, Income, and Profit and Loss Items for Selected 
Class I Railways, statement No. 4411, 75 mimeographed pages, 
compiled by the Commission’s Bureau of Transport Economics 
and Statistics, for the year ended December 31, 1942. 

In an introductory statement, the Commission said that, in 
1935, a letter was addressed to the chief accounting officers of 
the railroad calling attention to the fact that the Commission, 
division 4, had adopted a policy of consolidated reports. Follow- 
ing adoption of this policy, it continued, the bureau had under- 
taken a study of consolidated financial statements for railroad 
companies and had prepared a report of tentative general prin- 
ciples that was circulated to the railways and others for com- 
ment. Somewhat later, it said, the Association of American Rail- 
roads had appointed a special committee of railway accounting 
officers to consider and discuss the matter with the Commission. 
It said that, although repeated conferences were held between 
this committee and members of the Commission’s bureaus of 
Accounts and Transport Economics and Statistics, the two 
groups had been unable to agree either as to the desirability of 
consolidated statements or the principles and methods that 
should be used in their preparation. Following failure of these 
conferences, it said, proposed orders requiring the filing of such 
consolidated statistical statements were drawn up and submitted 
to the A. A. R. committee. Subsequently, it said, the Commission 
had issued its order of December 18, 1941, requiring all Class I 
railways with operating revenues of $10,000,000 or more for 
1941, except those included in the consolidated reports of their 
respective parent companies, to file consolidated reports for the 
year ending December 31, 1943, and each year thereafter. 

Still later, it said, the special committee of the A. A. R. 
had filed a formal request for withdrawal or suspension of the 
1941 order, stating their objections, adding that this request had 
been denied by the Commission, division 1, on June 18, 1942. 

The Commission said that the principal objections of the 
railways to the filing of consolidated statistical statements were 
that they would serve no useful purpose, would be misleading, 
would cause additional expense to the railway companies in- 
volved, should not include the figures of non-controlled lessor 
companies, and should exclude non-carrier companies even 
though these latter companies were controlled by the ownership 
of more than 50 per cent of the capital stock. The Commission 
then set forth an explanatory statement of the principles of con- 
solidation that the respondents were required to follow in their 
returns. 

The compilation sets forth the condensed consolidated state- 
ments of 34 respondents, listing the companies included in each 
respondent group, ranging from three companies in one case, to 
101 in the case of the Pennsylvania. Copies of the orders afore- 
mentioned were reproduced, together with the form of statement 
used, a list of the subsidiary companies included in the state- 
ments, and a list of the subsidiary companies excluded from the 
statements. 


R. |. MOTOR TRANSIT’S AUTHORITY 


Joint board No. 54 held a brief hearing at Chicago October 
17 in MC C-406, Dohrn Transfer Company vs. Rock Island 
Motor Transit Company, in which Dohrn alleges that the de- 
fendant, a wholly owned subsidiary of the Chicago, Rock Island 
and Pacific, is engaged in unlawful operation between Peoria, 
Ill., and Davenport, Ia., contrary to its certificates of public 
convenience and necessity, in conducting unlimited or “straight” 
motor truck service apart from and independent of the rail 
service of the parent company. 

A stipulation as to the facts in the matter was introduced 
in evidence. David Axelrod appeared for Dohrn, and Harry E. 
Boe, general attorney for the C. R. I. and P., for the defendant. 
The stipulation said that Rock Island Motor Transit handled 
freight, truckload and less truckload, on its own bill of lading, 
between Peoria and Davenport without prior or subsequent 
rail carriage. It said that the company held a certificate, under 
one sub-number of its original certificate case, to transport 
freight between Peoria and Rock Island, Ill., when movements 
were “auxiliary to or supplementary of” rail carriage, and 
under another sub-numbered case, to transport freight to and 
from Davenport over a route connecting with the Peoria-Rock 
Island route. 

Mr. Axelrod said it was his contention that “straight” serv- 
ice between Peoria and Davenport was not “auxiliary of or 
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supplementary to” the parent rail company’s service, though 
the subsidiary could lawfully transport freight between the 
two points when shipments moved under the railroad’s bili of 
lading in “substituted” service. Mr. Boe said he believed that 
the subsidiary’s operations were auxiliary and supplementary 
to the railroad’s operations under part II of the act as inter. 
preted by the courts and Commission. The board members 
said the matter appeared to be a “legal” one, and at its request 
the parties agreed to file briefs by November 16. 

The board was composed of Examiner A. S. Parker of the 
Commission; Louis Lebin, Illinois Commerce Commission, and 
G. L. McCaughan, Iowa State Commerce Commission. 


PIPE RATE COMPLAINT 

A motion to dismiss has been filed with the Commission by 
Flamingo Truck Lines, Great Southern Trucking Co., and Tami- 
ami Trail Tours, Inc., in MC C-390, Blaw-Knox Co., Power 
Piping Division vs. Acme Freight Lines, Inc., et al. The com- 
plaint was amended, among other things, to include the afore- 
mentioned carriers as defendants (see Traffic World, April 22, 
p. 1144). The instant motion said that the Commission had 
made these carriers parties to the case subsequent to April 4 
when, it said, the Commission, in MC C-352, Bell Potato Chip 
Co. vs. Aberdeen Truck Line, et al., had suggested that the 
complainant should be prepared to show that there was pending 
a suit in a court of competent jurisdiction against defendants 
in cases of this kind. No such showing had been made by the 
complainant as to the aforementioned defendants, the motion 
said, and, therefore, that the complaint should be dismissed. 

The motion said also that the Commission was requested 
to make a finding as to the reasonableness of the rate that was 
applicable in the past, and that the Commission had no juris- 
diction to make such a finding, nor to enforce it if it was 
made. It said that “this complaint is frivolous and moot, and 
it is respectfully requested that the same be dismissed.” 


EX PARTE 148 COMPLAINT 


The railroads named as defendants in No. 29188, Stille- 
Young Corporation, et al. vs. Akron, Canton & Youngstown Rail- 
road Co., et al., a complaint filed by a group of receivers, manu- 
facturers, processors and shippers of commodities alleging that 
the increased freight rates and charges permitted by the Com- 
mission in Ex Parte 148, in the period March 18, 1942, to May 
15, 1943, were in violation of the interstate commerce act, have 
filed a motion with the Commission to dismiss the complaint 
(see Traffic World, Sept. 23, p. 761). 

The railroads said the complaint was identical as to subject 
matter and substantially identical as to persons named as com- 
plainants and defendants with the complaint in No. 29148, 
American Laundry Machinery Co., et al. vs. Akron, Cantin & 
Youngstown Railroad Co., et al., dismissed by the Commission 
on their motion, and that it undertook to attack collaterally the 
findings of the Commission in another proceeding, Ex Parte 148, 
that was still pending and in which the complainants in the 
instant proceeding were free to intervene. 

“In considering the right of these complainants thus to 
attempt in a different proceeding to impeach the findings and 
order of the Commission in Ex Parte No. 148, it makes no dif- 
ference whether or not they have heretofore participated di- 
rectly therein,” the railroads said. “That proceeding is general 
in character and has at all times been and is still open to all 
shippers. Furthermore, it is in the nature of a class action, in 
which shippers not directly participating can properly be re- 
garded as having been represented by the other shippers, shipper 
organizations, and federal and state authorities actively par- 
ticipating therein (30 Am. Jur. section 228).” 


SERVICE TRUCKING PETITION 


Service Trucking Co., Inc., of Federalsburg, Md., has filed 
a petition with the Commission in MC 75185, Service Trucking 
Co., Inc., Common Carrier Application, and Subs. 1, 3, 4 and 9 
in that proceeding, and in MC 16537, Service Trucking Co., Inc., 
Common Carrier Application, asking the Commission to instl- 
tute an investigation into the commodity restrictions embraced 
in the outstanding certificates of public convenience and neces- 
sity issued to the applicant. It asked also for postponement of 
the denial order entered in MC 16357. 

The filing of the petition with the Commission followed 
dismissal of a complaint of Service Trucking Co. against the 
government and the Commission, by the federal district court 
for the Maryland district. The court refused to review an order 
of the Commission, issued January 27, 1943, in MC 16357, deny- 
ing the application of Service Trucking Co., Inc., of Hurlock, 
Md., for “grandfather” rights as a motor common carrier of 
general commodities between all points on the “Del-Mar-Va" 
peninsula and certain points in nine east coast states and the 
District of Columbia (see Traffic World, Oct. 14, p. 970). 
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October 21, 1944 


All-Freight Rates to South 


Replies have been filed to the exceptions of the rail re- 
spondents in I. & S. No. 5283, All Freight, North Atlantic Ports 
to South, in which Examiner G. H. Mattingly recommended 
that the Commission find not justified a proposal of certain 
northern and southern railroads to establish ‘all-commodity 
rates’ with some exceptions, from New York City, Philadel- 
phia, and Baltimore, to Chattanooga, Tenn., Atlanta, Ga., and 
Birmingham, Ala., and a proposal of certain steamship lines to 
establish reduced any-quantity rates of about 65 per cent of 
first class, from New York, Philadelphia, and Baltimore to 
points on the Central of Georgia over water-rail routes by way 
of Savannah, Ga. (See Traffic World, October 7, p. 901.) The 
replies were filed by Middle Atlantic States Motor Carrier Con- 
ference, Inc., and Southern Motor Carriers Rate Conference, 
protestants, jointly; by the Port of New York Authority; and 
jointly by the involved steamship lines and the Central of 
Georgia, as protestants and respondent-protestant, repectively, 
in connection with the all-commodity rates, and for the Central 
of Georgia and certain steamship lines as respondents, and other 
steamship lines as protestants with respect to the water-rail 
any-quantity rate. 

In their reply the two motor carrier conference protestants 
said that the proponents of the all-rail all-commodity carload 
rates appeared to rest content that the examiner chose virtu- 
ally to ignore the motor-carrier interveners’ participation in 
the proceeding and that they treated the case as if it were 
solely between them and the water carriers. 


“Perhaps for these reasons the proponents, in their excep- 
tions, have been content to assume the propriety of this com- 
pletely excluding from their argument the participation and 
positions of the motor carriers as if not significant in the case,” 
said the motor carriers. “But every consideration of ‘public 
interest’ mitigating against needless railroad rate-cutting is 
just as applicable to the proper protection of the motor car- 
riers as the proper protection of the water carriers.” 


The motor carriers’ reply said that the proponents, in 
their exceptions, seemed to derive satisfaction from the ex- 
aminer’s broad generalization to the effect that the Commission 
membership accepted as inherently lawful these sorts of rail- 
road all-commodity rates, and that from that premise most of 
of the proponents’ argument proceeded. 


“But they are bound to know, as do the motor and water 
carriers, that the examiner ‘went overboard’ in that endeavor 
to have it appear that such is the view of the majority of this 
Commission,” the report said. “The respondents seem not to 
have noticed the purposeful omission of the examiner to reveal 
the true fact to be that as presently constituted five of the ten 
members of the Commission are committed solemnly to the 
declaration that rates of this kind are inherently unlawful as 
constituting inevitable discriminations between shippers in vio- 
lation of section 2 of part I of the act.” 

The steamship lines and Central of Georgia asserted that 
the Commission should find that the respondent rail carriers’ 
exceptions were without merit and not supported by the evi- 
dence, and that the all-commodity rates they proposed would 
be unlawful in the respects indicated by the examiner’s findings. 
The reply said the schedules of the respondents containing such 
rates should be ordered cancelled. 


The reply said the rail carriers’ exceptions left the situation 
with respect to the issue in the proceeding where it was before 
the proposed report of the examiner. It said that in disregard 
of the obvious differences between the circumstances surround- 
ing the movement of less-carload traffic from the origins to the 
destinations involved in the proceeding and the circumstances 
under which all-commodity rates were approved from C. F. A. 
territory to the south, All-Freight Rates to Points in Southern 
Territory, 253 I. C. C. 623, they “blindly urged” that this de- 
Cision was a precedent for the approval of the all-commodity 
rates proposed in the instant proceeding. 


“Aside from this unsound argument, they do not attempt 
to indicate any circumstances and conditions which would war- 
rant the Commission reaching a conclusion in this proceeding 
contrary to those reached by it in its two previous decisions 
InI. & S. Docket No. 4827,” said the reply. 

The Port of New York Authority said it was perfectly ap- 
parent that what the proponents of the all-commodity rates 
sought to accomplish was to make a readjustment of their rate 
structure that would enable them to hold for themselves when 
war conditions should end the less-carload business that was 
the very lifeblood of the steamship lines and which the rail 
Catriers and truckers now enjoyed because of the temporary 
diversion of ships for effective prosecution of the war. 


The port authority asserted that the Commission should 
again find, as in the original proceedings, that the proposed 
sched::les were unlawful and should enter its appropriate order 
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or orders requiring cancellation of the schedules and discon- 
tinuling the proceeding as recommended by the examiner. 


ROBERTS TOWING APPLICATION 


By .an order in W-140, Roberts Towing Co. Applications, 
the Commission, division 4, has dismissed the applications filed 
by Hardy L. Roberts, doing business as Roberts Towing Co., 
for exemption under section 302(e) of the interstate commerce 
act, and for a permit under section 309(f). The order said that 
the applicant had requested that the applications be dismissed; 
that its operations on and since January 1, 1940, had consisted 
of the transportation of liquid cargoes in bulk in certified tank 
vessels, and the performance of towage for carriers subject to 
the act. It said that such transportation services were not sub- 
ject to part III of the act by reason of the exemption provisions 
of sections 303(d) and 303(f) (2). 


K. & lI. TERMINAL BONDS 


The Commission, division 4, by eighth supplemental order in 
Finance No. 7701, Kentucky & Indiana Terminal Railroad Co. 
Bonds, has further modified its supplemental order of June 2, 
1934, 199 I. C. C. 706, as modified, so as to permit the K. & I. 
to pledge and repledge, on the terms stated in the supplemental 
order, to and including June 30, 1946, all or any part of $511,000 
of first mortgage 4% per cent gold bonds as collateral security. 
The authority was granted for exercise in connection with any 
note or notes that might be issued by the railroad within the 
limitations of section 20a(9) of the interstate commerce act. 


MARINERS TOWBOAT APPLICATION 

The Commission, division 4, by an order in W-879, Ma- 
riners Towboat Co. Contract Carrier Application, has set aside 
the certificate and order of December 16, and dismissed the 
application, in that proceeding. The order said that the appli- 
cant had advised the Commission that its business in interstate 
commerce was So small that it did not desire to comply with 
the requirements of the interstate commerce act and the orders 
and regulations of the Commission in the exercise of the au- 
thority granted. The order said the applicant had said it would 
discontinue all transportation service subject to part III of the 
act and asked that the certificate and order be vacated. 


FORWARDERS AND P. C. W. A. STATUS 


The Pacific Coast Wholesalers’ Association has filed with 
the Commission an answer to the petition of the Freight For- 
warders Institute asking that the Commission institute an in- 
vestigation, on its own motion, to determine whether the P. C. 
W. A. was operating as a freight forwarder in violation of part 
IV of the interstate commerce act. The association asked the 
Commission to dismiss the petition, saying that it was “un- 
verified, argumentative in character, and unsupported by facts 
now of record with this Commission . . .” (See Traffic World, 
Oct. 7, p. 903.) 

Since its incorporation in 1943, and as an unincorporated 
body for eight years prior to that time, the association said, it 
had operated as a non-profit organization for the benefit of its 
members only in obtaining truckload, carload, and other volume 
rates. It said that its membership was limited in number and 
restricted to shippers and receivers of freight consisting of 
automotive parts, hardware, machinery and other similar com- 
modities that could be economically and efficiently handled in 
carload consolidations. Shippers of general commodities were 
not admitted to its membership, the association said, and that 
it did not hold itself out to the general public to provide any 
service whatsoever. 

It said that, within the past year, a full investigation had 
been made by representatives of the Commission’s Bureau of 
Water Carriers and Freight Forwarders of its books, records, 
activities and methods of operation and that it had furnished a 
complete verbal report as to all of its activities, and stood 
ready at all times to furnish any additional information the 
Commission might require. 


T. P. & W. NOTES 

George P. McNear, president, Toledo, Peoria & Western 
Railroad, has written to Commissioner Mahaffie saying that he 
would file reports of receipts and disbursements in the period 
of operations of the railroad by the federal manager. The letter 
was placed in the docket in Finance No. 14607, involving an 
application of the T. P. & W. to issues notes limited in aggregate 
principal amount to be outstanding at any one time to $500,000, 
and referred to the oral argument in that proceeding, in which 
the matter of filing reports with the Commission in connection 
with the corporation’s non-railroad properties was discussed be- 
tween Commissioner Mahaffie and Mr. McNear (see Traffic 
World, Sept. 30, p. 832). 

Mr. McNear reviewed correspondence with the Commission 
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in connection with annual reports, and in connection with the 
need for funds to be covered by the proposed loan, and said that, 
subsequent to a reply from Director Sweet, of the Commission’s 
Bureau of Finance, to a letter written by the corporation on 
May 13, 1943, nothing whatever had been said about the corpo- 
ration’s failure to file financial reports. 

“Subsequent events have confirmed our opinion that we 
could not participate with the federal manager in combining 
figures for submission of a joint report to the Commission,” said 
Mr. McNear. “The manner in which the federal manager has 
treated various items in his accounting have come to our atten- 
tion and we cannot agree to his treatment of them.” 

Mr. McNear said he had written to obtain the annual report 
forms for 1943, and had retained Price, Waterhouse & Co. to 
compile, “so far as available to us,” the data required by such 
reports. He added that, as soon as “we have sufficient funds for 
our own working capital we can have our own executive staff 
do this work.” 


PIPE, ETC., FROM VIRGINIA 

Edgar Watkins, Jr., of Atlanta, has filed a reply on behalf 
of the respondents to a request made by the Traffic Bureau— 
Lynchburg, (Va.) Chamber of Commerce, that the Commission 
suspend the rates on pipe, pipefittings, and other articles as 
shown in index Nos. 69510 through 69950, page 11, supplement 
25, Southern Motor Carriers Rate Conference motor freight 
tariff No. 6-F, MF-I. C. C. 325, published to become effective 
October 23. Mr. Watkins said, as there was no movement on 
the assailed rates, it was not felt that their cancellation would 
be injurious to any shipper, and particularly that no shipper 
would be injured if a movement developed and rates from 
Lynchburg and Radford, Va., were put on the same basis as the 
rates from other producing points. He observed that, subse- 
quent to the ascertainment that there was no movement on the 
rates involved, it developed that there might possibly be a carrier 
who, in the future, would be interested in handling the involved 
commodities from those points. He said that, therefore, the 
standing rate committee had approved the publication for any 
carrier desiring them, of rates from Lynchburg and Radford to 
points in North and South Carolina on the same basis as the 
rates were published in the conference tariff 130, MF-I. C. C. 
274, so that the rates from these origins would be on the same 
basis as the rates from other producing points. He attached a 
copy of a conference bulletin advising the members of the con- 
ference of this action. 

The Lynchburg Traffic Bureau said that the cancellation of 
the present rates and the establishment of class rates would 
result in increased rates and charges and would cause an un- 
due burden on the public. It said there would be an increase 
of 9 cents a 100 pounds, that would result in an increase of 
$16.20 for weight of 18,000 pounds. 


RAIL-BARGE-RAIL RATE PROTEST 


The Commission has refused to suspend item 3350, sup- 
plement No. 5, to S. W. L. tariff No. 2, Agent J. R. Peel’s I. C. 
C. No. 3633, and Agent B. T. Jones’ I. C. C. No. 3906, pub- 
lished to become effective October 15. The item, according to 
protesting coastwise steamship lines, proposed to establish a 
reduced rail-barge-rail rate of 107 cents for cigarettes, car- 
loads, from Jersey City, N. J., to Houston, Tex. They said the 
rate was unreasonably low, constituted destructive competi- 
tion, preferred the railroad and the barge lines that had joined 
therein, and prejudiced the steamship lines (see Traffic World, 
Oct. 14). 


Hudson & Manhattan Fares 


A renewed attempt by the Hudson & Manhattan Railroad 
Co. to obtain removal of a legal obstacle to the filing by it 
of a damage suit against the city of Jersey City and thus to 
recover losses said by the railroad to amount to $1,000 a day, 
incurred in the period of effectiveness of an interlocutory in- 
junction obtained by the city, in the federal district court for 
the New Jersey district, against passenger fare increases pro- 
posed by the railroad, became unsuccessful as the Supreme 
Court of the United States, October 16, denied the Hudson & 
Manhattan’s motion for leave to file a second petition for re- 
hearing. The Supreme Court said, in effect, that it did not 
have jurisdiction in the matter. Its ruling on the railroad’s 
motion was entered in No. 766, Hudson & Manhattan Railroad 
Co. vs. Jersey City et al. 

In its decision in a companion case to No. 766 (No. 767, 
Interstate Commerce Commission and Hudson & Manhattan 
Railroad Co., Appellants, vs. City of Jersey City et al.), the 
Supreme Court upheld a decision of the Commission, set aside 
by the court below on complaint of Jersey City and the Price 
Administrator, authorizing an increase in interstate passenger 
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fares on the H. & M. (see Traffic World, June 3, p. 1501). The 
district court had granted a permanent injunction against the 
passenger fare increases. The interlocutory injunction pre. 
viously issued was the subject matter of the case docketed in 
the last term of the Supreme Court as No. 766. The Supreme 
Court, on June 12, denied a petition of the H. & M. for re. 
hearing of its motion to dismiss its appeal from the inter- 
locutory injunction, on the ground that the appeal from that 
injunction had become moot, “the interlocutory injunction hay- 
ing merged in the final injunction.” Ruling on the motion for 
leave to file a second petition for rehearing, the Supreme Court 
said, laconically, that “the motion for leave to file a second 
petition for rehearing is denied for want of jurisdiction. Art 
a Construction Co. vs.- U. S., 269 U. S. 706 and cases 
cl e = 

In the second petition for rehearing that it sought leave 
to file, the Hudson & Manhattan emphasized the assertion that 
“it seems incredible that this court could intend to hold, as it 
has in effect heretofore held in this case, that the wrongful 
issuance of a final injunction extinguishes any right to dam- 
ages for the wrongful issuance of an interlocutory injunction,” 


Motor Act Prosecutions 


_ (Digests 0} statements issued by the Secretary of the Commis: 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions vj the interstate commerce act or of Com- 
mission rules and regulations thereunder, appeai below.) 


Northern Ohio district, eastern division, at Cleveland. 
A. C. E. Transportation Co., Inc., of Akron, O., was fined $1,250 
and costs, October 6, following its plea of guilty to an informa- 
tion charging it with transporting property as a common car- 
rier by motor vehicle in interstate commerce, for compensa- 
tion, without a certificate having been issued to it by the Com- 
mission authorizing the particular operations that were per- 
formed; with failing to remit to a shipper C. O. D. moneys 
within the time specified in a rule in its tariff; with failing to 
require its drivers to keep drivers’ logs; and with failing to 
have in its files medical certificates attesting to the physical 
fitness of its new drivers. The fine and costs were paid. 

Utah district, central division, at Salt Lake City. Utah Cen- 
tral Truck Line, of Salt Lake City, was fined $200, October 6, 
following its plea of guilty to an information charging it with 
failing to remit C. O. D. collections to shippers within the 
time specified in its applicable tariffs. The fine was required 
to be paid in full. 

Southern Texas district, Houston division 

Fines totaling $1,900 were recently imposed on J. it —'. 
a motor carrier doing business as J. H. Rose Truck Line, of 
Houston, and nine drivers in his employ, following entry of 
their separate pleas of guilty to informations charging them 
with violations of Part II of the interstate commerce act. 
J. H. Rose was fined $1,000, September 27. He was charged 
with failing to require the keeping of drivers’ logs and with 
permitting and requiring drivers in his employ to remain on 
duty in excess of the weekly hours prescribed in the motor 
carrier safety regulations. The remaining defendants, drivers 
in the employ of J. H. Rose, were fined $100 each. Sentence 
was imposed on W. C. Cogdill, William D. Davis, and Elmer C. 
Suther on September 26; on Robert F. Kelley on September 27: 
on Moore D. Harper on September 29; on C. R. Latham, Buck 
Pate and Albert Coleman Tyer, on September 30; and on L. H. 
Messic on October 2. Each of these drivers was charged with 
falsifying drivers’ log. The fines were required to be paid. 


_ Western Texas district, San Antonio division, at San An- 
tonio. Alamo Freight Lines, a motor carrier of San Antonio, 
and two of its drivers, Thomas T. Hodges and Silas W. Wil- 
liams, both of San Antonio, were given fines aggregating $1,100, 
October 4, following pleas of guilty to separate informations 
charging them with violations of part II of the act. Alamo 
Freight Lines was fined $1,000, which it paid in full. Thomas 
T. Hodges was fined $50, which he paid. A fine of $50 was 
assessed against Silas W. Williams, but payments was sus- 
pended for a probationary period of six months. Alamo Freight 
Lines was charged with failing to require its drivers to keep 
drivers’ logs, with failing to have in its files doctors’ certificates 
of physical fitness of its new drivers, with permitting and re- 
quiring drivers in its employ to operate motor vehicles in the 
transportation of property in interstate commerce for excessive 
daily hours and also to remain on duty for excessive weekly 
hours, and with failing to make a report to the Commission of 
an accident resulting in injury to one of its drivers, all in vi0- 
lation of the motor carrier safety regulations. Thomas T 
Hodges and Silas W. Williams were charged with falsifying 
their drivers’ logs, in violation of section 222(g) of the act. 

Western Texas district, San Antonio division, at San At 
tonio. Fines aggregating $1,550 were imposed, October 4, 
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Brown Express, a motor carrier operating as a co-partnership 
composed of H. P. Brown and O. E. Latimer, of San Antonio; 
Werner Icke, J. D. Burchfield, C. J. Popham, M. F. Shrimsher, 
and S. R. Adams, also of San Antonio; Henry Webb, J. H. 
Henry, and R. M. Lambert, of Dallas, Tex.; Vivien McBroom 
and G. S. Rappe, of Waco, Tex.; and M. A. Fry, of Bastrop, 
Tex., following their respective pleas of guilty to separate in- 
formations charging each of them with violations of part II 
of the interstate commerce act. The defendant Brown Express 
was fined $1,000, and each of the remaining defendants was 
fined $50. The fines were paid in full. Brown Express was 
charged with failing to have in its files doctors’ certificates at- 
testing to the physical fitness of its new drivers; with permitting 
and requiring drivers in its employ to remain on duty for 
excessive weekly hours; and with permitting and requiring 
drivers in its employ to drive or operate motor vehicles in the 
transportation of property in interstate commerce for excessive 
daily hours, in violation of the motor carrier safety regulations. 
The remaining defendants were drivers employed by the de- 
fendant Brown Express and were charged with falsifying 
drivers’ logs, in violation of section 222(g) of the act. 

Municipal court for the District of Columbia, at Washing- 
ton. Morris M. Fox, of Washington, D. C., was fined a total of 
$500, October 10, following entry of his pleas of guilty to two 
separate informations charging him with transporting property 
as a contract carrier by motor vehicle in interstate commerce, 
for compensation, without a permit having been issued to him 
by the Commission authorizing the particular operations de- 
scribed in the information. The fines were paid. 

Southern Ohio district, eastern division, at Columbus. Penn- 
sylvania Truck Lines, Inc., of Pittsburgh, Pa., and its drivers, 
Eugene A. Arledge, Carl Bostic, Charles Haycock, Everal E. 
Kirby, Charles W. McCoppin, Robert Minnick, Ralph L. Mor- 
rison, Ira R. Ramsey, Franklin P. Schoonover, Frank Shockley, 
William C. Turner, and Nelson Whitehead, also defendants, 
were fined a total of $2,325, October 10, following entry of 
their pleas of guilty to separate informations charging them 
with violations of part II of the interstate commerce act. Penn- 
sylvania Truck Lines, Inc., was fined $1,500 and costs; Eugene 
A. Arledge, Carl Bostic, Everal E. Kirby, Robert Minnick, 
Ralph L. Morrison, Ira R. Ramsey, Frank Schockley, William 
C. Turner, Nelson Whitehead, were each fined $75; Charles 
Haycock, Charles W. McCoppin, and Franklin P. Schoonover 
were each fined $50. The fines were required to be paid in full. 
Pennsylvania Truck Lines, Inc., was charged with collecting 
rate overcharges from shippers with respect to the transporta- 
tion of property in interstate commerce by it as such carrier; 
with granting rate concessions to shippers with respect to such 
transportation; with failing to remit C. O. D. moneys to ship- 
pers within the time specified in its tariffs; with failing to 
have in its files medical certificates attesting to the physical 
fitness of its new drivers; and with failing to require its drivers 
to keep drivers’ logs. Each of the drivers was charged with 
falsifications of drivers’ logs. 





JOINT BAR ANTI-TRUST SUIT 


Because his docket is crowded, Judge J. P. Barnes of the 
federal court at Chicago has again postponed date for trial in 
No. 43C 1295, United States vs. Rail Joint Company, et al., in 
which the anti-trust division of the Department of Justice seeks 
to enjoin the defendants from continuing alleged violations of 
the Sherman anti-trust act by combining in restraint of trade 
through patent pooling and the like in the reforming of rail 
joint bars. Originally set for October 9, the trial has been post- 
poned from October 16 to October 30. Rail Joint Company, 
Poor and Company, the Wooding-Verona Tool Works, and 
their presidents, have agreed to a consent decree, but the Mc- 
Kenna Process Company and its president, George Langford, 
Joliet, Ill., have refused to agree to such a decree. Government 
attorneys said it would take about 10 days for them to present 
evidence against McKenna and its president (see Traffic World, 
Sept. 30, p. 836). 


Il. H. C. TRUCKS FOR 1945 


Commercial trucks to be produced by the International 
Harvester Company in 1945 will carry the same model designa- 
tions as those built in 1942 and 1944, but they will embody 
Many new features and improvements, most of them developed 
for use on military trucks, according to an announcement by 
the company. The improvements will include more powerful 
engines, an improved type of crankcase ventilation, hydrovac 
Power systems on hydraulic brakes, mechanical-vaccum type 
governors and cast-steel rear axle housings. Heavy-duty models 
Will be available with two-speed as well as single-speed rear 
axles. The trucks will be distributed by International Harvester 
dealers and branches to operators on the Office of Defense 

ansportation priority list. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





(District Court, S. D. New York.) In determining whether 
to compel arbitration of controversy in accordance with arbi- 
tration clause of charter party agreement, court was required 
to determine whether contract containing arbitration clause 
was valid. 

Where charter party agreement contained provision that 
the charter party was subject to owners or their agents secur- 
ing approval of Cuban Maritime Commission for voyage if re- 
quired, failure to obtain approval of Cuban Maritime Commis- 
sion did not void the contract at its inception. 

A party to charter party agreement was under contractual 
obligation of good faith in carrying out agreement. 

Where charter party agreement contained arbitration 
clause but provided that charter party was subject to owners 
or their agents securing approval of Cuban Maritime Commis- 
sion for voyage, if required, and that, in event owners could 
not secure approval, charterers had privilege of canceling char- 
ter party, controversy regarding whether failure to obtain ap- 
proval of Cuban Maritime Commission rendered contract in- 
valid was covered by the arbitration clause and was required 
to be submitted to arbitration. United States Arbitration Act 
Sec. 4,9 U.S. C. A. Sec. 4. 

The legality of contract containing arbitration clause is for 
court. (Goldhill Trading & Ship Co., etc. vs. Caribbean Ship 
Co., 56 Fed. Supp. 31.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. Missouri, E. D.) That carrier conspired 
with consignor to charge unlawfully low freight rates, without 
knowledge of consignee, did not preclude carrier from recover- 
ing lawful charges from consignee. Interstate Commerce Act 
Sec. 6(7), 49 U. S. C. A. Sec: 6(7). 

A carrier cannot under the facts of this case, be estopped 
from recovering a rate fixed by law. Interstate Commerce Act 
Sec. 6(7), 49 U. S. C. A. Sec. 6(7). 

In action by carrier which had charged unlawfully low 
freight rates to recover undercharge from consignee, consignee 
coud not counterclaim for amount of carrier’s recovery as dam- 
ages. Interstate Commerce Act Sec. 6(7), 49 U. S. C. A. Sec. 
6(7); Mo. R. S. A. Sec. 929. (Fort Worth & D. C. Ry. Co. vs. 
F. Burkart Mfg. Co., 56 Fed. Supp. 159.) 





(District Court, D., Kansas, First Division.) In action to 
enjoin enforcement of award of Interstate Commerce Commis- 
sion, it is not the court’s function to weigh the evidence or to 
inquire into the soundness of the reasoning by which the con- 
clusions of the commission are reached, where there is sub- 
stantial support in the evidence for the commission’s findings, 
conclusions, and orders and such orders are not arbitrary. 

The grandfather clause of the Motor Carrier Act extends 
only to carriers who are plainly within its terms. Interstate 
Commerce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

In action to enjoin enforcement of order of Interstate Com- 
merce Commission denying application of motor common car- 
rier for a certificate of convenience and necessity under the 
grandfather clause of Motor Carrier Act, conclusion of com- 
mission that interruption in service was an interruption which 
carrier had power to prevent and that applicant was not en- 
titled to certificate was supported by substantial evidence. In- 
terstate Commerce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

Under “grandfather clause” an interruption in service due 
to unprofitable operations resulting from compliance with com- 
mission’s orders constitutes interruption within applicant’s con- 
trol and justifies denial of certificate where applicant does not 
exercise right to continue operations following stay of commis- 


THE CHAIN OF 
TIDEWATER 
TERMINALS 
AND INLAND 


Were not supposed to do it, 


wanenouses J in view of the high ideals for 

which we are fighting. Never- 
theless, the fact remains that we must 
continue adjusted to war-restrictions 
upon our economy, until the “Cease fir- 
ing” sounds, and somewhat beyond that. 


Even when reconversion for peace- 
time production gets under way, there 
will still be mountains of material which 
need to be routed to the four corners of 
the earth. The Chain of Tidewater Ter- 
minals and Inland Warehouses will 
remain an important element in this 
distributive system. To what extent it 
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will be under official auspices, it is 
impossible to say. 


When, and as, our facilities are diverted 
into normal commercial channels, it is 
our aim to serve our patrons as diligently 
as we have served Uncle Sam. Tide- 
water’s 9,544,800 square feet of com- 
bined storage-space, its 5 miles of piers 
and wharves, in its strategically situated 
chain of coastal and inland warehouses, 
will again be at the behest of the nation’s 
far-flung trade. In the meantime, consult 
your nearest branch-office as to such 
limited facilities as we can currently offer. 


BORROW AGAINST YOUR INVENTORIES 


by setting up regular warehousing-operations on 
your own premises. Impractical ? No! Tidewater 
Field Warehouse, Inc., establishes bona fide 
warehousing on the property of manufacturers, 
distributors, and processors... issues valid ware- 
house-receipts on stocks of raw materials and 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6, Pa. 


George M. Richardson, Vice-President 


finished merchandise, which are sound collateral 
for bank-loans. You can readily appreciate the 
savings in handling, shipping, and storage-costs 
which accrue from this system. By all means, get 
the full story on the “Tidewater Method” of field- 
warehousing, without delay. 


TIDEWATER FIELD WAREHOUSES, INC. 


17 STATE STREET, NEW YORK 4, N. Y.— JOHN J. McMACKIN, Vice-President 
PLEASANT STREET, EASTHAMPTON, MASS.— E. C. THOMSON, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 


THE CHAIN OF TIDEWATER TERMINALS AND IAN 


NEW YORK, Zone 4, 17 State Street ¢ CHICAGO, Zone 5, 1610 Transportation Bldg. 


KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffalo 4, N. Y. 
W. J. Bishop, Vice-Presidext 







BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth) 2, New Jersey 
R. S. McElroy, V.-P. & Gen. Mar. 
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NEWARK TIDEWATER TERMINAL, INC. IK TIDEW 
Port Street, Newark 5, New Jersey Norfol 


J. A. Lehman, Vice-President 
and General Manager 
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sion’s orders. Interstate Commerce Act Sec. 206(a), 49 U. S. 
C. A. Sec. 306(a). (Mid-States Freight Lines vs. United States, 
56 Fed. Supp. 20.) 


Air Certificate Applications 


Girls who have obtained private licenses for flying air- 
planes may be employed by Hannaford Airlines, Inc., Chicago, 
as stewardesses and co-pilots with the idea that they would 
be capable of landing the aircraft in case something should 
happen to a pilot in flight, according to that company’s ap- 
plication for air transport filed with the Civil Aeronautics 
Board in No. 1647. 

Hannaford’s application said it sought a permanent or tem- 
porary certificate to engage in scheduled transportation of 
persons, property, and mail between Dallas and San Antonio, 
Tex., with the following intermediate points: Fort Worth, Waco, 
Temple, and Austin, Tex. It said it proposed to operate Beech- 
craft model 18-S airplanes, or, in lieu thereof, Lockhead 10-A 
planes. 

United Transports, Inc., Oklahoma City, Okla., in No. 1645, 
applied for a certificate as a common carrier or a license as a 
private contractor to engage in air transportation in “fly- 
away” or ferrying service of new or used aircraft and parts 
and accessories under its own power over an irregular route 
between any and all points in the United States. In No. 1646 
the same applicant applied for the same type of air transport 
authority between any and all points in the United States, 
Alaska, Canada, Mexico, and Central and South. America. 

The applicant said it had in mind the initial movement of 
new aircraft and aircraft parts from the point of manufacture 
to the distributor or ultimate user, and the delivery of new 
and used aircraft from one dealer to another, from dealer to 
ultimate user, or to others requiring the service. 

Norseman Air Transport, Longmeadow, Mass., filed four 
applications. In No. 1651 it said it desired a temporary, ex- 
perimental or permanent certificate for scheduled air transport 
of passengers, express and cargo and mail in pick-up, flag-stop 
and stop service from Hartford, Conn., to New London, Conn., 
via Willimantic; in No. 1652, from Burlington, Vt., to Roches- 
ter, N. Y., via Oswego, N. Y.; in No. 1653, from Hartford, 
Conn., to Scranton-Wilkes Barre and Williamsport, Pa., via 
Poughkeepsie, N. Y.; and in No. 1654, nonscheduled operations 
from Quebec, Que., to Moncton, N. B., Canada, via Presque 
Isle, Me., and from Augusta, Me., to Quebec via Clayton Lake, 
Me. In Nos. 1652, 1653 and 1654 the applicant specified sub- 
stitution for the service named by amphibious or land-service 
operation. 


Other new applications for air rights have been filed with 
the C. A. B. as follows: 


No. 1649, Texas Motorcoaches, Inc., Fort Worth, Tex.; temporary 
or permanent certificate for scheduled transportation of persons, prop- 
erty, and mail between Dallas and Fort Worth and the intermediate 
points of Arlington, Grand Prairie, and Midway Airport, Tex. 

No. 1650, Northwest Airlines, Inc., East Boston, Mass.; permanent 
or temporary certificate to engage in scheduled transportation of per- 
sons, property, and mail between Boston, Mass., and Hamilton, Ber- 
muda. The applicant said it proposed to engage in day or night visual 
contact, instrument, or over-the-top operations on all routes. 





AIR ROUTE TO LAWRENCE, MASS. 


The Civil Aeronautics Board, in a decision in No. 13-401-B-1, 
Northeast Airlines, Inc., Service to Lawrence, has granted au- 
thority to Northeast Airlines to include Lawrence, Mass., as an 
intermediate stop on its route between Boston, Mass., and 
Montreal, Canada (route No. 27). The board’s certificate au- 
thorizing the additional service contained a provision that it 
would be effective from the date of its approval by the Presi- 
dent, and a further provision that service to Lawrence should 
not be begun until the board had notified Northeast that the 
national defense no longer required delay in the inauguration 
of such service. 


AIR CARGO OVER HIMALAYAS 


More than 46,000,000 pounds of military cargo, including 
aviation gasoline, munitions, trucks, jeeps and other war ma- 
terial, were flown across the Himalayas from India to China 
in “one recent month” by the India-China division of the Army 
Air Forces’ Air Transport Command, according to a War 
Department announcement. 


AIR TRANSPORT INDUSTRY 


The Air Transport Association of America has issued its 
annual edition of “Little Known Facts” about the scheduled 
air transport industry. This is the sixth edition, according to 
E. S. Gorrell, president of the association. The publication, 
illustrated and replete with charts and graphs, contains a sub- 
stantial amount of statistical data about the American flag 
airlines, both domestic and international. 











Air Transportation 





Air Routes to Latin America 


Hearings in the Civil Aeronautics Board “Docket No. 525 
et al., the Latin American Cases” held before Examiner Francis 
W. Brown, assisted by Examiner H. Heinrich Spang, were con- 
cluded following the appearance of witnesses for Atlantic, Gulf 
& West Indies Steamship Lines. Other companies presenting 
testimony in the last days of the hearings were Pan American 
Airways, Inc., Pan American Grace Airways, Inc., and Western 
Air Lines, Inc. 

Examiner Brown announced that all material to be fur- 
nished by the parties was to be submitted to the examiners 
and the parties on or before October 23 and that briefs would 
be due December 4. 

W. R. Grace & Co., New York, petitioned the C. A. B., in 
connection with the Latin American proceedings, to find that a 
through New York to west coast of South America air service 
by Pan American-Grace Airways (Panagra) was required in 
the public interest and to recommend that President Roosevelt 
take appropriate action to insure such service. 


Grace & Co. said such service would permit far faster 
travel from New York to the South American west coast by a 
single through carrier instead of by three connecting carriers 
as at present. The company asserted that unless this was done 
there would be discrimination against Ecuador, Peru, Bolivia 
and Chile on the west coast in favor of countries on the east 
coast since Pan American Airways planned to provide through 
air service all the way from New York via east coast points to 
Buenos Aires. 

J. C. Roop, vice president and treasurer, Pan American 
Airways, on taking the stand in the Latin-American route pro- 
ceeding, was asked if reduced fares and rates referred to ina 
recent Pan American advertisement in New York newspapers 
were conditioned on Pan American’s retaining its present mo- 
nopoly as the only U. S. flag carrier in international or over- 
seas transportation. 


“TI don’t like the word monopoly because I don’t think we 
have ever had a monopoly in Latin America,” said Mr. Roop. 
He explained that the reduced rates proposed in connection 
with Pan American’s program were predicated on the opera- 
tions proposed, which, he said, did not contemplate any other 
American flag carrier in Latin America. It would not be fair 
to ee Pan American did not believe in competition, he 
testified. 


Mr. Roop said Pan American would compete with Com- 
pania Mexicana for through service between Los Angeles, Calif,, 
and Mexico City, Mex. At present, he said, Pan American had 
a 100 per cent interest in Mexicana, and added that with re- 
spect to present negotiations for the sale of 45 per cent of 
Mexicana, he believed the sale would not be made to one per- 
son. This was in answer to a question whether the sale would 
be made in a block to some one person or would be distributed 
to the public. He testified that the Pan American would still 
have actual and legal control of Compania Mexicana to the 
extent of holding a majority of its stock and voting interest. 


Mr. Roop referred to a balance sheet which, he said, 
showed 10 million, six hundred and some odd thousand dollars 
of U. S. Government securities in the company’s current assets. 


“So obviously,” he was asked, “Pan American can’t expand 
its operations to this extent without obtaining substantial 
amounts of new capital?” 

“T think that is right,” he replied. 


Other witnesses were: John C. Leslie, manager, Pan Amer- 
ican’s Atlantic division, based at New York, who discussed the 
New York-Bermuda service; J. G. Borger, of Pan American, 
who described the three types of aircraft proposed for opera- 
tion in Pan American’s postwar Latin American service; Ed- 
ward P. Critchley, operations manager, eastern division, Pan 
American; H. C. Leuteritz, chief communications engineer, Pan 
American; Herbert C. Dobbs, traffic manager, Latin American 
division of Pan American; Wilbur L. Morrison, Miami, Fla., 
James E. Henry, R. C. Lounsbury, and Porter D. Norris, all of 
Pan American, and Robert G. Fergson, its assistant treasurer. 


Testifying also were Harold J. Roig, president, Pan Amer- 
ican-Grace Airways, Inc., and Christopher de Groot, Douglas 
Campbell, and Gustavo Vidal, all of Pan American-Grace Alr- 
ways; L. H. Dwerlkotte, Charlie N. James, Thomas Wolfe, and 
Harry Karst, all of Western Air Lines. 

Testifying on the last day of the hearings before examiners 
of the Civil Aeronautics Board in No. 525, et al, the Latin 
American cases, Lewis D. Parmelee, of Atlantic, Gulf & West 
Indies Steamship Lines, outlines several factors that, he said, 
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make up the degree of integration possible in combined opera- 
tion of aircraft and steamship lines. 

He said these factors were: coordination of schedules; ex- 
change of navigational data between aircraft and the steam on 
the surface; joint sales effort in solicitation of both passengers 
and express freight; joint use of purchasing, accounting, and 
commissary departments; employment of certain personnel 
part time by both the airplane and steamship divisions; joint 
use Of administrative employees throughout the areas served; 
joint advertising; transportation by air or ships’ manifests and 
transportation by air of emergency operating personnel em- 
ployed by the steamship company; integration of peak move- 
ments of traffic by the two services; and a comparatively large 
investment in combination passenger and freight tonnage. 

Mr. Parmelee said his company was a firm believer in the 
adage: ‘‘As passengers go, so goes the nation,” and that there 
were intangible reasons for this. He said the first people to 
board one of his company’s ships in New York upon its arrival, 
and after the U. S. customs officials had completed their tasks, 
were the A. G. W. I. freight solicitors, who, he said, were also 
the last to leave a ship on sailing day. He added that they were 
there to make personal contacts with shippers and consignees. 

“There is many a ton of freight booked simply because a 
friendly steward served a baby’s bottle at the right time and 
at the right temperature,” said he. 

Besides Mr. Parmelee, other witnesses who appeared on 
the last day of the hearings were: George J. Horner, assistant 
to the executive vice-president, A. G. W. I.; Benjamin E. Cole 
and A. G. Platt, of A. G. W. I.; Dr. O. P. Hart, Greater Miami 
(Fla.) Port Authority; and L. W. Sherer, chief, radio and elec- 
tric section, Civil Aeronautics Authority, Washington. 

With the hearings closed the examiners had before them 


approximately 4,000 typewritten pages of transcribed testimony 
of the various witnesses. 


Hughes Control of T. W. A. 


An application by the Hughes Tool Co., of Houston, Tex., 
for authority to acquire control through stock ownership of 
Transcontinental & Western Air, Inc., has been found by the 
Civil Aeronautics Board to be not inconsistent with the public 
interest and has been approved by the board, subject to con- 
ditions, in an opinion in Docket No. 1182, Transcontinental & 
Western Air, Inc., Control by Hughes Tool Co. The board 
observed that all the stock of Hughes Tool Co. was owned by 
Howard R. Hughes, “a well known aviator and aeronautical 
engineer.” 

Under section 408(a)(5) of the civil aeronautics act of 
1938, it was unlawful, without C. A. B. approval, for any air 
carrier or person controlling an air carrier, any other common 
carrier, or any person engaged in any other phase of aero- 
nautics, to acquire control of any air carrier in any manner 
whatsoever, the board said. It stated that Hughes Tool Co. 
first became interested in T. W. A. in 1939 and that since that 
time it had acquired additional common stock of the air carrier 
until at the end of 1942 it was the owner of 440,050 shares, of 
45.6 per cent of the total shares outstanding. The total invest- 
ment of Hughes Tool Co. in the stock of T. W. A. at the time 
of the hearing in this proceeding exceeded $5,505,000, said the 
board. The opinion included the following discussion: 


In the late spring and early summer of 1939, Messrs. Hughes and 
Frye (Jack Frye, president of T. W. A.) collaborated in the preparation 
of specifications for a 4-motored airplane to be developed for use by 
T. W. A. in commercial air transportation.. They beagn negotiations 

. Which resulted in an agreement between Hughes Tool and Lockheed 
Aircraft Corporation . . . for construction and delivery of five airplanes 
to be known as ‘‘Excalibur-A.’’ The name later was changed to Con- 
Sstellation. .. . This contract with the approval of Lockheed was assigned 
to T. W. A. in 1942, Hughes Tool receiving an option to purchase 
through T. W. A. 25 of the aircraft built under the Constellation specifi- 
cations. The contract restricts the sale of such aircraft for use in 
domestic air transportation except by T. W. A. during a certain future 
Period. The aircraft are in process of manufacture and ... are being 
Sold and delivered at present for military use, subject to an option by 
T. W. A. and Hughes Tool through T. W. A. to reacquire 40 of them. 

. As to the 25 airplanes subject to the option of Hughes Tool, the 
Tecord indicates that these, if the option is exercised, will be held for 
resale and for experimental use... . 

The Department of Justice urges that the restraint which has been 
Placed upon the sale of Constellation types of aircraft for use in domes- 
tie air service, together with other facts in the case, be especially con- 
Sidered by the board in determining the nature and scope of any order 
which may be entered... . 


The board said that acquisition of control of T. W. A. by 
Hughes Tool Co. would not be inconsistent with the public in- 
terest “so long as commercial transactions between them or 
between T. W. A. and any affiliate or subsidiary of Hughes 
00l Co. are limited to transactions involving complete items 
of property, the price of which does not exceed $200 each, 
With the further limitation that the total annual expenditure 


i such commercial transactions by either party shall not 
&xceed $10,000.” 
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“As a further condition of our approval,” it said, ‘““T. W. A. 
should furnish with its annual report each year, so long as 
Hughes Tool retains the control herein approved, a statement 
showing the total cash price of all commercial transactions 
between it and Hughes Tool and/or any affiliate or subsidiary 
thereof, the maximum and minimum item price, the number 
of: such transactions, and the general nature of commodities 
involved. These restrictions and requirements, however, will 
not be made to affect or apply to the existing contractual right 
of the applicant to reacquire Constellation aircraft through 
zt. FW. az 


North Atlantic Air Routes 


Rivalry between north Atlantic seaports in their efforts to 
gain commercial importance after the war through establish- 
ment of trans-Atlantic air services to and from those ports was 
brought into clear focus in the opening sessions of hearings 
begun October 16 in Washington by Examiners Thomas Wrenn 
and Ferdinand D. Moran, of the Civil Aeronautics Board, in a 
consolidated proceeding embracing applications of eleven com- 
panies for air routes from U. S. east coast points to and through 
northern Europe. The proceeding is identified at the C. A. B. 
as “Docket No. 855, et al., the North Atlantic Cases.” 


Applicants and docket numbers of the applications involved 
in the hearings were: 


Northeast Airlines, Inc., No. 855; American Export Airlines, Inc., 
Nos. 283 and 1172; American Airlines, Inc., No. 996; Pennsylvania- 
Central Airlines, Nos. 1005 and 1599; Transcontinental & Western Air, 
Inc., No. 1598; U. S. Midnight Sun Airline, Inc., No, 1376; Trans-Oceanic 
Air Lines, Inc., No. 1493; Pan American Airways, Inc., Nos. 1505 and 
1506; Moore-McCormack Lines, Inc., No. 1517; National Airlines, Inc., 
No. 1538, and U. N. Airships, Inc., No. 1600. 


Interveners represented by counsel at the hearings were: 
The Port of New York Authority; the city of Philadelphia, Pa., 
and the aviation advisory committee of its Chamber of Com- 
merce and Board of Trade; the city of Boston, Mass.; the Bos- 
ton Port Authority; Commonwealth of Massachusetts; United 
States Lines Co.; Baltimore, Md., Aviation Commission, the 
Miami, Fla., Port Authority, and the Department of Justice. 

Justice Department representatives said they would confine 
their participation in the hearing to cross-examination of wit- 
nesses for Moore-McCormack Lines, Inc. In the so-called ‘‘Latin 
American Cases,” the Justice Department took a position hostile 
to the granting of air rights to steamship companies (see Traffic 
World, Sept. 30, p. 837). 


Operation of Dirigibles 


One of the applicants in Docket No. 855, et al.—U. N. Air- 
ships, Inc.—proposes operation of dirigibles or other “lighter- 
than-air” type of aircraft. At the start of the hearings, P. W. 
Litchfield, president of the Goodyear Aircraft Corporation, of 
Akron, O., submitted to the C. A. B. a memorandum in which 
he requested that the board take no action that would prejudice 
eventual inclusion in international air trade of commercial air- 
ships of the dirigible type. He said that, while no airships of 
that type were available now, he believed that they had great 
potential usefulness to the nation. The airship would supple- 
ment the airplane and the steamship, giving the nation a serv- 
ice none of the three could perform alone, he said, adding that, 
because this country had exclusive possession of helium gas, it 
was the only country that could use huge airships. He asserted 
that airship ton-mile operating costs over long routes would be 
from one-half to one-third that of the airplane and that the 
airship had from three to four times the speed of the steamship. 
Mr. Litchfield said that Goodyear Aircraft Corporation was an 
aircraft manufacturer and did not plan to enter into the operat- 
ing field itself, but that, in his opinion, companies would be 
found ready to operate airships if they received government 
aid similar to that extended to airplane and steamship lines. 

Robert O. Bonnell, chairman of the Baltimore Aviation 
Commission, was the first witness at the hearing. He said citi- 
zens of Baltimore would vote November 7 on a proposal to issue 
bonds in the amount of $3,000,000 for construction of a new 
airport. He described that as an “initial” issue, explaining that 
the proposal endorsed by city authorities of Baltimore for sub- 
mission to the voters embodied authority for an additional bond 
issue of $3,000,000. In the course of cross-examination, he as- 
serted that a new bridge that was being planned for construc- 
tion across Chesapeake Bay at Baltimore would not interfere 
with a seaplane base that might be established at that city. 

G. H. Pouder, member of the Baltimore Aviation Commis- 
sion and executive vice-president of the Baltimore Association 
of Commerce, placed in the hearing record testimony in support 
of the claims of Baltimore to recognition as potential gateway 
for international air traffic. 


Claims of N. Y. Port District 


James C. Buckley, principal economist of the Port of New 
York Authority, outlined to the examiners a pattern of addi- 
tional air service across the north Atlantic that, according to 
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his testimony, was required by the New York port district. Re- 
ferring to four proposed routes over the north Atlantic area, 
he said that the two routes proposed to central Europe could 
be well justified on the basis of traffic requirements. The other 
two routes, one to northern Europe and the other to southern 
Europe, he said, did not have “quite the same justification,” but 
might well be justified on the basis of the national interest and 
the necessity of setting up strategic routes for mail and freight. 
He urged recognition of the possibility, suggested by him, that 
the northern and southern routes might need a subsidy. Pan 
American Airways, he said, now had one of the two central 
routes to London. 

He averred that overseas air transport should be competi- 
tive, where the traffic would permit competitive operations. He 
submitted a list of applicants for each of the four routes men- 
tioned, taking the position that the board should grant the au- 
thority sought to one or another of the applicants, in each in- 
stance, endorsed by the New York port authority. 

John W. Moore, traffic manager for air transport of the 
Port of New York Authority, in his testimony at the hearing, 
dealt with present and prospective foreign commerce of the 
port of New York. He said there was enough traffic from New 
York to support daily service on the two proposed routes to 
central Europe. 

Samuel H. Williams, manager of the transportation and 
foreign trade bureau of the Chamber of Commerce and Board 
of Trade of Philadelphia, the next witness, depicted Philadelphia 
and the surrounding area as commercially and industrially im- 
portant. Howard M. Shafer, manager of airports of the city of 
Philadelphia, told about progress being made on construction 
of the Northeast Airport at that city and discussed develop- 
ments in the air transport situation at Philadelphia since the 
closing of the Hog Island airport, by a C. A. B. order, in De- 
cember, 1943. He answered “no” to 4 question by Wilbur La 
Roe, Jr., counsel for the Port of New York Authority, whether 
studies he had made had shown that, if all the north Atlantic 
ports, Philadelphia was “worst from the matter of fog.” Other 
witnesses for Philadelphia were: C. Robert Haynes, assistant 
vice-president of the Corn Exchange-Philadelphia Trust Bank, 
in charge of its foreign department, and George E. Miller, traf- 
= — S. S. White Dental Manufacturing Co., of Phila- 

elphia. 

Arthur H. Tully, Jr., director’ of the Massachusetts Aero- 
nautics Commission, and Arthur S. Harris, secretary of the 
committee on aviation of the Boston, Mass., Chamber of Com- 
merce and manager of its aviation activities, advocated desig- 
nation of Boston as an international air transport gateway. 


American Airlines 


A. N. Kemp, president of American Airlines, Inc., first in 
a long list of witnesses for applicants in the consolidated pro- 
ceeding, said that although American Airlines was seeking, in 
another proceeding, authority to acquire control of American 
Export Airlines, Inc., it was “here as an applicant in our own 
right.” American, he said, was seeking authority for routes 
from Chicago, Detroit and Boston to London, Paris, and such 
points beyond Paris as the board might authorize, and between 
New York and Boston, on the one hand, and, on the other, 
London, Paris and points beyond that the board might author- 
ize. He said that American, as “the largest domestic air car- 
rier,” was under obligation to extend its service into the inter- 
national field. He noted that the present trans-Atlantic oper- 
ating authority held by American Export was temporary. He 
saw a “possibility” for operation by three U. S. air carriers 
across the north Atlantic. 

Ralph S. Damon, vice president and general manager of 
American Airlines, testified that unless this country was in a 
position to offer single-line service between the major cities of 
the United States and those of the British Isles and continental 
Europe, such as American was proposing here, there would be 
danger of losing potential business to foreign airlines. He said 
that American expected to see domestic commercial passenger 
business increase, in the first five years after the war, to a 
volume five times that of the last year before the present war. 
He stated that, since it began operations across the Atlantic 
for the Air Transport Command, American had made more 
than 100 round trips a month over the Atlantic. 

William Littlewood, engineering vice president of Amer- 
ican Airlines, told about types of aircraft that were being con- 
sidered for use in overseas operations after the war. 

C. W. Jacob, secretary of American Airlines, stated that, 
while cabin and first class fares on the Cunard Line or French 
Line before. the war were $282 to British ports and $287 to 
French ports, American Airlines proposed a fare based on 7% 
cents a mile, airport to airport, resulting in fares of $205 from 
New York City to Foynes, Ireland, $235 from New York City 
to London and $250 from New York City to Paris, to which 
would be added $25 for sleeper accommodations. In proposing 
those fares, American has “assumed” a mail rate of half a 
mill a pound-mile, he said. He stated that American expected 
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to transport at least 30 to 38 passengers a day to European 
destinations. In the 20 years before the war in Europe, he 
declared, an average of 967 persons a day left the United Stites 
for Europe. He cited an estimate by the Curtiss-Wright com- 
pany that in 1946 all U. S. flag air carriers would carry a total 
of 3,250,000 ton-miles of airmail to Europe. 

Charles A. Rheinstrom, vice president, in charge of traffic 
of American Airlines, told about his company’s plans for build- 
ing up and soliciting traffic in the United States, Canada and 
Mexico and in Europe, and maintained that a single-carrier 
service by entry of a domestic air carrier into foreign air trans- 
port had many advantages. 

“One responsibility, such as is proposed here,” he said, 
“between inland United States points and Europe, will make 
more certain that passengers originating inland will be properly 
documented and will have proper preparations for their trips 
abroad.” 

He said that American Airlines schedules as proposed 
would be convenient from New York City, but that there would 
also be schedules designed primarily for passengers leaving 
inland cities served by American, such as Chicago. Cargo would 
likewise be expedited by one-carrier operation from inland 
United States points to points in Europe, he averred. Some of 
the trans-Atlantic flights proposed by American would originate 
in Boston, and some would originate in New York City, with 
no stop in Boston, he said. 

Paul F. Collins, president of Northeast Airlines, in his 
testimony in support of that company’s application, said that 
Boston, as the nearest major city to Europe, was a logical and 
indispensable terminal for trans-Atlantic air services. His com- 
pany was seeking a certificate for a route to points in the 
British Isles and another route to points in eleven countries in 
northern Europe, with Boston as the point of departure and 
with New York City, Philadelphia, Baltimore and Washington 
as “co-terminals,” he stated. 


INTERNATIONAL AIR ANNIVERSARY 


October 19 marked the seventeenth anniversary of United 
States international transport. On that date, in 1927, Pan 
American Airways made the first commercial flight from the 
United States mainland to Cuba. Clipper planes of the Pan 
American World Airways are today flying war missions over 
all the oceans to Europe, across the Pacific to Australia and 
the Orient, across the Caribbean to Latin America, to Alaska, 
to north and south Africa and to India. Pan American has on 
file with the Civil Aeronautics Board applications for commer- 
cial postwar services to Europe and Asia which will give the 
system around-the-world routes. 


AMERICAN AIRLINES’ CARGO PLANS 


American Airlines, Inc., has issued what it describes as 
“a limited deluxe edition” of a book entitled, “Here Comes 
Airfreight,” reciting the company’s plans for transportation of 
air cargo and including its air freight tariff No. 1 and air 
freight classification No. 1, provisions of which became effec- 
tive October 15 (see Traffic World, Sept. 30, p. 840). 
: _An introductory statement in the book contained the fol- 
owing: 


We have said that American Airlines airfreight service will not 
come into full bloom until after the thorough fulfillment of war needs 
makes more aircraft available. We want to re-emphasize that statement 
because we do not wish this book to imply any greater offering of 
airfreight service than actually exists. 

Airfreight will not occupy space needed for essential war traffic, 
nor will it divert airplanes from their regular wartime service on 
American Airline routes. This is not to say, however, that airfreight 
is not in actual official and commercial operation. It is. A number 
of shippers . .. have found it suitable for their use ... and have 
commenced regular use of the service. . 

Airfreight is a ‘‘deferred service’ as compared to air express with 
its day or night pickup and delivery immediately upon arrival. Thus 
airfreight shipments can be spread over available capacity, utilizing 
hundreds of thousands of ton-miles of transportation which would other- 
wise be unavoidably wasted, no matter how closely flagship schedules 
are designed to fit the needs of essential wartime traffic. 





EASTBURN ON AIRPORT OWNERSHIP 

Glen B. Eastburn, manager, transportation department, 
Los Angeles Chamber of Commerce, speaking at a war confer- 
ence of the National Association of Commercial Organization 
Secretaries at Kansas City, Mo., October 18, urged that cham- 
bers of commerce explore the possibility of interesting local 
business in giving financial support to construction of airline 
terminals. He said most people assumed that airports must be 
provided by the public at the taxpayers’ expense, “despite the 
fact that history is full of examples of enterprises, launched 
with government help, which lived to regret bureaucratic bond- 
age that has stifled initiative and limited management’s oppor- 
tunity.” 
He said he believed that airline companies would, individ- 
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ually or cooperatively, own their own terminals within a few 
years or would regret they did not own them. Admitting that 
capital requirements would be large, he said he did not accept 
the premise that commercial air terminals must be publicly 
owned. He said the chambers in various cities should imme- 
diately create committees on aviation to study the needs of 
their communities for private flying facilities, airport expan- 
sion, the type and character of potential air traffic, and airport 
facilities available at neighboring points. The committees should 
cooperate closely with federal agencies, the established airlines, 
and other interested groups, he said. He said that the Civil 
Aeronautics Board was far more interested in obtaining factual 
information from the chambers than in getting, as it often had, 
chambers’ expression of opinions that had been adopted at the 
urgent request of airline companies. He said he believed that 
in the post-war period, international as well as national trade 
routes and transportation methods would remain largely as 
they had before the war, though much new business would be 
handled by air cargo and passenger planes. He said it was 
possible that after the war “tramp” airplanes, having a func- 
tion similar to that of tramp steamers, might be operated “by 
owners not subject to the control of our government.” 


PAN AMERICAN ALASKA SERVICE 


Commercial service via Pan American World Airways be- 
tween Seattle, Wash., and a number of points in Alaska, which 
was resumed August 1, will be greatly expanded with the 
allocation of five Douglas DC-3 clipper planes now in the 
process of reconversion. Two of the planes will be put in 
service not later than November 15 and the other three added 
as soon as delivery of critical materials will permit the work of 
reconversion to be completed. The new equipment will permit 
the airways to carry three times as many passengers as that 
now in service. 


AUGUST AIR-RAIL SHIPMENTS 


Shipments in combined air-rail express service in August 
were 10.9 per cent above those in August, 1943, according to 
the air express division of the Railway Express Agency. The 
total number of shipments in August of this year was 37,293, 
compared with 33,634 in August last year. Revenue from the 
traffic was 11.3 per cent higher in August of 1944 than in 
August, 1943. 


OUTLOOK FOR HELICOPTERS 

Grover Loening, chairman of the helicopter committee of 
the National Advisory Committee for Aeronautics, in an ad- 
dress at a meeting of the Aero Club of Washington, asserted 
that high gasoline consumption and low speed combined to 
make the helicopter impractical at present for the private flier. 
However, he added, helicopters were still in the process of 
development and there were more basic designs in the field of 
helicopter research than there were for early airplane research. 


PAN AMERICAN TRAVEL FELLOWSHIPS 

_ Pan American World Airways has awarded travel fellow- 
ship to nine Latin American students chosen by the Institute 
of International Education to receive exchange scholarships 
for one year of study at accredited United States universities. 
Under the fellowship plan, instituted in 1937, the airways 
awards those receiving the scholarships gratuitous air trans- 
portation to and from this country. Winners are from Nica- 
tagua, Panama, Costa Rica, Cuba, the Dominican Republic, 
Haiti, Mexico, Venezuela and Honduras. 


PAN AMERICAN’S SERVICE TO BERMUDA 


_ Pan American Airways has announced that after the war 
It will use 108-passenger four-motored land planes in its service 
to Bermuda, with flying time cut from the present five hours 
to three and a half hours. It expects to carry 40,000 tourist 
and other passengers annually at fares nearly half the pre- 
war level. From one to four flights daily will be scheduled, 
depending on seasonal travel fluctuations, compared to pre-war 
schedules of three trips weekly. It estimates that the reduced 
fares, which will be $75 round trip, will result in much greater 
Passenger traffic to and from Bermuda, and that all airlines 
serving the island will handle about 72,000 passengers an- 
nually. It expects that about 15 per cent of its airline passen- 
gers will travel one way by steamship, and it plans to sell 
Combination air-sea tickets. It expects to carry about 600,000 
Pounds of eastbound express traffic in the service each year, 
Compared to 288,000. pounds handled in 1942. Express traffic 
from Bermuda to the United States, hitherto negligible, is 
expected to average about 150,000 annually and about 20,000 
Pounds of mail will probably be handled in each direction, the 
Company says. Its express charges will be 14.4 cents a pound 
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first class, 9.2 cents a pound second class, and 5.6 cents a pound 
third class. 


RAILROADS AND AIR LINES 


Speakers at a staff meeting of the Frisco Railway, in St. 
Louis, October 12 and 13, discussed postwar railroad competi- 
tion with airlines and highway passenger carriers. Milton Kin- 
sey, director of public service, St. Louis, said the railroads, in 
the postwar period, should not fight air competition but should 
coordinate their own services with those of the airlines. E. G. 
Baker, passenger traffic manager of the railway, said there was 
little reason to fear automobile passenger competition after the 
war because that period would see the greatest travel boom in 
history. The railroads would share in that boom, he said, be- 
cause many people had used modern train service for the first 
time in the war period and had learned the advantages of train 
travel. Those people would want to use the “new, faster and 
more convenient equipment which every railroad will establish 
as soon as possible,” said he, and that would “go far in main- 
— for the railroads their rightful place in the passenger 
parade.” 

A number of the railway’s representatives from other parts 
of the country predicted that the shift in industry after the war 
would add to the industrial growth of St. Louis. Carl Giessow, 
traffic manager, St. Louis Chamber of Commerce, said that 
expansion of Central American trade after the war would “play 
an important role in furthering the development of transporta- 
tion in the southwest and the continued growth of St. Louis as 
its logical- capital.’ J. M. Kurn and F. A. Thompson, trustees 
of the Frisco, welcomed the group. Mr. Kurn said he had just 
returned from an inspection tour of the railway and had found 
everything in “wonderful condition.” 

J. Russel Coulter, chief traffic officer of the Frisco, pre- 
sided. 


Retirement Board Costs 


J. F. Deasy, vice-president in charge of operation, Pennsyl- 
vania Railroad, speaking October 17 at Chicago before repre- 
sentatives of the Brotherhood of Railroad Shop Crafts of America 
employed by his company, sdid that, since 1938, the Railroad 
Retirement Board had spent 39 cents for administrative ex- 
penses for every dollar disbursed for unemployment benefits, 
adding that the board had “cost the railroads and their em- 
ployes $17,000,000 in disbursing $44,000,000.” 

For the fiscal year ending June 30, 1944, he said, the board’s 
operating costs amounted to $5,500,000, of which $2,500,000 was 
“taken out of your pension fund” and $3,000,000 out of the 
unemployment insurance account. He said more than $2,500,000 
had been spent “in establishing and maintaining employment 
bureaus around the country in addition to those of other 
branches of the federal and state governments doing much 
the same work.” 

He said that the railroads and their employes had a mu- 
tual interest in matters related to the board’s operations and 
urged that the railroads and employes work together in legis- 
lative matters affecting the board. He said that the recent 
introduction in Congress of the “railroad social insurance bill’ 
was an example of the efforts of some leaders of organized 
railroad labor to seek legislative action separately. That bill, 
he said, proposed amendments to the railroad retirement act 
providing for extensive sick, unemployment, and other forms 
of insurance. Passage of the bill, he continued, would place 
on the railroad industry an obligation to provide social insur- 
ance of a character that was in no way a normal or sound 
obligation of the industry. 

Continuing, he said: 


A man or woman with a job has security. A man or woman with 
a job that carries with it provision for income after retirement is 
likewise secure, provided the form of retirement income is sound. The 
Railroad Retirement Board, in an acturial study recently made public, 
has found that the existing retirement act is insolvent, and that the 
taxes which employes and employers are now paying will have to be 
increased more than 50 per cent, on the basis of the present payrolls, 
in order to place the benefits provided in the present act on a sound 
and secure basis. 

In the pending bill the rate of taxes on both employes and em- 
ployers will be considerably increased, but the proposed benefits are 
so greatly enlarged and extended that the taxes recommended will not 
be sufficient to support the proposed benefits. 


RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes in 
August totaled $11,651,499, compared with $11,183,140 in 
August, 1943, the Railroad Retirement Board said in its Octo- 
ber report. The new payments brought to $846,014,919 the 
total benefits paid since the board began operations. The 
month’s payments included: Employe annuities, $9,640,665; 
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pensions, $1,202,190; survivor annuities, $120,237; death-benefit 
annuities, $27,348; lump-sum death benefits, $661,056. 

The board reported that claims filed in August for unem- 
ployment insurance totaled 1,813, compared with 1,330: filed 
the previous month and 2,006 filed in August last year. The 
total amount of benefits certified in August was $36,680, com- 
pared with $19,872 in the previous month and $40,342 in 
August, 1943. Average payments for first registration periods 
were $20.76, compared with $21.80 the previous month and 
$20.35 the same month last year; for subsequent registration 
periods, payments averaged $30.11 in August,, compared with 
averages of $29.07 in July and $29.75 in August, 1943. 

The board’s employment service made 97,156 placements 
in August, 13 per cent more than in the previous record month. 
It made 84,855 placements in July, 85,948 in the record month 
of June, and 41,587 in August last year. 

The report contains an article on characteristics of em- 
ploye annuity payments, which shows that the number of new 
annuities certified each year have declined steadily from 53,000 
in 1937-38 to 15,,800 in 1942-43. The average age at retire- 
ment decreased from 68.5 in 1936-37 to 65.1 in 1942-43. Annui- 
ties that began to accrue in 1942-43 were based on an average 
of 26.9 years of service, .3 of a year higher than the average 
for 1941-42, reflecting, the board says, “primarily more con- 
tinuous employment in recent years.” 





UNION RAILWAY DISPUTE SETTLED 


The emergency board appointed by President Roosevelt to 
investigate and report on the dispute between the Union Rail- 
way Co., of Memphis, Tenn., and employes represented by the 
Brotherhood of Locomative Firemen and Enginemen and the 
Brotherhood of Railroad Trainmen has advised the President 
that the dispute, involving application of an award of the Na- 
tional Railroad Adjustment Board regarding the work of yard- 
masters, was settled by mediation (see Traffic World, Sept. 
23, p. 774). The board was composed of Walter C. Clephane, 
John A. Lapp and Frank M. Swacker. 


Labor Board Directive Suit 


Charles E. Catterill, attorney for Feuer Transportation Co., 
a motor carrier of Yonkers, N. Y., announced in Washington, 
October 16, that he had filed suit that day in the federal district 
court at New York on behalf of his client, against Local 445 of 
the International Brotherhood of Teamsters, Chauffeurs & Help- 
ers. He said the court was asked to set aside an arbitratul’s 
award in a case in which the Trucking Commission of the Na- 
tional War Labor Board had directed that the matter be dealt 
with by arbitration. Mr. Cotterill said the validity of the di- 
rective was challenged by his client on the ground, among 
others, that the directive was invalid because participated in 
and voted on by Frank Tobin, who, he said, was not lawfully a 
member of the Trucking Commission. 

Mr. Cotterill said that Mr. Tobin was an officer of the In- 
ternational Brotherhood and that the Smith-Connally act had 
provided that no labor union official might vote on a National 
War Labor Board case. He said that Mr. Tobin “persistently 
remains as a member of the Trucking Commission and receives 
his full salary from the union, and is voting on all truck labor 
cases.” 


The exact language of the complaint alleging unlawfulness 
of the directive of the Trucking Commission was as follows: 


Such purported directive of June 22, 1944, was further unlawful and 
afforded no authority to the ‘‘arbitrator’’ for the reason that one of the 
three members of the Trucking Commission, Mr. Frank Tobin, is not 
an official of the United States government receiving compensation 
therefrom, but is a salaried official of the International Brotherhood of 
Teamsters, etc., of which the defendant union is a constituent member. 
Mr. Frank Tobin took part in and voted said purported directive of 
June 22, 1944, without authority of law, and contrary to the Connally- 
Smith Act of Congress which specifically forbids any officer of a partic- 
ular union taking any part in a hearing or decision of any labor dispute 
which may be certified for decision by the National War Labor Board, 
involving his union, 


Mr. Cotterill said that he would file an amendment to the 
complaint alleging that it was unconstitutional for any indi- 
vidual, having an interest such as Mr. Tobin’s in the matter in 
dispute, to sit as a member of a body considering that dispute. 

The suit also alleged that, following a dispute between 
Feuer Transportation, Inc., and the employes at its Yonkers, 
N. Y., terminal, the Trucking Commission had directed that 
certain increases be paid to those employes. Subsequently, it 
said, the union demanded that those increases apply also to 
the carrier’s employes at its Poughkeepsie, N. Y., terminal. 
The carrier refused to accede to the demand, it said, and that, 
following this, the Trucking Commission had referred the dis- 
pute to an arbitrator, selected by the American Arbitration 
Association, who had ruled that the award applied to the 
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Poughkeepsie employes. The court was asked to set aside a 
‘purported ‘award of arbitrator’’’ dated September 7, on the 
ground, among others, that the Poughkeepsie employes had 
not been involved in the Yonkers dispute, and that the carrier 
could not lawfully increase their wages, by agreement or other- 
wise, without approval of the National War Labor Board. It 
observed that, with respect to employes of motor truck com- 
panies, such approval of the Board did not become effective 
unless the Office of Price Administration acquiesced, and that 
if the O. P. A. did not acquiesce the matter must be passed on 
by the Stabilization Director. It said that “such authority of 
the Trucking Commission and other governmental agencies so 
prescribed by Congress may not lawfully be delegated to any 
contractual ‘arbitrator’.” It said that the arbitrator had de- 
clared that he had jurisdiction because of the Trucking Com- 
mission’s directive, it said, although, the Trucking Commission 
had been asked to interpret its award, although that matter 
was pending before the Trucking Commission, and although 
only the commission could determine its own meaning. 





W. L. B. TRUCKING COMMISSION 


Appointment of Benjamin S. Kirsh, former special assist- 
ant to the United States district attorney in New York, as 
chairman of the Trucking Commission of the National War 
Labor Board has been announced by the board. The board also 
announced the appointment of William B. Grogan, previously 
head of the board’s agencies review section, as co-chairman of 
the commission. It said that Thomas H. Holland, the retiring 
chairman of the commission, would serve on the appeals com- 
mittee of the board. Mr. Kirsh had served as a public mem- 
ber of the N. W. L. B. wage adjustment board and as an 
N. W. L. B. arbitrator, and Mr. Grogan had served formerly 
as deputy administrator of the wage and hour and public con- 
tracts division of the Department of Labor, it said. 


NEW ENGLAND MOTOR WAGE CASE 


The Supreme Court of the United States has denied cer- 
tiorari in No. 350, Employers Group of Motor Freight Car- 
riers, Inc., et al., Petitioners, vs. War Labor Board et al., thus 
making final the decision of the federal district court for the 
District of Columbia, affirmed by the Court of Appeals for 
the District of Columbia, that orders of the National War 
Labor Board are not subject to judicial review. 

Litigation in the case followed the granting by the War 
Labor Board and its Trucking Commission of lage increases 
in a dispute between the Employers Negotiating Committee 
of the Employers Group of Motor Freight Carriers, Inc., of 
Boston, Mass., and Local Union No. 25 of the International 


Brotherhood of Teamsters, Chauffeurs, Warehousemen and 
Helpers. 


Cc. A. & E., NORTH SHORE DISPUTE 


John A. Zanger, vice-president, Brotherhood of Railroad 
Trainmen, said October 19 that his union and the Brotherhood 
of Locomotive Firemen and Enginemen, which represent about 
600 operating employes of the Chicago, Aurora and Elgin Rail- 
road and the Chicago, North Shore and Milwaukee Railroad 
did not intend to indicate until after the first of November 
their attitude toward the 5-cent hourly wage award recom- 
mended for the union members by the emergency fact-finding 
board in the wage dispute on the two affiliated railroads (see 
Traffic World, Oct. 14, p. 975). 

The brotherhoods sought a 9-cent hourly wage increase. 
The board, composed of Judge H. B. Rudolph of the South 
Dakota Supreme Court, Judge E. M. Tipton of the Missouri 
Supreme Court, and W. H. Spencer, regional director at Chi- 
cago for the War Manpower Commission, held a week’s hear- 
ing in the wage dispute in September and submitted its recom- 
mendations to President Roosevelt October 9. Under the rail- 
way labor act, a 30-day “cooling off” period must elapse after 
submission of the report before the employes may strike. Mr. 
Zanger said the brotherhoods would probably not issue a state- 
ment on the award until the 30-day period had about reached 
its end. Spokesmen for the single management of the two 
companies have indicated that, though they were dissatisfied 
in that the board recommended any increase, they intended to 
await and abide by a probable decision by Director Vinson of 
the Office of Economic Stabilization as to whether or not the 
5-cent increase was allowable under the national stabilization 
act. 


CANADIAN “POSTWAR SHIP” 


The Department of Commerce has announced that, ac- 
cording to trade reports received by it, an oil-burning freighter 
of 10,000 deadweight tons recently launched in Montreal, 
Canada, has been described as “Canada’s first postwar ship.” 
It said that the ship would have a top speed of 14 knots and 
that it was almost completely prefabricated. Keels of additional 
ships of this type had been laid, it added. 
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Port Authorities Meet 


Problems of Postwar Merchant Marine and Return of Port Properties at War’s End Evoke Action 
at’ Annual Convention—Panels Discuss Future Facilities and Handling Equip- 
ment—Committees Report—Spangler Elected President 
By Robert J. Bayer, Staff Correspondent at New York 


e The American Association of Port Authorities, at the 
final session of its thirty-third annual convention, at the 
Hotel New Yorker, New York, October 13, adopted a number 
of resolutions bearing on postwar national maritime policy. 
One of these empowered the association’s executive committee 
to formulate a proposal for submission to the Surplus Prop- 
erty Board to be established under the surplus property act of 
1944 that it accept the consulting services of a group to be 
set up by the association. Another asked the earliest possible 
recreation of an American merchant marine for overseas, 
coastal, intercoastal and other domestic water services and the 
prompt settlement of claims of shipping lines and ports against 
the government. A third resolution instructed the association’s 
foreign and domestic.commerce committee to study and report 
on proposals to amend the foreign trade zones act so as to 
permit the manufacture and exhibition of goods within foreign 
trade zones. 

These resolutions and a number of others submitted by the 
resolutions committee embodied recommendations of various 
association committees, contained in reports submitted to the 
convention earlier. The association’s procedure is merely to 
accept reports submitted and to refer action on them to the 
resolutions committee. 


Spangler Elected President 


R. T. Spangler, Fort Lauderdale, Fla., who had served the 
association as first vice-president in the year just closed, was 
elected president. Arthur Eldridge, Los Angeles, Cal., was 
elected first vice-president; E. O. Jewell, New Orleans, La., 
second vice-president, and R. K. Smith, K. C., Ottawa, Canada, 
third vice-president. Tiley S. McChesney, New Orleans, was 
elected to his twenty-third consecutive yearly term as secretary 
= treasurer. The following were elected to the board of 
irectors: 


United States North Atlantic Ports, including Hampton Roads: 
Andrew Lane, Boston, Mass.; G. H. Pouder, Baltimore, Md.; J. Spen- 
cer Smith, Tenafly, N. J.; Walter G. Garlan, Camden, N. J.; William 
McC. Paxton, Norfolk, Va. 

United States and Canadian North Pacific Ports: T. H. Banfield, 
Portland, Ore.; George W. Osgood, Tacoma, Wash. 

Gulf and South Atlantic Ports: Spencer Beebe, Pascagoula, Miss.; 
Alva P. Frith, Lake Charles, La.; Finley W. Parker, Galveston, Texas; 
William Rosasco, Jr., Pensacola, Fla.; C. E. Sauls, Mobile, Ala.; J. 
Russell Wait, Houston, Texas. 

United States and Canadian Great Lakes Ports: H. C. Brockel, Mil- 
waukee, Wis.; P. J. Mulqueen, Toronto, Canada. 

Canadian Atlantic Ports: Alex Gray, St. Johns, New Brunswick. 

United States South Pacific Ports: W. R. Martin, Long Beach, Cal.; 
A. H. Abel, Oakland, Cal. 


Mr. Abel, Mr. Paxton and Mr. Parker were elected, by 
the board of directors, to constitute the executive committee. 
That committee was empowered to select the place and set 
the time for the next annual convention of the association. 


Dues and Membership 


The longest discussion of the convention centered around 
proposals for enlarging the scope of the association’s services 
to its members through the establishment of a permanent office 
in Washington staffed with an executive secretary and other 
employes, and other proposals to amend the association’s arti- 
cles of incorporation to permit the holding of corporate mem- 
berships by publicly owned airports of entry and private 
wharfingers holding themselves out to serve the public. 


_. Mr. Spangler presented an outline of a plan for the estab- 
lishment of the Washington headquarters the afternoon of Octo- 
er 12. The discussion on it and the membership proposals 
occupied the whole of the session. The plan called for substan- 
tial increases in the dues of all classes of existing association 
memberships so as to permit a budget to cover the salary of 
an executive secretary, pay of office employes, office rent and 
incidentals. Several members spoke in favor of the plan. Ob- 
Jections were along two principal lines: First, there was doubt 
on the part of some representatives of ports as to whether or 
not appropriations for increased dues could be obtained from 
§0verning bodies and, second, the opinion was expressed that 
the scale of expenditures proposed would not permit the kind 


of office and organization capable of doing all the things the 
plan set forth. An estimate, voiced by Finely Parker, Houston, 
Texas, was that such an office would cost at least twice as much 
as estimated by the proponents of the plan. 

As submitted to the convention, the following morning, 
corporate members were asked merely to express an opinion 
as to whether, if action were taken to increase the dues as 
proposed at the 1946 meeting, they could, in the meantime, 
persuade their governing bodies to appropriate funds, to meet 
the increase. Three-fourth of the corporate members voted in 
the affirmative. 

The discussion on the proposal to admit publicly owned 
airports of entry, coastal and inland, to corporate membership 
indicated that many felt that such modification might eventu- 
ally lead to the taking over of control of the association by 
airports. It was admitted that airports of entry might have 
problems identical with marine ports, but in many matters it 
was felt that the two types of ports had little in common. When 
the matter was presented to the meeting the next morning, 
the proposal was lost, lacking a single vote of attaining the 
necessary two-thirds majority. 

The resolutions committee’s resolution on corporate mem- 
bership for private wharfingers proposed study of the matter 
by the executive committee for report at the next annual con- 
vention. An amendment, which would have put the meeting 
on record as favoring such memberships, was lost, and the 
resolution as presented was adopted. 


Opening Session 

There was a closed session of the board of directors on 
October 10, at which committee reports to be presented were 
reviewed. The invocation at the opening general session was 
by the Rev. Harold H. Kelly, director, Seaman’s Church Insti- 
tute, New York. There were addresses of welcome by Frank 
C. Ferguson, chairman, Port of New York Authority; Charles 
R. Erdman, Jr., director of economic development, state of 
New Jersey, and M. P. Catherwood, commissioner of commerce, 
state of New York. Mr. Spangler responded on behalf of mem- 
bers of the association from the United States, and Mr. Smith 
on behalf of Canadian members. 

Captain Norman B. Hall, United Coast Guard, in charge 
of port security, acting on behalf of Vice-Admiral R. R. 
Waesche, U. S. C. G. commandant, presented to Walter P. 
Hedden, New York, president of the association, who presided, 
a shield of honor to the association for its assistance in “fa- 
cilitating the safe and uninterrupted flow of our country’s man- 
power and war material to the battlefronts of the world.” The 
accompanying citation said the association had “exhibited the 
utmost degree of cooperation with the Coast Guard in further- 
ing the protection of vital equipment facilities and vessels in 
various ports throughout the nation,’ and that it had “made 
extraordinary and voluntary contributions to the Coast Guard, 
including inspection service, manpower and equipment, in its 
operation and development of proper fire prevention and anti- 
sabotage measures for the protection of vital American port 
facilities.” As a result of the association’s assistance, it said, 
“incidents of fire and sabotage in our ports have been main- 
tained at a minimum.” 

Responding, President Hedden said it would have been 
more appropriate for the association to present a citation to 
the Coast Guard for the fine work it had done in protecting the 
properties of the ports in wartime. At the final session, the 
resolutions committee presented a resolution expressing ap- 
preciation for that work on the part of the Coast Guard. After 
it had been adopted, M. H. Oettershagen, Chicago, chairman 
of the fire prevention committee, and Billings Wilson, New 
York, chairman of the hazardous cargoes committee, who said 
they had not been aware of the action, asked for the rescinding 
of the earlier resolution and the substitution for it of another 
commending the Coast Guard instead of merely expressing 
appreciation. The meeting complied with their request. 

Reporting for the board of directors, Mr. Parker asked 
approval by the convention of action taken earlier by the exec- 
utive committee in settling claims of the government against 
the association for social security taxes; of an amendment to 
the articles of incorporation giving past presidents and past- 
vice-presidents holding associate memberships votes as cor- 
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porate members; establishing a fiscal year for the association, 
from October 1 to September 30 annually, and for printing in 
a single pamphlet all of the policy-making resolutions adopted 
by the association in the thirty-two years of its existence. The 
convention voted to approve those actions of the board, and 
adopted the report as a whole. s 

The report of the secretary-treasurer noted the receipt of 
applications for corporate memberships from the Port of Tampa, 
Fla., and the Department of Public Works of Canada; for con- 
tributing memberships from Northwest Airlines, St. Paul, 
Minn.; Kinnear Manufacturing Company, Columbus, O., and 
Russell Couster Company, Toronto, Can., and for associate 
memberships from Arthur W. Dover, New York, and Captain 
Hall. The convention voted to accept the applications and to 
grant the requested memberships. The report showed that the 
association had a total membership, as of October 10, 1944, of 
169. It showed that the association had in its treasury, as of 
September 30, 1944, a surplus of $8,657.61. The report was 
received. 

President Hedden’s report said that the ‘“‘hard core” of the 
nation’s port facilities for war consisted of a billion dollars 
worth of facilities and equipment owned by public ports which 
had, in effect, been turned over entirely to war purposes. There 
would be, he said, five major port problems when the war 
ended. These were the restoration of pier properties to local 
port agencies for normal peacetime needs; the disposal of sur- 
plus waterfront facilities by the government; the restoration 
of a peacetime merchant marine and the revival of coastal and 
intercoastal shipping; the adjustment of ports to changes in 
overseas transport resulting from a “system of world airways 
now in the making,” and a program of “replacement of ob- 
solete port facilities and construction of new types of terminals 
designed for postwar shipping, connecting land transport, and 
air service.” On the last named, he said, the central problem 
would be financing ‘on a basis which will not be a burden on 
local taxpayers.” 

He spoke of the work of the association in the year just 
past and its plans for the future. The latter, he said, included 
“closer working relationships between various regional port 
associations which have sprung up on the Pacific, gulf, south 
Atlantic and north Atlantic coasts, as well as the Great Lakes.” 
He said his term as president of the association had strength- 
ened his belief “that the necessary continuity in association 
effort and contact with the members requires a full time execu- 
tive,” and that “an association representing the interests of 
port agencies with the resources and responsibilities of our 
members must have an adequate executive secretariat.” 


Committee Reports 


The report of the committee on foreign and domestic com- 
merce was largely informative. It dealt with reciprocal trade 
agreements with foreign countries, federal regulation of foreign 
trade by the Foreign Economic Administration, postwar for- 
eign trade, shipping and port statistics, domestic waterborne 
commerce and the possibilities for the postwar establishment 
of several foreign trade zones in addition to the one already 
operating at New York. The report was presented by G. H. 
Pouder, Baltimore, Md., chairman. 

Mr. Eldridge, chairman of the committee on public owner- 
ship, presented the report of that committee which was con- 
fined to a resume of what had taken place in the matter of 
port rates in California. He told of tariffs filed by California 
ports with the Maritime Commission, against which there had 
been protests by the Army, Navy, Office of Price Administra- 
tion, steamship operators, and ‘“‘a limited few shippers and im- 
porters.” Subsequent to the institution by the commission of 
an investigation into the rates, in its Docket 632, he said, the 
tariffs were withdrawn because it was realized that the in- 
creased rates would “for the most part be paid by the federal 
government during the war.” It was agreed that the proposed 
rates and charges would not be revived “without ample notice 
to those interested.” The California Association of Port Au- 
thorities, meanwhile, had adopted a resolution asking the com- 
mission “to enter into and undertake a comprehensive investi- 
gation for the purposes of determining the cost and the value 
of the various services rendered by the various members with 
the object of establishing an authoritative and, as far as prac- 
ticable, uniform method of measuring, determining and justify- 
ing what the charges for each service should be and, at the 
same time, be fair to the various users and to the members of 
the association, as well as reasonable and compensatory.” The 
commission had not as yet acted on the proposal, the report 
said, but there was still hope that it would proceed with the 
investigation. 

The report of the committee on fire prevention, presented 
by the chairman, M. W. Oettershagen, Chicago, gave details of 
the fire prevention activities of the U. S. Coast Guard and 
others and statistical information of port fires in the past year 
as to causes, facilities involved and agencies concerned in their 
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quenching. The report of the committee on hazardous cargoes, 
Billings Wilson, New York, chairman, gave details of a num- 
ber of port shipping disasters in recent months. The report 
recommended changes in the Coast Guard’s port security regu- 
lations “to provide for suitable labeling of export packages of 
explosives and other dangerous articles to the end that long- 
shoremen, stevedores, truckers; lighterage companies and port 
security guards may be able to recognize the hazardous nature 
of such shipments at a glance,” and described its action before 
the Interstate Commerce Commission for amendments to its 
motor carrier safety regulations. The recommendations were 
embodied in resolutions adopted by the convention at its closing 
session. 

George Osgood, Tacoma, Wash., reporting as chairman of 
the committee on maintenance, said that existing shortages of 
manpower and materials made current maintenance costs dis- 
proportionate and that no conclusions could be drawn from 
them. Undoubtedly, he added, the extent and costs of postwar 
port maintenance would depend in large measure on methods 
of financing. 

Mark H. Gates, San Francisco, Cal., chairman of the com- 
mittee on port administration and finance, presented figures 
developed from answers by 23 of the association’s 50 corporate 
membership to questionnaires on planned postwar port expendi- 
tures. These showed estimated requirements to total $152,- 
414,000, of which $13,407,000 would be for rehabilitation; $11,- 
810,000 for major changes in facilities; $125,869,000 for new 
construction, and $1,328,000 for cargo handling facilities. Had 
the committee been able to obtain figures from all ports, the 
report said, the total “would have swollen to much greater 
proportions.” 

As to methods of financing, the report said the answers 
indicated that $16,295,000 would be met from reserves; $13,- 
088,000 from current revenues; $48,327,000 from bond issues, 
and $32,005,000 from taxes, leaving $42,699,000 to be obtained 
from “unknown” sources. 

“There are many reasons why these expenditures must be 
made during the immediate postwar period,” said the report. 
“The port facilities have been subject to extraordinary wear 
and tear during the war because of the character and volume 
of the cargo. The fact that so many of them have been in almost 
constant use during the emergency has made it impossible to 
perform the necessary maintenance and this increases the ulti- 
mate costs. Changes in the character of merchant ships and 
cargo handling methods will require changes also in existing 
facilities, larger piers, wider slips, additional railroad tracks 
and cargo handling equipment. Depreciation and obsolescence 
in many instances call for complete replacement and unprece- 
dented increases in the number of merchant ships and navy 
vessels and the anticipated expansion in world trade are bound 
to bring about considerable new construction.” 

Leander L. Shelley, chairman, reported for the committee 
on law and legislation, outlining legislation and litigation in the 
year just past that had bearing on port operations. As chair- 
man of the committee on submerged and reclaimed land legis- 
lation, he also reported on developments in the so-called Wine- 
haven case, in which the association was taking part as amicus 
curiae. The federal court in California, on a preliminary motion, 
he said, had ruled, in “a most satisfactory opinion,” that the 
taking of submerged lands for “the exclusive use of a federal 
agency destroyed the common right of navigation and thus was 
beyond the purview of the easement.” 

Alvin P. Frith, Lake Charles, La., reporting as chairman of 
the committee on port development and construction, warned 
that postwar docks should be built with greater lengths and 

widths to allow for greater cargo carrying capacity ships and 
more efficient loading and unloading. They should also have 
more efficient safety equipment, he added, and should be 
equipped to handle more cargo for truck delivery. 

All reports were received, and only those containing recom- 
mendations for action by the association were referred to the 
resolutions committee. 


Panel Discussions 


There were a number of panel discussions on current port 
questions. The morning of October 11, the discussion, presided 
over by A. H. Abel, Oakland, Cal., was on “Postwar Merchant 
Marine Prospects.” Harvey J. Klemmer, executive secretary, 
postwar planning committee, U. S. Maritime Commission, said 
that, by the end of the war, the United States would own two- 
thirds of all the world’s merchant shipping. How much of it 
would be preserved for commercial use would depend on the 
amount of our foreign trade, he said, and that had been estl- 
mated by various parties as all the way from fifty per cent 
more than prewar to considerably less. Half the postwar mer- 
chant fleet would consist of Liberty ships which would probably 
not be ideal for shipping in that period but out of which some 
use could be obtained, he said, and there would also be a largé 
number of the more efficient Victory and C-type ships. There 
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would be need for small ships, refrigerator ships and passenger 
ships, which would probably have to be built after the war, he 
said 

A. F. Coon, manager of terminals, U. S. Maritime Commis- 
sion, discussed the need for a revision of the practice of furnish- 
ing free wharfage and storage by railroads. The Maritime Com- 
mission should have power to regulate those rates, he contended. 
In an ensuing discussion, there were objections to such a course. 
H. J. Wagner, director, Norfolk Port Traffic Commission, said 
that the institution of such charges would destroy the existing 
balance of port differentials. He insisted that such services per- 
formed by railroads were compensated for out of line-haul 
rates. He also pointed out that, so far as the railroads were 
concerned, the line-haul rates were under the jurisdiction of 
the Interstate Commerce Commission and that to place the 
port charges under the Maritime Commission would create con- 
fusion. The speaker said he did not care which commission had 
jurisdiction over port charges, but that he was convinced such 
charges on a compensatory level ought to be fixed and con- 
troled by one commission or the other. 

Mr. Jewell presided at a panel discussion of “Disposal of 
Surplus Federal] Waterfront Properties and Port Equipment” 
the afternoon of October 11. Mr. Shelley discussed the new 
surplus property act and made the suggestion for the formation 
of a consulting group of the association to assist the Surplus 
Property Board later embodied in a resolution. Lt. Col. J. P. 
Woodlock, executive assistant to the Surplus War Property 
Administrator, outlined the manner in which he expected the 
new law to be administered. Others who participated in the 
discussion were Mr. Gates, W. C. Bickford, general manager, 
Port of Seattle, Wash., who suggested long-term payments for 
returned properties, because some ports, like his, had expended 
the money received from the government for airports and the 
like, and Mr. Oettershagen, who told of the alterations made 
in that city’s Navy Pier for use as a Navy school and the fact 
that it was taken over on lease, thus obviating any return 
problem. 

The afternoon of October 12, E. J. Amar, Long Beach, Cal., 
presided at a panel discussion on “Postwar Pier Facilities and 
Handling Equipment.” P. B. Blanchard, New York, said there 
had been no noticeable improvement in the loading and un- 
loading records of men since sailing ship days, despite many 
mechanical innovations. Fifty years ago, he said, when he was 
a sailing master, the rate was about one ton for each man- 
hour. It was about the same today. He added, however, that, 
had the mechanical aids not been devised and installed, the 
rate would probably be much lower today. Other speakers, 
including Mr. Parker; L. W. Byrne, New York; John M. Wilson, 
Toronto, and W. C. Bickford, Seattle, all stressed the need for 
new pier and handling equipment to handle postwar traffic. 
Several of them outlined modifications necessary to handle 
the greater proportion of pier traffic arriving and departing by 
truck. It was agreed that the largest problem in dock handling 
was not the loading and unloading of ships, for which most 
ships themselves were well equipped, but sorting and dispatch- 
ing from the piers and of stowing many miscellaneous ship- 
ments. 

Luncheon and Dinners 


At a luncheon, October 12, tendered to the association by 
the aviation section of New York Board of Trade, William A. 
M. Burden, Assistant Secretary of Commerce for Air, spoke 
on “Postwar Air Transport.” He spoke of the coming interna- 
tional air conference and said it would have to make arrange- 
ments for immediate establishment of world air routes; would 
have to set up an “interim council” to develop arrangements 
and conventions for a “permanent international aeronautics 
body,” and would have to tackle a multitude of technical and 
political problems. He predicted a vast postwar international 
air commerce, but said that “far from being a threat” it would 
be “a stimulating challenge to constructive port authority 
management—a challenge to ass'st the growth of this new 
transport medium through intelligent promotion and through 
the provision of adequate facilities without falling a prey to 
— optimism, on one hand, or hidebound conservatism, on 

e other.” 


There were two dinners, one at the Rainbow Room, Rocke- 
feller Center, the evening of October 11, and the other at the 
* Hotel New Yorker, the evening of October 12. There were no 
ormal speeches. At the first, Eugene Moran, commissioner, 
Port of New York Authority, spoke briefly in welcome, and at 
the second, H. S. Cullman, vice-chairman of the Port of New 
ork Authority, read a message from President Roosevelt con- 
veying greetings to the association and asserting that “the 
Magnificent achievements of the armies of the United Nations 
overseas could not have been possible without the constant 
Ow of supplies and manpower through the ports of the United 
States and Canada.” 

On the afternoon of October 13, delegates and visitors to 
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the convention were guests of the New Jersey Board of Com- 
merce and Navigation, the Lackawanna Railroad and the New 
York City Department of Marine and Aviation on a harbor 
inspection trip and at luncheon. There were 145 registered for 
the convention. 

There was an elaborate program for the 94 ladies- also 
registered, including a tour of the James Mansion annex of the 
Women’s Military Service Club on October 11; luncheon, a 
makeup demonstration and style show the afternoon of that 
day; an inspection of La Guardia Airport and luncheon the 
following day, and participation in the harbor tour and luncheon 
on October 13. 


Chicago Port Authority 


At the request of Mayor Edward J. Kelly of Chicago, 
Joshua D’Esposito, well known engineer and builder of the Chi- 
cago Union Station, is making preliminary studies preparatory 
to submitting a plan for the formation of a port-terminal 
authority with statutory powers over rail, water, air and high- 
way terminal unification and operation in the Chicago metro- 
politan area similar to that exercised in the New York-New 
Jersey port area by the Port of New York Authority. 

Mr. D’Esposito is at present project engineer on the Chi- 
cago subways for the Federal Works Agency, as a city ap- 
pointee. He said he made the suggestion for the formation of 


‘a port-terminal authority after he became convinced, through 


long years of fruitless effort, that unification of the Chicago 
south-side railroad terminals could not be effected through the 
efforts of the railroads themselves. Mayor Kelly, after dis- 
cussing the matter with a number of interested persons, sug- 
gested to Mr. D’Esposito that he make the preliminary studies, 
concerned not with actual unification projects, but merely with 
the type of organization and the legislative set-up that would 
be best for the Chicago area. 

Mr. D’Esposito’s view is that unifications and coordinations 
such as that attempted in vain among south-side Chicago rail- 
road yards and operations cannot be brought about with pri- 
vate capital. He points out that such projects cannot be car- 
ried to a successful conclusion without the active financial par- 
ticipation of all the transportation agencies involved and that 
such participation is not possible by agencies in unsound finan- 
cial condition or in receivership. In addition, he points out, 
unification and coordination projects are to the benefit of the 
community and, therefore, the entire cost ought not be placed 
on the agencies involved. 


He envisions a port-terminal authority empowered by 
statute to condemn land, to build yards, terminals, docks, and 
airports and to lease the facilities to the transportation agen- 
cies. He sees such a course of action as an alternative for the 
building of some such facilities with private funds and others, 
such as airports, with public funds, with the result that unfair 
competitive situations are created as among the competing 
agencies. 

Moreover, he points out, the unification of such functions 
in an overall agency would do away with multiple and some- 
times overlapping and conflicting jurisdictions now operating 
over various parts of the transportation plant in the area. These 
many agencies, he points out, now interpose insurmountable 
barriers to unification and coordination because each is man- 
dated to work for the advancement of the particular agency 
for which it was created. Thus, the existing port and dock 
agencies are concerned solely with waterfront, canal, and river 
navigation problems; the city board of public works is con- 
cerned with streets and highways; the sanitary district is con- 
cerned also with canals as impinging on its sewage disposal, 
etc. He sees the creation of a single port-terminal authority as 
superseding all those agencies in matters affecting both pas- 
senger and freight transportation. 


His present job, in connection with the Chicago subway, 
he says, has made it plain to him that there can be no divorce- 
ment of rail, highway, and air transportation as it interlocks 
with local passenger transportation. The same holds true, he 
thinks, with freight transportation, in a more acute degree, 
because of the fact that the more-or-less haphazard growth of 
highway transportation in the area has resulted in the building 
of numerous highway freight depots necessitating expensive 
interchange of freight and resulting in highway and street con- 
gestion that is rapidly approaching chaos. As to water trans- 
portation, he points out that the city’s best facility—the great. 
municipal pier, known as Navy Pier and now operated by the 
U. S. Navy as a training school—does not even have rail con- 
nections. 


There is some feeling, he points out, that the Calumet area 
in northwestern Indiana should be included in the district over 
which the Chicago metropolitan port-terminal authority ought 
to have jurisdiction. He, himself, is inclined to think that that 
ought to be done. The chief difference would be that an author- 
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ity operating solely in the state of Illinois would require action 
only by the Illinois legislature, whereas, one covering areas in 
both states would require joint action by the legislatures of 
Illinois and Indiana. The difficulty, as he sees it, is not insur- 
mountable, though he admits that he is not concerned with the 
political aspects of the proposal. He is convinced that, should 
statutory sanction for the creation of the authority be forth- 
coming, it could be kept well out of the realm of politics, as it 
has been in New York and other areas, even though the ap- 
pointments must of necessity be political. He has been assured 
by Mayor Kelly, he says, that he considers the project of so 
great importance to the city that he would have not the slight- 
est interest in by whom or the manner in which the appoint- 
ments to the authority might be specified in the law. 

Mr. D’Esposito is not yet ready to say when his report 
and recommendations will be ready to present to the mayor. 
Meanwhile, he says he hopes the matter will be the subject of 
discussion by private and public groups so that, if and when 
the time comes to seek the necessary legislation, the legislature 
may have behind it an informed body of public opinion favor- 
ing the project. 
































































































































N. Y¥. UNION TRUCK TERMINAL 


Vincent M. Body, truck transport analyst for the Port 
of New York Authority, at a meeting of the New York Truck- 
men’s Business Club October 16, described the manner in 
which the proposed new Union truck terminal, to be built 
by the authority in downtown New York, will operate. He 
said the 1000-foot-long terminal would have 144 bays which 
would be rented out to truck operators. Freight would be 
loaded, unloaded consolidated and interchanged over the plat- 
form, thus eliminating many cross-town hauls from and to 
individual terminals, he said. Truckers who rented space would 
be able to supervise operations from a dispatchers’ gallery. 
The terminal, he added, would be equipped with mechanical 
conveyors, heavy-duty electrical cranes and other labor saving, 
freight-handling devices. There will be a special platform at 
which shippers may deliver their freight and consignees pick 
up shipments, he said. He predicted that, eventually, there 
would be a series of such terminals in New York and New 
Jersey, and that the plan would be adopted in other cities. 






















































































CONTROL OF EXPORTS AND IMPORTS 


S. H. Lebensburger, director of the requirements and sup- 
plies branch of the Foreign Economic Administration’s Bureau 
of Supplies, has issued current export bulletin No. 200, con- 
taining, among other things, information concerning require- 
ments for consideration of export applications to former pro- 
gram license destinations, modification of the blanket license 
procedure, export of automotive replacement engines, and com- 
mercial export of motor gasoline or motor fuel. 

The Foreign Economic Administration has announced, 
jointly with the Department of State and the British Supply 
Council, the “formal termination” of the Combined Agency for 
Middle East Supplies, established by and operated under the 
jurisdiction of American and British authorities in Washington. 
The licensing of exports and issuance of shipping documents 
for middle eastern destinations, according to the announcement, 
were assumed as of October 1 by the Foreign Economic Admin- 
istration. The announcement included the following: 




























































































Export licenses and shipping authorizations will be granted as 
before only after a valid import license has been secured in the middle 
east country of destination and approved by the Middle East Supply 
Centre, an Anglo-American agency in Cairo whose American member- 
ship is provided by both the Department of State and the Foreign 
Economic Administration. 

The principal American representative in the Middle East Supply 
Centre is James M. Landis, American director of economic operations 
in the middle east, who has recently left for Cairo after several weeks 
of consultation in Washington. 



























































USE OF HIGHWAY FUNDS IN MAINE 


Commenting on the ratification by Maine voters of a con- 
stitutional amendment guaranteeing that all automotive tax 
funds shall be used exclusively for road purposes, the National 
Highway Users Conference says that Maine is the fifteenth 
state to adopt such an amendment, dedicating automotive taxes 
to highways. States with such amendments, according to the 
N. H. U. C., now include California, Colorado, Idaho, Iowa, 
Kansas, Michigan, Minnesota, Missouri, Nevada, New Hamp- 
shire, North Dakota, Oregon, South Dakota and West Virginia. 

“In five additional states, Connecticut, Kentucky, Nebraska, 
Pennsylvania and Washington, action has been initiated to sub- 
mit similar constitutional amendments to the electorate,” says 
the conference. “At the coming general elections on November 
7, the people of two of these states—Nebraska and Washington 
—will ballot on anti-diversion amendments. . . . Citizens of 
Kentucky will vote on a similar amendment in 1945.” 
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A. T. A. “Convention in Print’ 


Economies effected by trucking managements to keep their 
vehicles on the move seemed to have reached the point where 
further belt-tightening might prove to be impractical, and the 
alternative would have to be increased revenues to offset costs 
that could not be trimmed further, said Ted V. Rodgers, pres- 
ident of the American Trucking Associations, Inc., in a state- 
ment published in the ‘“‘convention-in-print” issue, October 16, 
of the weekly publication of the A. T. A. 

Spokesmen for various government agencies interested in 
operations of motor carriers—including Director Johnson, of 
the Office of Defense Transportation, and Chairman Patterson, 
of the Commission—were among the contributors to the “con- 
vention-in-print,” used as a medium of expression in lieu of 
the annual convention of the A. T. A. that was to have been 
held in Cincinnati, O., this month. The A. T. A: executive com- 
mittee, in a meeting in Washington in August, decided to post- 
pone the convention (see Traffic World, Aug. 26, p. 523). 

Mr. Rodgers said that ‘‘probably the greatest help to truck- 
ing would be an upward revision of rail less-than-carload (mer- 
chandise) rates to remove competitive advantages maintained 
by the railroads through levels on such traffic which are below 
out-of-pocket costs.” He prefaced that statement with the 
observation that the railroads had asked the Commission to 
restore the Ex Parte 148 increases, and commented that “inas- 
much as truck rates generally have been on a higher level than 
rail, restoration of the suspended increases doubtless would 
help to check any tendency for freight to move on the currently 
lower rail rates.” 

He asserted that, once more, a year had rolled by with 
trucks transporting record tonnage, adding that it might be 
conservatively estimated that volume of motor freight moved 
in 1944 at least equal “the peak set in 1943, which in turn 
represented a record over 1941 and 1942.” However, he added, 
even though the war outlook was brighter now than a year ago, 
it might not be said that the trucking industry could look for- 
ward to easy going. 


Carriers’ Financial Condition 


“Tt is unfortunate,” he continued, ‘‘that the trucking in- 
dustry will enter the conclusive phase of the war in worse 
financial condition than when it began the giant transportation 
effort. The most recent figures compiled by A. T. A. indicate 
that in August, for instance, 96.9 cents out of every dollar of 
gross revenues collected by motor freight carriers had to be 
used to meet expenses. A year earlier, the ratio of outgo to 
income was 94.9 per cent. Those figures coincide approximately 
with the more comprehensive but less recent figures compiled 
by the Interstate Commerce Commission. They highlight the 
fact that the trucking industry is one field in which war profits 
have been non-existent or negligible. Operators not only have 
been unable to build deferred maintenance funds for postwar 
rehabilitation, but have been forced, indeed, to exercise every 
bit of ingenuity possible to keep their vehicles moving in the 
transportation of essential freight. 

“The answer to the problem of how to better the financial 
status of motor freight haulers as a whole must lie either in a 
cessation of swiftly mounting costs or in rate adjustments, or, 
more to be desired, in a combination or those factors.” 

Mr. Rodgers said that various wartime factors had resulted 
in increases ranging from 25 to 40 per cent and up in the mo- 
tor carriers’ tire bills; that trucking labor costs had risen in 
the war period “‘some 25 to 30 per cent,” with the possibility of 
further upward revision of ‘wage policy” holding a threat for 
the “already hard-pressed trucking lines’; that a shortage of 
efficient personnel, with induction of “the cream of skilled 
help” into the armed forces, resulted inevitably in higher costs; 
that a recent cut in the supply of premium grade gasoline meant 
decreased performance, and, consequently, increased costs, but 
that, “on the new equipment front,” the outlook for motor 
carriers was the best thus far in the war. 


Opposition to Integration 


He said that the trucking industry had vigorously opposed 
what he described as demands of the railroads that they be 
permitted to “operate all forms of transportation through a 
comparatively few giant systems,” because it knew that “dis- 
appearance of individual enterprise would follow a grant to 
the railroads of such monopoly permission.” 

In a recital of A. T. A. activities within the last twelve 
months, he said that the A. T. A. had taken an active part In 
“efforts to obtain from the government a limit on carrier 
liability for high value commodities.” 


O. D. T. Director’s Statement 


Director Johnson said that “since circumstances made it 
necessary for the government to take over the operation of 
some 103 midwest trucking firms,” he, as O. D. T. director, 
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had found himself in the trucking business; that he was becom- 
ing well aware of the “headaches and worries” connected with 
tractor-trailer operations, and that, “as the country’s largest 
trucking operator,” he realized from the experiences he had 
had “the man-sized job being done by the nation’s trucking 
industry.” 
si “The industry has surmounted many difficulties posed by 
serious shortages of equipment, manpower, parts, etc., but the 
present outlook for tires is the most serious of the shortages 
arising out of our war-created stringencies. Reports being re- 
ceived here indicate there are some 7,000 vehicles down for 
lack of tires. Traffic, however, is moving, and there have been 
comparatively few complaints of failure to move essential 
eight.” 
* ~ a discussion of new motor vehicle rationing, Director 
Johnson said that from the beginning of such rationing, on 
March 9, 1942, up to September 1 this year, the O. D. T. allo- 
cation section had received 271,483 applications for new com- 
mercial motor vehicles, of which 203,099, or about 75 per cent, 
had been approved. He said that, although the O. D. T., as 
claimant agency, had presented to the War Production Board 
a new vehicle program calling for 773,000 trucks, and a “‘com- 
mensurate”’ number of trailers, bodies and attachment axles 
for 1945, military demands made it impossible for the W. P. B. 
to approve the program as presented. Scheduled for production 
in the first half of 1945, he said, were 13,000 trailers and 133,410 
trucks, the latter figure comprising 20,000 light, 80,000 medium, 
6,732 light heavy, and 6,678 heavy-heavy trucks. _ 
“Because of the manpower situation and the critical short- 
age of some components, principally castings,” he said, “it is 
not likely that more than 80 per cent of the truck and trailer 
program scheduled for 1944 will be completed. The program 
approved calls for the construction of 29,000 trailers, 60,000 
bodies, 5,500 attachment axles and 101,000 trucks, divided as 
follows: medium, 73,500; light héavy, 19,000, and heavy-heavy, 
8,500.” 


Tonnage Increase 


He said that in the first quarter of 1944, intercity motor 
common carriers transported 29 per cent more tonnage with 
about 7 per cent less highway mileage than was transported 
in the corresponding period of 1943 with a comparable amount 
of equipment. O. D. T. maintenance specialists, he said, had 
organized nearly 700 local maintenance advisory committees. 
He added that classes set up in cooperation with local voca- 
tional schools and the Office of Education were now providing 
instructions in motor maintenance and repairs to between 5,000 
and 6,000 persons a month in over 200 communities. 


Regulation Called Beneficial 


Chairman Patterson, of the Commission, averred that the 
fact that the trucking industry had come under federal regu- 
lation several years before the war had made the industry 
“more of a war asset.” 

“The great upswing of traffic has temporarily abated the 
competitive zeal which contributed to the passage of the motor 
carrier act, 1935,” he said, “but the industry would have been 
in a less strong and less secure position when the call came 
if regulation had not defined operating rights, brought about 
and required the observance of established rates, provided 
means of handling rate adjustments in an orderly manner, and 
given greater assurance of responsible and safe operations. 

“The basic pre-war pattern and objectives of regulation 
have been reasonably maintained, but special adjustments have 
been made as the need has arisen. Perhaps the most unusual 
of these adjustments has been the granting, without hearing, 
of approximately 11,000 temporary authorities since Decem- 
ber 1, 1941. We have enabled last-minute movements to catch 
aconvoy; production lines have been kept going with materials 
brought in by hurried-up truck deliveries; ordnance has been 
tushed from factories to proving grounds and back to fac- 
tories standing ready to go ahead with production. 

“Credit for these vital contributions is largely due the 
carriers and their employes, but the Commission’s part has 
been an important one. Our field and Washington offices, with 
their knowledge of available services, have brought government 
shipping officers and carriers together in a great variety of 
circumstances, and aided in other ways in securing the neces- 
sary expeditious movement. Of the 11,000 temporary author- 
ities, about 3,500 permit the furnishing of service which will 

needed as long as war conditions continue. Under the second 
war powers act, these will expire at the end of this year.” 


Temporary Authorities 


Chairman Patterson said that nearly 1,800 carriers had 
obtained permission to suspend operations and that, since about 
the beginning of 1942 the Commission had received about 4,500 
applications for new operating rights and about 5,000 applica- 
tions for authority. to acquire existing operations. He said 
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those applications had been handled with a minimum of delay, 
and that motor carrier “grandfather” cases had been reduced 
to only 215. Continuing, he said, in part: 


We have suspended the minimum rate orders that had been made 
necessary by unfavorable conditions within the industry and have made 
or permitted upward adjustments of the level of rates in several regions 
and of specific rates, insofar as such increases seemed necessary and 
appropriate. Much assistance has been given the Office of Price Admin- 
istration. . . . Basic cost-finding activities in the motor carrier field... 
have been going forward. ... 

At this moment, the accounting incident to the taking over of 103 
operations in the middle west is being handled by men assigned from 
our Bureau of Motor Carriers. . . . The accounting and statistical reports 
filed with us by Class I carriers have been an important means of 
keeping not only ourselves but the several war agencies informed as to 
trends in the operations and conditions of motor carriers. ... 

The approach of victory makes it possible for the industry to give 
increased attention to the problems of rehabilitation which face it. We 
have every confidence that these problems will be dealt with vigorously 
and successfully. The Commission stands ready to do whatever it can 
under its powers to assist the carriers in these problems. 


Statement by Williamson 


Brigadier General W. J. Williamson, chief, traffic control 
division, Office of the Chief of Transportation, Army Service 
Forces, said, in a statement prepared by him, that from Janu- 
ary, 1941, to August, 1944, motor carriers had handled 17,000,000 
tons of government freight moving on about 5,000,000 bills of 
lading issued by the War Department. On the basis of ten 
tons to a truckload, he said, these figures represented an aver- 
age of 38,000 truckloads a month. 

General Williamson said many carriers had found ways 
of making their equipment more adaptable to the movement 
of special types of material, some having constructed special 
racks to transport bomb bodies and heavy artillery shells with- 
out the necessity of crating or blocking and bracing; that 
former automobile transporters had converted their equip- 
ment or adopted specially designed equipment for transporta- 
tion of complete airplane wings, fuselages or fuselage sections; 
that trucks formerly used to haul passenger cars now hauled 
nine “jeeps” each, where formerly they hauled only five “jeeps”; 
and that auto transporters had organized a drive-away service 
to drive large-size trucks of the army. 


“The war time task being performed by the trucking in- 
dustry,” said General Williamson, “which will be continued 
until final victory, is well-established proof that a much more 
efficient and practical system of. motor carrier transportation 


will be presented to a peacetime shipping public than existed 
in the pre-war period.” 


Spokesman for Navy 


Commander F. C. Toal, in charge of the transportation 
division of the Navy Department’s Bureau of Supplies and 
Accounts, said in an article in the “convention-in-print” issue 
that, although the navy operated “a great many” motor trucks, 
its policy had been to refrain from long-distance over-the-road 
operations except in cases where adequate commercial service 
was not available. He said the motor carrier section of the 
transportation division headed by him was staffed with officers 
and men drawn from the trucking industry. There had been, 
“by and large,” no serious rate difficulties for the navy in 
connection with motor carriers, he said. He said the tracing 
of small shipments had at times been “a bit difficult” but 
could never be called a major problem. The Bureau of Sup- 
plies and Accounts had tried to distribute its traffic equitably 
among motor carriers in a position to compete for the services 
required, he said. 

Freight Claims Handling 

I. W. Whitaker, chairman of the National Industrial Traf- 
fic League’s subcommittee on freight claims and prevention, in 
an article he had written, said that shippers and receivers of 
freight who used motor common carriers were alarmed at the 
condition of their claim accounts generally; that suggestions 
for remedying the situation fell into three classes—education, 
persuasion, and compulsion; that compulsion was “never too 
satisfactory”; that shippers and receivers of freight sought only 
“reasonable treatment” when they filed claims; that such treat- 
ment could be accorded by (1) prompt acknowledgement of 
receipt of claims showing the carrier’s claim number, (2) pay- 
ment of just claims or declination of unjust claims, with full 
particulars, within 60 days of the date of filing, and (3) prompt 
notice, with full particulars, in.cases of incomplete substantiat- 
ing evidence or delay in completing investigation. 

He said that all trucking operators were not members of 
trucking associations; that the A. T. A. claim section could not 
dictate policies or procedures, even to A. T. A. members, and 
that, consequently, decisions reached in their discussions with 
shippers were only as effective as the individual truck oper- 
ators made them, by adopting them and pursuing them. 












































1056 


“Common carrier trucks,” he said, “have a place in our 
country’s transportation system. They can and must fill that 
place to the satisfaction of the shipping public. That place can 
never satisfactorily be filled by unreliability. If the present 
truck operators desire to survive in that capacity, they must 
establish their responsibility in the matter of claims. They 
éan do this only by proper action, taken individually.” 

Charles McD. Gillan, of the A. T. A. freight claim section, 
discussed efforts of the A. T. A. to “correct poor claims han- 
dling practices among motor carriers” and added that “despite 
the excellent start that has been made, much remains to be 
done in the way of improving the claims picture.” He called 
attention to the uniform “Motor Carrier Freight Claim Rules” 
published by the A. T. A. claim section. In the last year, he 
said, much assistance had been given by that section to the 
War and Navy Departments in the matter of “over-unidentified”’ 
freight reporting. Both departments, he said, had asked that 
motor carriers report, through the A. T. A., all freight on their 
platforms that seemed to belong to the armed forces but that 
could not be identified with revenue billing. Many thousands 
of dollars’ worth of freight had thus been “discovered,” he said. 
He stated that field reports indicated that motor carriers were 
enthusiastic over the cash savings effected through recovery 
of astray freight in astray freight reporting programs spon- 
sored by state and regional trucking associations. 

“Some of the best minds in the trucking industry are being 
enlisted in the claims prevention work,” he said, “and more 
will be heard concerning this work as the committee pushes 
toward its objectives.” 


Truck Accidents 


G. R. Wellington, chief of the safety section of the Com- 
mission’s Bureau of Motor Carriers, reported that the first 
eight months of 1944 the number of reported motor carrier 
accidents had increased 1 per cent over those reported for the 
first eight months of 1943. His statement included the fol- 
lowing: 


In contrast with the full year of 1943, which showed ‘a decrease of 
6 per cent in fatalities over 1942 and an increase of but 4 per cent in 
other personal injuries, however, the first eight months of 1944 reveal 
an increase in fatalities of 18 per cent and an increase of 27 per cent 
in injuries. Part of the increase in injuries may be accounted for by 
one accident which involved injuries to 1,000 persons. Property damage 
for the period stated increased 18 per cent... . 

From incomplete reporting, the mechanical defect accidents for the 
first six months of 1944 showed a decrease of about 6 per cent from 
the number of such accidents reported in the same period of 1943, 
while for the year 1943 there was an increase in this type of accident 
of about 43 over 1942. . . . For the first six months of 1944 brake acci- 
dents have decreased about 20 per cent from the first six months of 
1943, while accidents caused directly or indirectly by engine defects 
or failures have increased about 12 per cent. Tire accidents occurred 
about as frequently in the six-month period in 1944 as in the same 
period in 1943. ... 

The trend in accidents resulting from drivers falling asleep at the 
wheel is definitely downward in 1944. . . . A comparison of the first 
six months of 1944 with the similar period of 1943 reveals a drop of 
51 per cent in the number of such accidents reported to the Commission. 

The curtailed facilities of the section of safety have not permitted 
the formulating of a number of studies of the accident data deemed 
desirable and have not permitted at all work on the determination of 
causes and responsibilities for such accidents. . . . While the number 
of accidents reported has not risen, the severity, both as regards fatal- 
ities and injuries per accident and dollar damage per accident, has 
increased. ... 


Other contributors to the “convention-in-print” issue were: 
John H. Middlekamp, chief of the War Production Board’s 
automotive division; W. J. Cumming, chief of the O. D. T. 
vehicle maintenance section; J. F. Clark, director of the rubber 
bureau of the W. P. B.; R. J. McBride, general manager of the 
Regular Common Carrier Conference of the A. T. A.; J. F. 
Rowan, acting executive secretary of the A. T. A. Household 
Goods Carriers Conference; Vee H. Kennedy, secretary of the 
A. T. A. Contract Carrier Conference; Frank H. Floyd, Jr., 
executive secretary, A. T. A. Local Cartage National Confer- 
ence; E. F. MacMillan, manager of the A. T. A. traffic service 
department; Fred B. Lautzenhizer, consulting engineer, truck 
division, International Harvester Co.; B. B. Bachman, vice 
president, engineering, Autocar Co. ‘ 


Shortage of Labor 


The most perplexing difficulty that faced the truck manu- 
facturing industry in 1944, Mr. Middlekamp said, was a short- 
age of labor in the foundries supplying grey iron and malleable 
castings. However, he said, it now seemed probable that be- 
tween 92 and 96 per cent of the 1944 production goal of 810,000 
automotive vehicles (including those for the armed services) 
could be achieved. He said that army specifications necessarily 
required 6 x 6, 6 x 4 or 4 x 4 wheel drive vehicles, “so that when 
we discuss any one military vehicle we are, in effect, discussing 
the equivalent of two or three civilian vehicles. Production of 


TRAFFIC WORLD 





Octol 





new commercial trucks in 1945 would be at least double the 
quantity produced for civilian use in 1944, he said, adding that, 
at first glance, military requirements now being crystallized 
for the second half of 1945 indicated that they would be slightly 
less than those for the first half of 1945. This, he said, would 
permit a year’s production in excess of double the total 1944 
production of about 120,000 commercial vehicles, “barring un- 
predictable military demands.” 

Mr. Cumming said that even though the demand for motor 
vehicle parts was greater at present than ever before in the 
history of the industry, and even though many items were 
critically short so that production facilities had to be “juggled” 
constantly to meet the shortages, it was likely that the flow 
of replacement parts to the trucking industry would take care 
of the industry’s requirements in the coming year. He urged 
truck owners to make use of the parts expediting facilities of 
the local O. D. T. district maintenance specialists. 


Tire Outlook 


Mr. Clark, to whom the direction of the synthetic rubber 
production program was assigned after the resignation of Brad- 
ley Dewey as rubber director, said that there would be “g 
short position in truck tires for several months to come” and 
that there was “real danger of over-optimism.” 

“We are neither optimistic nor pessimistic as we view 
prospects for the next six months,” he said. “With the con- 
tinued cooperation of truck and bus operators we feel confident 
that our transport system will carry through without serious 
interruption.” 

Mr. Kennedy, in the report of the A. T. A. Contract Carrier 
Conference, said the executive committee of that conference 
had submitted to the executive committee of the A. T. A. a 
recommendation that the wording of sections 304(b) and 309(b) 
of part II of the act be changed “in order to make it definite 
and certain that the Commission is to establish the classifica- 
tions of carriers upon the basis of the type of service rendered 
and not upon the basis of the types of shippers served.” He 
said the A. T. A. committee had appointed a subcommittee to 
report back on the subject. 


“Size and Weight” Proposal 


Mr. Lautzenhiser, in a discussion of motor vehicle size and 
weight “codes,” submitted the following “minimum-maximum 
range” that, he said, was suggested as “fa composite of the 
present thinking with regard to desirable vehicle size-length- 
weight standards, as evidenced in recommendations advanced 
by the Society of Automotive Engineers, the American Truck- 
ing Associations and the National Interregional Highways Com- 
mittee: 

Width, over fenders, 102 inches; width over body, 96 inches, 
height, 13% feet; over-all length, single unit, 35 feet; over-all length, 
tractor and semi-trailer, 50 feet; over-all length, other combinations, 
65 feet; gross axle load, high pressure and extra ply balloon tires, 
on streets 22,500 pounds, on highways 18,000 pounds, on roads 16,000 
pounds; gross axle load, low pressure balloon tires, on streets 26,000 
pounds, on highways 20,000 pounds, on roads 18,000 pounds; gross 
vehicle or gross combination weight, sum of permissible axle grosses. 


Mr. Bachman said that the high volume of truck loadings 
in the war emergency emphasized “the need for still larger, 
stronger trucks to fill motor freight transportation requirements 
of the future, promptly and economically.” He predicted that 
all manufacturers would consider the use of new light-weight 
materials in truck production. A slight increase of legal over- 
all truck-tractor widths at the rear axle was considered desir- 
able, he said. He stated that there were indications that, to 
provide efficient utilization of 100 octane gasoline, superchargers 
would have to be installed, but he thought that widespread use 
of this higher-cost motor fuel might not materialize for several 
years. 

Secretary Frances Perkins, of the Department of Labor, 
after stating that the trucking industry could “take a well- 
earned bow” for its role in the war, discussed peacetime em- 
ployment proposals, and, in that connection, advocated a return 
= “the standard 40-hour week provided in the wage and hour 
aw.” 

A report on legislative matters affecting the trucking in- 
dustry was made by Roland Rice, general counsel of the A. T. 
A., and a discussion of transportation tax exemptions with 
respect to truck traffic was submitted by Harry E. Boot, of 
the A. T. A. legal staff. 


D. P. C. MOTOR EQUIPMENT CONTRACT 


Secretary Jones, of the Department of Commerce, has an- 
nounced that the Defense Plant Corporation, R. F. C. sub- 
sidiary, has authorized execution of a contract with English 
Freight Co., Dallas, Tex., to provide automobile equipment, at 
a cost of approximately $25,000 for operation in Texas and 
Oklahoma. English Freight Co. would operate the facilities, 
with title remaining in D. P. C., said he. 
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National Advisory Boards 


Annual Meeting at Chicago Adopts Resolutions on Land Grant Rate Repeal, Equipment Purchases 


Director Johnson, of the 
Office of Defense Trans- 
portation, in an unsched- 
uled appearance at the 
annual meeting of the Na- 
tional Association of Ship- 
pers’ Advisory Boards, at 
the Stevens Hotel, Chi- 
cago, October 18, told 
those in attendance that 
he was disgusted with and 
angry at the way his urg- 
ings to the public to avoid 
unnecessary travel were 
being ignored. He had 
just shouldered his way 
through .the packed lobby 
of the hotel to the bulletin 
board, he said, and had 
discovered that there were 
that day “more conven- 
tions going on in this ho- 
tel than there ought to be 
in the whole of America.” 
It seemed, he added, as 
though: his frequent pleas 
had had no more effect 
on individuals and organ- 
izations than “sounding 
brass and tinkling cym- 
bals.” He said he wished he could have brought those re- 
sponsible for those conventions and meetings into the room 
to see how the National Association of Shippers’ Advisory 
Boards was conducting itself. Here, he said, was an organiza- 
tion whose deliberations and actions were of “immediate bene- 
fit in solving the difficult wartime transportation problem,” that 
managed to get along with a handful of delegates in a small 
room. Whatever he had said about conventions and meetings 
generally, he said, he had always held that the meetings of the 
regional advisory boards were necessary. 

Referring ‘to an earlier report, in which the setting up by 
the association of a post-war planning committee was recom- 
mended, he said he differed with such ideas at the present time. 
He was in favor of amending Washington’s admonition: “In 
time of peace prepare for war,” by adding: “In time of war, 
wage war,” he said. Every moment, every action and every 
thought ought now be bent toward the waging of this war to 
a successful conclusion, he said, and the peace planning left for 
the arrival of peace. He spoke of a statement made W. C. 
Kendall, chairman of the car service division, Association of 
American Railroads, to the effect that freight cars were actually 
in trains but 16 per cent of the time, and said that the relatively 
small percentage of- time in which freight cars were “using 
their wheels” afforded a splendid opportunity for improvement 
by railroads and shippers. He closed with praise for the ship- 
pers’ advisory boards, saying that they had been “a great com- 
fort to the O.D.T. and the I.C.C.”” Both those bodies were eager 
to receive the advice and help of the boards, he said, and “for a 
wonder,’ both were prone to accept that advice and help. 

Director Johnson was in Chicago on a tour of inspection 
of his regional offices. Asked, after his talk, whether his ex- 
pressions of disapproval at the inattention of the public to his 
pleas for reductions in unnecessary travel meant that he was 
considering issuing orders in the matter, he said only that, if 
he had had any such ideas in the back of his head, his morn- 
ing’s experience would have strengthened them. 


Resolutions 


Only forty were registered at the meeting, of which ten 
Were from Chicago. All thirteen of the regional shippers’ 
wards were represented, however. The work of the day was 
Ctystalized in four resolutions, adopted near the close of the 
Meeting, on the recommendation of the resolutions committee, 
H. J. Coudelock, Trans-Missouri-Kansas board, chairman. The 
first was in response to a demand that the association restate 
its position in favor of the complete repeal of land-grant rates. 
It pointed to the fact that the Boren bill had been passed by 
the House “by a large and almost unanimous vote” and that 
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it was at present in the hands of a Senate subcommittee, and 
put the association on record as urging the subcommittee ‘to 
give the matter prompt attention and to return the bill at the 
earliest possible date for action by the present Congress.” 
Copies of the resolution were ordered sent to members of the 
subcommittee. ‘ 

The second resolution pointed out that “the capacity of car 
builders is almost entirely open for the last half of 1945” and 
that shippers and receivers were faced with “a serious shortage 
of cars” while car builders were “receiving inquiries from for- 
eign countries for a considerable quantity of this equipment.” 
It “importuned” the carriers to “give consideration in placing 
orders immediately for such essential equipment with the car 
builders to insure that cars sufficient for the needs of our own 
country be built before the capacity of car builders is booked 
with foreign countries.” 

Other resolutions “recognized and applauded” the work of 
the regional boards’ car efficiency committees as having aided 
materially in the war effort, and called on the shipping public 
and the government to “intensify their cooperation with these 
committees, with the carriers and with the advisory boards in 
continuing efforts to promote and increase to the utmost the 
efficient use of all equipment,” and extended the thanks of the 
association to the individual members of the national contact 
committee of the association “for the conscientious efforts on 
our behalf and for their sacrifice of time, money and energy for 
the benefit of the nation.” 

Reporting for a special committee on freight loss and dam- 
age prevention, Wallace Green, chairman, Southwest board, 
presented a resolution calling for the-observance of a Perfect 
Shipping Month in April, 1945. The resolution recommended 
that the national management committee for the observance 
“give serious consideration to plans for year-round claim pre- 
vention activity; that regional boards that have not already 
done so “immediately activate their claim prevention commit- 
tees”; that the executives of the A. A. R. send a letter to the 
chief executives of individual railroads ‘stressing the importance 
of the claim prevention work of the boards and urging their 
individual cooperation through attendance at meetings”; that 
the general chairman of each board also write to the head of 
each railroad in his territory stressing the importance of “closer 
cooperation on the part of the freight claim agents and claim 
prevention officers”; that boards avail themselves of the coop- 
eration of local freight agents’ associations through joint local 
meetings and also seek the cooperation of local representatives 
of the Railway Express Agency and local freight forwarders; 
that the A. A. R., the freight claim division and the individual 
railroads take action to increase supervision on station plat- 
forms of merchandise not in proper condition for shipment, 
“possibly through the various weighing and inspection bureaus,” 
and that regional boards realize that “claim prevention is an 
inter-board problem and must be considered by all boards as 
such and should be covered by some uniformity of plan and 
purpose.” 

All of the resolutions were adopted unanimously. 


Officers Elected 


The nominations committee, C. H. Vayo, Atlantic States 
board, chairman, reported that G. H. Shafer, president of the 
association for two years, had declined a proposal to nominate 
him for a third term, and that W. H. Day, New England Board, 
first vice-president, had also refused to permit himself to be 
nominated for the presidency. It put forward the name of C. J. 
Goodyear, traffic manager, Philadelphia and Reading Coal and 
Iron Company, Philadelphia, for president; Carl Giessow, di- 
rector, traffic bureau, St. Louis Chamber of Commerce, for first 
vice-president; Joseph P. Gudger, traffic manager, Gulf Oil Cor- 
poration, Houston, Texas, for second vice-president, and W. B. 
Shepherd, assistant general traffic manager, Aluminum Com- 
pany of America, Pittsburgh, Pa., for secretary. Those nomi- 
nated were elected unanimously. 


President’s Address 


In opening the meeting, President Shafer spoke of the past 
record of the advisory boards. They had proved their value in a 
time of great national emergency, he said, continuing: 


There is no doubt whatever in my mind that the very existence 
of the boards and their co-operation with the railroads through the 
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Car Service Division of the Association of American Railroads, prevented 
the government from taking over and operating the railroads in this 
-war. This closely-knit program for handling the transportation require- 
ments for both war and domestic commerce gave no pretext or excuse 
for effective public appeals on the part of those who would use the war 
to extend the socialistic controls of government. 

And, the forecasts of anticipated business conditions in various areas 
of the country, the estimates of transportation requirements projected 
far ahead of actual need, have become a most reliable guide to economic 
trends. They are accepted as such by leadership both within and outside 
government circles. 

Thus, in summary, we may balance the books of over twenty years 
of advisory board performance by concluding that these organizations 
have discharged the responsibilities imposed upon them to a degree 
unexcelled by any other forum of public relations in America. 


The future, he continued, was “fraught with anxiety and 
uncertainty,” because transportation had to be maintained at 
high efficiency to maintain private ownership and operation at 
a time when the trend of national policy was ‘“‘operating directly 
to the contrary.” The existing economic position of transporta- 
tion and “conflicting policies of regulation” offered “a made- 
to-order pattern for government ownership as soon as earnings 
derived from the war and rehabilitation traffic dwindle to a 
normal peace time basis,’ he said, and the advisory boards 
could not, therefore, continue ‘‘to ignore the larger aspects of 
this paramount issue.” On top of the conflicting fabric of legis- 
lation, he said, had recently been placed the “sweeping indict- 
ment of the railroads under the Sherman antitrust act.” If the 
Department of Justice were to prevail in that suit, he said, con- 
cerning the merits of which he said he “made no comment,” 
the A. A. R. would be dissolved and the car service division dis- 
appear, leaving the advisory boards no medium through which 
they could “implement their programs.” In addition, he said, 
“powerful forces” were seeking to use transportation and com- 
munications as “instruments” in their attempt to “destroy the 
American system of free enterprise.” 

_ In view of all this, he said, he recommended that the ad- 
visory boards “reconsider the scope of their objectives and their 
functions” so as to “give greater emphasis to basic policy ques- 
tions and their corollary issues,” and to take “an active part 
in the determination of national transportation policy.” Con- 
tinuing along that line, he said: 


I would exclude rate matters from _the boards’ jurisdiction. They 
are not a part of such a relationship. Rate and tariff questions consti- 
tute a sphere which is free ground for controversy not-only between 
carriers and shippers but between shippers themselves. ‘-The. machinery 
is already available for extensive voluntary consideration of such matters. 

But, on fundamental issues of. broad public policy, there should be 
no disagreement between public groups. Where the national interests 
of the whole country are primary, the regional boards, because of their 
widespread and diversified membership, are the best forums through 
which to arrive at understandings by democratic processes and to trans- 
late their opinions into constructive action by their elected representa- 
tives in Congress. a 

Not only should the activities of the regional boards lay more stress 
upon national policy and legislative questions, but, in my opinion, .the 
time has arrived when some thought should be given to a change in 
their areas of jurisdiction.. The territories assigned to. some of the 
boards may well be altogether too large. Moreover, in the areas of 
greatest density of production, too few of the differént elements of 
public interest are actively represented. 

The composition of the advisory boards should be surveyed with 
the view of including in the membership committee leaders of agricul- 
ture, industry, and finance. 

The boards should no longer confine its contacts with the Associa- 
tion of American Railroads so exclusively to one division; a more 
appropriate relationship is advisable if they are to effectively deal with 
policy questions. We must be prepared to carry on in the event the 
Attorney General is successful in his efforts to dissolve the Association 
of American Railroads. 

Once the opinion of shippers and their associate body of citizens is 
resolved in any regional board area, our elected representatives in 
Congress should be urged, in no uncertain terms, to carry out the will 
of their constituents. Obviously, the opinions of leaders in all com- 
munities on transportation issues can only be as sound and constructive 
as the information which is available to them. The boards must find 
a way to acquaint the body politics in this country with the facts of 
major transportation problems if we expect intelligent consideration by 
Congress. The boards should not be content to act as an instrument 
for coping with emergencies. In the future, their functions should be 
preventive in character as well. 


Board of Directors’ Report 


Reporting as national secretary, Mr. Goodyear said -that 
attendance at regional board meetings had increased on the 
average in 1944 over 1943, that the membership, now in the 
neighborhood of 23,000, had increased by 2678 in the year, and 
that their forecasts of carloadings continued to be ‘remarkably 
accurate.” 

He referred to the resurgence of pressure for the construc- 
tion of the St. Lawrence seaway as “an emergency measure for 
peace,” after it had failed as a “‘chimerical’’ war prcject, and 
said the majority of the regional boards had adopted formal 
resolutions in opposition. 





TRAFFIC WORLD 


“The late unlamented Board of Investigation and Research, 
which, during its life, worked and made recommendations on 
every transportation topic except those which were particularly 
committee by Congress to its attention, passed out of existence 
last month,” said he. “Most of the regional boards took action 
opposing its continuation.” 

He outlined a number of particular regional board projects, 
such as promoting matching bureaus for over and astray freight; 
the publishing of merchandise car schedules; the marking of 
less-carload shipments if iron and steel and the use of photo. 
graphs in demonstrating the need for cleaning of cars by con- 
signees. 

Reporting for the board of directors of the association, 
which had held a meeting on October 17, he said it had been 
determined to restate the association’s position in favor of land- 
grant rate repeal. The board also expressed itself in favor of 
revising and broadening the scope of the questionnaire now in 
use in compiling carloading forecasts. It has passed on to the 
resolutions committee its views on railroad equipments needs, 
the report said, and had decided to form a peace-time planning 
committee to work in cooperation with similar committees of 
the regional boards. 

The board had discussed the Department of Justice’s anti- 
trust suit against the railroads, the report said, but had decided 
to take no action on that matter. A proposal to furnish each 
member of each regional board with a certificate of member- 
ship was referred to the car service division. Finally, the report 
said the board had recommended that regional boards take up 
with railroad passenger men in their respective areas the plea 
that reduced fare certificates for attendance at meetings be 
issued on the basis of one coach fare plus one dollar, instead of 
one Pullman fare plus one dollar as at present. It called atten- 
tion to the fact that, in many instances, members of boards 
must now travel by coach and that the existing basis of reduced 
fares was sometimes not sufficient to bring it below the regular 
round-trip coach fare. 

The report was adopted. 


Report on Port Traffic 


Secretary Goodyear also read a report from George C. Ran- 
dall, manager of port traffic, A. A. R. Mr. Randall was unable 
to be present. The report outlined the tremendous increases 
in port rail traffic in the war years and pointed out that, despite 
those increases, no congestion, such as that that had taken 
place in the first world war, had developed at the ports. It also 
pointed out that the volume of commercial freight moving 
through the ports was increasing steadily and that, in_Septem- 
ber, 1944, it was twice as heavy as in September, 1943. Import 
freight was also on the increase it said. 

The report said it was expected that the movement through 
the ports would continue to be very heavy “until the military 
situation changes appreciably.” With the shift of military de- 
mands from Europe to other areas, it added, there would “be 
some corresponding changes in the flow of traffic through the 
ports,” but it was probable that the Atlantic and gulf ports 
would “continue to handle a very appreciable part of the Army 
and Navy volume.” 


National Transportation Conditions 


Mr. Kendall reported on national transportation conditions. 
He quoted figures showing the growth of traffic on the railroads 
in recent years, by carloadings, by ton miles for each train 
mile and by ton miles for each train hour. He discussed the 
equipment situation and said that, while the railroads as a 
whole owned enough cars “to fill all needs that can now be 
foreseen,” there might be shortages in “some categories.” The 
chief need, he said, was for ‘‘a post-war program which will 
have for its goal an ownership available for commerce at sub- 
stantially its present level.” Present wear and tear on equip- 
ment, plus the inability to obtain new equipment in the past 
three years, he said, indicated that such a program would be 
heavy in the years ahead, because there were “sound reasons 
to anticipate that demands for transportation by rail will con- 
tinue at least for a few years at a reasonably high level.” | 

As. to the future, he said other transportation agencies 
would “rise up in due course and demand that portion of traffic 
which properly falls within their sphere.” Some of those 
agencies, he added, would “demand more than their fair share. 
There would be new highways and superhighways, he said, 
coastal and intercoastal shipping would be resumed, and the 
war impetus to air transportation would “broaden the scope 
of the airlines’ “efforts to render public service.” 

“May we, together, share the hope that the sound judgment 
of the American people will find expression in a public policy 
established on the broad ground that there is a place for each 
of these agencies in the transportation field and that each may 
be kept in its proper sphere of influence, supplemental one t0 
another and all on a prosperous basis,” said he. “Such a pro 
gram will require sound thinking together with sincere efforts 
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on the part of all interests to reach conclusions which will 
be uniformly satisfactory. This is not too much to expect. 
Neither is it too much to demand.” 

In this overall progress, he said, the railroads would de- 
velop greater economy of operation and new methods “to pro- 
vide lower costs of transportation.” They would provide “fur- 
ther improvements in service,” and out of their “vast labora- 
tory” of experiment would develop “the railroad of the future 
which will surpass anything we have seen in the past.” 

Such: progressive steps as were represented by general 
orders No. 1 and No. 18 of the O. D. T. would have to be 
retained, he said, adding that they were “soundly conceived 
and ably administered.” Their benefits must not be lost, he 
said. It was admitted, he continued, that general order No. 1 
was “not working to the satisfaction of the public,” but the 
fault lay not in the.order itself but in manpower difficulties at 
present common to all industry.. General order No. 18, he said, 
had meant sacrifices and extra costs to industry, but one could 
“only speculate as to the hundreds or thousands or millions of 
car dayS Which have been conserved by this mandate.” Some 
“fair and equitable means” would have to be found to continue 
its benefits after the O. D. T. had “closed its doors,” he said. 

He said the car service rules had been tested over a long 
period of years and that, while existing conditions had made it 
impossible strictly to enforce them, the time would come when 
shippers would be “importuned to direct platform and ware- 
house forces to cooperate fully with the railroads in seeing that 
all cars are loaded strictly in accordance with the provisions 
of the regulations, all of which are simple in principle and easy 
of understanding.” 

Although the railroads were at present “in the midst of 
greater difficulty in supplying needed cars than at any time in 
the past twenty years,” he said, he was sure that there would 
be “no serious car shortage, though there may be a day or two 
at a time, in practically all parts of the country, when the 
railroads will be unable to furnish shippers with cars when and 
as wanted.” 





















































































Car Efficiency, Committees 





Mr. Giessow, reporting for. the car efficiency committees, 
said that,.as of September 1, 1944, there had been 887 of such 
committees in operation, compared with 490 on the same day 
in 1943. Detention reports, as of the 1944 date, were being 
furnished from 1684 cities, compared with 1149 cities in 1943. 
Non-uniformity in keeping records made impossible an accurate 
report on the number of cars held more than 48 hours by con- 
signees and consignors, he said, but it was apparent that they 
were fewer in number than a year ago. 

“A study of the activities of the car efficiency committees 
over a period of a year carries conviction that, in the face of 
increasing manpower problems, they have successfully met the 
challenge of securing increased car efficiency,” he said. “Car 
detention has definitely decreased to a new low and shipper 
response to committee efforts has been generally very good. 
Notwithstanding the committee efforts, however, there is some 
excess detention, mostly due to conditions beyond the control 
of the detainer. Occasionally some shipper or receiver is found 
who is not disposed to cooperate. ‘When these situations arise, 
embargoes have helped. They have been used, I believe, wher- 
ever their employment promised the desired relief. Usually one 
embargo is enough. A firm experiencing one seldom allows a 
situation to develop which requires another.” 

He outlined the work of the committees in clean unload- 
ing of cars, reducing light weighing and reweighing and in 
Persuading receivers to close car doors after unloading. On 
the latter point, he said, there was still disagreement as to 
whether or not the practice was salutary, not only among ship- 
Pers, but among railroads. He recommended that the associa- 


= take steps to compile authoritative information on the 
subject. 

































The Legislative Situation 






J. Carter Fort, A. A. R. general counsel, reported on trans- 
portation legislation. He said there was a good chance for the 
adoption by the Senate of the Boren land-grant bill, already 
passed by the House, but that it was not yet “at the end of the 
toad.” It must not, he added, “be permitted to die at this 
Stage.” Among the highway bills, he selected for discussion the 
So-called Hayden bill, S.2105, which he said was “grossly un- 
ar,” because it carried a Senate amendment requiring the 
Tailroads to pay fifteen per cent of the cost of highway-railroad 
fossing projects. 

“If Congress is to finance the construction of highways for 
Use by the competitors of the railroad,” said he, “certainly it 
Would seem grossly unfair to require the railroads to make a 
special contribution to the cost of such construction in addition 
0 the contribution which they must make along with all other 
ederal taxpayers.” 

e new railroad social insurance bill, he said “would pro- 
Vide for railroad employes much more generous benefits than 
are received by employes of other industries.” It was, he said, 
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“class legislation,” pointing out that, although it would cost 
the railroads $100,000,000 a year, even that sum would prob- 
ably not be sufficient, so that, “in the end, this additional cost 
would necessarily fall, in large part at least, on the users of rail 
transportation who are themselves subject to much less gen- 
erous social security benefits.” 

The railroads, he said, were opposed to the bill, but “in 
taking this position we do not find it necessary to seek to pre- 
judge any proposals which may be made hereafter with respect 
to social security legislation, which may be properly so de- 
scribed and which has a universal or comprehensive application 
to all persons or all employes.” The point was, he said, that 
there was no “possible justification for setting up a special and 
preferential system of social security for the employes of one 
industry when that system is in no way related to conditions 
peculiar to that industry.” 

He spoke of two bills in Congress affecting the application 
of the antitrust law to the railroads. The first, the Wheeler 
bill, S.1942, contained conditions “so onerous and impracticable 
as to be impossible of compliance,” said he, while the second, 
the Bulwinkle bill, H.R.2720, provided-merely that the confer- 
ence method of rate making should be “in accord with regula- 
tions prescribed by the Commission.” He did not intend te 
discuss the merits of the Départment of Justice’s antitrust com- 
plaint filed at Lincoln, Neb., he said, adding: 


Anyone experienced in transportation matters fully understands that 
a special situation exists with respect to railroads as a result of their 
extensive regulation by the Commission, a creature and agent of Con- 
gress, established for that very purpose, and as a result of other cir- 
cumstances inherent in the nature of railroad operations and in the 
public obligations which must be met by the railroads. 

It is not conceivable that general statutes, such as the antitrust 
laws, will be permitted. to clash with the national transportation policy, 
developed step by step over the years and finally incorporated by Con- 
gress in the interstate commerce act as amended in 1940. 

Whether or not a clarifying amendment to existing law is desirable 
in order.to prevent long-drawn-out, expensive and unsettling litigation, 
if for no other reason, is a question which doubtless will receive the 
painstaking consideration of those who wish to preserve an adequate 


and efficient system of railroads to meet the needs of commerce and 
the requirements of war. 


Cerfainly, it can be taken for. granted that, one way or another, 
it will be made entirely clear that railroad rates are to be controlled, 
as they have been in the long past, by a body of government experts, 
such as the Interstate Commerce Commission, and not by haphazard 
resort to procedures wholly unsuited to that purpose. 


There. were several so-called legislative rate-making bills 
in Congress, he said, and, although up to the present there had 
been little activity on them, the mere fact that they were intro- 
duced “raised a storm of protest from shippers in all sections 
of the country.” There could be no doubt that bitter opposition 
would meet attempts “to substitute direct legislative rate mak- 
ing for the existing time-tested methods,” he said, and the 
general feeling was that “if rates were to be made by counting 
votes, the future would be uncertain. indeed.” 

The railroads were preparing to make several proposals to 
Congress when the internal revenue act came up for revision 
next year, he said. What the railroads wanted was what busi- 
ness in general wanted, “a tax system that will stimulate,- or 
pale yong will not paralyze business and commercial activities,” 
said he. 

Claim Prevention 


E. A. Jack, Allegheny board, general chairman of the na- 
tional management committee for the 1944 Perfect Shipping 
Month, and A. L. Green, special representative, freight claim 
division, A. A. R., spoke on claim prevention activities. Mr. 
Jack said that the 1944 campaign reminded him of the old 
saying that “the operation was a success but the patient died.” 
The campaign had been effective, he said, but freight claims 
were rising just the same, due to special causes, including the 
manpower shortage, the shortage of adequate packing mate- 
rials, the lumber shortage, and more particularly, the “real 
cause,” which was the tendency to blame things on the war— 
the “c’est la guerre” attitude. The matter was especially one 
for individual shippers, he said. 

“When each and every shipper takes the same care and 
precautions against loss or damage to the product he ships that 
he would like his supplier to take regarding the products he has 
purchased from the supplier, we will notice a material reduc- 
tion in loss and damage,” he said. 

Mr. Green said that there were 175 local freight agents’ 
associations that could be enlisted. in the 1945 campaign. He 
said that, although the claim ratio was rising, it was still far 
below that of the years after the first world war. It had not, 
in recent years risen above 75 cents to each $100 of freight 
revenue, he said, whereas in the earlier day it had gone as 
high as $2.95 for each $100. 


Luncheon 


Brig. Gen. Andrew F. McIntyre, chief, rail division, U. S. 
Army transportation corps, spoke briefly at the luncheon. He 
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outlined the functions of his corps and the work at ports of em- 
barkation. Except for ‘‘two flurries” at ports early in 1942, he 
said, there had been no port congestion in this war. 

He personally doubted that there would be a rapid drop 
in freight traffic with the end of the war in Europe, because 
that end would not come “as a calendar date” but would “be 
drawn over a period of several weeks or even longer, during 
which changing conditions will affect our domestic transporta- 
tion picture so that fluctuations in volume may be less violent 
and upsetting than some expect.’’ There were already plans for 
controlling the flow of traffic after the defeat of Germany, he 
said, ‘‘so that the heavy volume of war material may be turned 
away from the ports of embarkation through which it normally 
would pass and be diverted to the transportation corps’ holding 
and reconsignment points or to Army general depots, or to 
Pacific coast ports for movement to the Pacific theatre of war.” 
There was no danger of chaos at that time he said, although 
there would be some cross-hauling, which could not be “com- 
pletely avoided.” The full capacity of the transcontinental rail- 
roads and the Pacific ports would be taxed, he said, but their 
capacity would be augmented by using some Atlantic and gulf 
ports for shipments to the Pacific theatre. 


Radio Programs 


Three radio programs were broadcast from Chicago sta- 
tions in connection with the meeting. The first was over station 
WAIT on the evening of October 15. Participants were Mr. 
Kendall; Robert S. Henry, assistant to the president of the 
A. A. R.; Homer C. King, executive assistant, O. D. T., and 
A. R. Beatty, manager, public relations department, A. A. R. 
The second_was at noon October 17, over station WLS, with 
Brig. Gen. McIntyre; Rear Admiral Everett G. Morsell, district 
supply officer, U. S. Navy; Mr. Shafer and Mr. Beatty, partici- 
pating, and the last at noon on the day of the meeting, over 
station WAAF, with Col. E. C. R. Lasher, deputy chief, traffic 
control division, Army transportation corps; Mr. Day, Mr. Fort 
and Mr. Beatty participating. 


Collectionand Delivery atKansasCity 


Effective October 20, the Office of Defense Transportation 
has issued special order O. D. T.,#-3 to expedite the collection 
and delivery of line-haul shipments in the Kansas City Area. 
The area was defined as meaning the municipalities of Kansas 
City, Mo., Kansas City, Kan., and North Kansas City, Mo., and 
the territory immediately adjacent thereto and commercially a 
part thereof. The order was made applicable only to the collec- 
tion and delivery of property by common carriers in that area, 
incidental to the transportation of property in line-haul service, 
and was made subject to special permits issued by the O. D. T. 
to meet specific needs or exceptional services, or to prevent un- 
due hardship. 

As to collections, the order requires the common carrier to 
make definite arrangements with the shipper as to the time and 
place where the property will be available for collection. It 
prohibits collections except between 8 a. m. and 5 p. m. of the 
first five days of the week, and then only when the order for 
collection is received by the carrier prior to 3 p. m. of such day, 
and except between 8 a. m. and 2 p. m. on Saturday, and when 
the order for collection is received by the carrier prior to 12 noon 
of such Saturday. It requires the shipper to designate the point 
or points at which the property will be available for collection, 
to prepare the property for shipment, including, in respect of 
two. or more shipments, the segregation and separation of such 
shipments to permit of prompt inspection by the carrier, and to 
place the property for collection at the point or points so desig- 
nated, before the time agreed on by the carrier and shipper for 
collection. 

As to deliveries, the order restricts delivery by common 
carriers except between 8 a. m. and 4 p. m. of the first five days 
of the week, and except between 8 a. m. and 12 noon of any 
Saturdays. It requires common carriers, when delivering two 
or more shipments to the consignee at one time to segregate or 
separate such shipments to permit of prompt inspection by the 
consignee. Carriers are forbidden to sore or separate any ship- 
ment as to sizes, brands, flavors, or other characteristics for the 
use of the consignee or to deliver a single shipment, or part 
thereof, to more than one receiving point within the consignee’s 
premises. 

Carriers are required to notify the consignee as to any 
truckload consignment before delivery is attempted so that the 
consignee may make provision for prompt unloading. Collec- 
tions and deliveries are required to be made only at places phys- 
ically accessible to vehicles, and at places customarily used in 
collecting and delivering property at docks or street level. 

The order provides that a carrier may make a prohibited 
collection or delivery while making any collection or delivery 
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not prohibited by the order if the prohibited delivery is made 
without operating the vehicle any additional distance. Collec. 
tion or deliveries begun within the time not prohibited by due 
order may be completed. 


The order exempts shipments of property, the expedited 
movement of which is necessary to the military or naval forces 
of the United States, the Maritime Commission, or the War 
Shipping Administration; shipments of household goods as de- 
fined by general order O. D. T. 43; shipments of medicines or 
other supplies or equipment the expedited movement of which is 
necessary for the protection or preservation of life, health, or 
public safety; shipments of live stock; property requiring spe- 
cial equipment; property requiring the use of mounted tanks; 
property transported in the express service of any common car- 
rier by express subject to part I of the interstate commerce act; 
and shipments of perishable commodities where expedited move- 
ment is necessary to prevent spoilage. 


Common carriers required by law to file tariffs are required 
to file a copy of the order with the appropriate regulatory body 


and to publish tariffs or supplements setting forth any changes 
made necessary by the order. 






















Traffie Club Dinners 


Editor the Traffic World: 
a —" with interest your editorial ‘Traffic Club Dinners,” 
ex, . 

I plead guilty that I have used railroad transportation to 
attend out of town traffic club, shippers board, coal and pur- 
chasing agents’ meetings. 

To deny I enjoyed these meetings would be false. But I 
believe it was an essential part of my business, as a coal 
salesman, that I attend them and I believe others attending, 
including railroad men, did so with the same thought. 

To prove my point, at one out of town traffic meeting I 
met three railroad men, saving me making mileage of about 
700 miles on an important matter. 

At a shippers’ advisory board meeting, I overheard a con- 
versation between a railroad man, who had traveled quite a 
distance to get there, and a shipper which has resulted in 
saving a great deal of previously wasted per diem on hopper 
cars. “ 

There are many things these days which personal contact 
will solve better and quicker than correspondence or phone. 
A group meeting is certainly the place to contact the most 
people personally in shortest time. If I sought rest and relaxa- 
tion, a trade group meeting of any sort would not be my choice. 


Don’t you, therefore, believe it is proper and essential that 
any business man attend any trade group meeting pertinent 
to his business and that by so doing he is not being unpatriotic? 


H. W. Clark. 
Syracuse, N. Y., Oct. 18, 1944. 




































A Travel Puzzle 


(Joe Williams in The New York World-Telegram) 


This is the week the Navy football team travels all the 
way to Atlanta to play Georgia Tech, and by some process of 
reasoning, mystifying to the lay mind, this junket will be in 
no sense present a transportation problem. I mention this be- 
cause on Dec. 2 this same Navy team will play Army in what 
is annually the classic game of the year, and the game will be 
concealed from public view in the Midshipmen’s back yard. 
The reason? To play it elsewhere, say in near-by New York, 
Philadelphia or Baltimore, would impose a fierce strain on 
railroad facilities. At least that’s what they tell you in Wash- 
ington. Of course, it doesn’t make sense, yet it is characteristic 
of the Washington point of view which specializes in contra- 
dictory decisions on one and the same subject. There are some 
who charge there aren’t as many real Americans in Washing- 
ton as there might be, so it is possible that whoever made this 
decision doesn’t know where Atlanta is, or how long it takes 
to get there. 

Army is going to travel, too, but no long trips. The Cadets 
make two appearances here. They play Duke Oct. 28 and 
Notre Dame Nov. 11. Both assignments are loaded with in- 
teresting possibilities. From all appearances Duke will present 
the Cadets with their first realistic test of the season. Saturday 
last the Blue Devils held Navy to a 7-0 score and the Mid- 
shipmen had to go to the air to get their lone touchdown. (BY 
the way, Navy was allowed to go to Baltimore for this game.) 





And, of course, no reservations for members of the team, etc., will 
be made until the day before departure for Atlanta and there will be 
no attendance from out of town at the game!—Editor The Traffic World. 
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October 21, 1944 


0. D. T. Track Line Operation 


The Commission, October 14, made public a letter ad- 
dressed to Chairman Patterson, of the Commission, by Director 
Johnson, of the Office of Defense Transportation, setting forth 
the reasons why he had concluded that the continuance of all- 
freight rates would adversely affect revenues of the midwestern 
truck lines being operated by the O. D. T. under an executive 
order of the President, following a labor dispute when the 
operators refused to give effect to an order of the National 
War Labor Board requiring increased wages to employes of the 
truck lines. The necessary authority has been granted by the 


, Commission, under special permissions, to permit the publica- 


tion, on 15 days’ notice, of the cancellation of the all-freight 
rates by the Central States Motor Freight Bureau, and an ad- 
justment of class rate stops by Middlewest Motor Freight Bu- 
reau (see Traffic World, Oct. 14). 

Director Johnson’s letter follows: 


By executive order of the President of the United States on August 
11, I was instructed to take possession and assume control of and to 
operate, or arrange for the operation of certain motor freight carrier 
transportation systems. The purpose of the executive order is to assure 
the continued operation of these carriers, necessary for the movement 
of materials of war and supplies required for the war effort, or useful 
in connection therewith. 

Pursuant to the authority conferred by the executive order, referred 
to above, on August 11, I appointed Mr. Ellis T. Longenecker as federal 
manager of the motor carrier transportation systems and properties. 
Subject to my direction he is authorized to possess, control and operate 
each of the systems and properties in such manner as may be necessary 
for the successful prosecution of the war and the maintenance of essen- 
tial civilian economy. In order to accomplish the purpose of the execu- 
tive order he is authorized to ask the assistance of such public or private 
agencies as he may designate. The federal manager of motor carrier 
transportation systems and properties has advised me that his investiga- 
tion discloses that many of these operators are in a precarious financial 
condition. He has made and is progressively making improvements in 
operating efficiency of these carriers. I am convinced that if these lines, 
and others not federally operated, are to work their way out of their 
present financial and operating difficulties it will be necessary that they 
be permitted to make increases in certain of their freight rates in order 
to earn additional neeessary operating revenue. 

The federal manager advises me that he and the carriers involved 
do not think that at the present time a horizontal increase is the proper 
solution to this problem, and I am inclined to agree with their position 
in this respect. They believe that a horizontal increase may have ad- 
verse effects in diverting to other forms of transportation traffic which 
is essential to them to conduct their operations. They are convinced, 
after investigation, that individual noncompensatory rates should first 
be adjusted and placed upon a compensatory level in order that the 
traffic covered by those noncompensatory rates shall bear its fair share 
of the costs of transporting all traffic, and that the matter of horizontal 
increases be considered further after, and only after, it shall have been 
determined that such individual adjustments do not increase revenues 
sufficiently to give the necessary relief. 


‘““All-Freight’’ Rates Out 


In accordance with this procedure, I have concluded that the con- 
tinuance of the present rates on ‘‘freight, all kinds,’’ has been having 
and will continue to have an adverse effect upon the carriers’ revenues. 
With the exception of one, the lines operating generally between Chi- 
cago and the Twin Cities and the immediate territory, have concluded 
that these rates should be temporarily discontinued. It is suggested 
that the discontinuance of these rates be made effective for a period 
of one year. 

I am informed that the Central States Motor Freight Bureau, pub- 
lishing agent for these carriers, has filed a petition with your Commis- 
sion seeking permission to discontinue the use of the rates on “‘freight, 
all kinds,’’ as indicated by specific reference to tariff items effective on 
15 days’ notice. Concurrent with this action the bureu is likewise filing 
specific commodity rates on certain traffic which has been moving under 
these ‘‘freight, all kinds,’’ rates. These data are set forth in detail in 
the bureau’s petition. 
_ The Middlewest Motor Freight Bureau, concurrent with these ad- 
justments, is revising Item 200-C of Midwest Motor Freight Tariff No. 
MF I. C. C. 34 to reduce the present minimum rates from Column 45 to 
Column 371% between the same points affected by these changes. The 
effect of these changes is that freight formerly moving at the ‘freight, 
all kinds,”” rates will have available either commodity rates or class 
Yates or exceptions applicable to the freight as described in the tariff 
or classification items. 

In support of this action the federal manager advises me that the 
heed for increased revenue results from a continuing rise in operating 
an which have seriously impaired the financial stability of these 
carriers. 


Causes of Increased Costs 


Some of the causes for the rises in operating costs are as follows: 

(1) The rise in cost, the lessened efficiency, and the scarcity of tires. 

(2) The increase in prices, the lessened efficiency, and the scarcity 
of equipment parts and equipment. 

(3) The critical manpower shortage resulting in lessened efficiency 
of present personnel and accrual of overtime costs. 

(4) The increase in wages of drivers and certain dock personnel in 
the Twin Cities resulting from compliance with the directive order of 
the National War Labor Board, dated February 7, 1944. 

In case of each of the federally operated carriers whose financial 
Condition is such that the continuation of operation is threatened, such 
teps have been, or will be, taken as may be necessary to see that the 


1061 


carrier effects such economies in its business and such adjustments in 
its operations as will place it as nearly as possible on a compensatory 
basis. Allowing for all savings effected under the above changes, the 
financial statements and operating ratios of these carriers still clearly 
indicate that the immediate need for increased revenue exists in order 
to maintain these operations which are supplying transportation essen- 
tial to the successful prosecution of the war. 

The federal manager has had an analysis made of the movement of 
freight under the rates suggested for discontinuance. Exhibit No. 1 
attached (here omitted), indicates the amount of revenues received 
under these rates for each of the federally operated lines, the revenue 
that would accrue if the use of the rates is discontinued, assuming ‘that 
there will be no diversion to other modes of transportation. From this 
analysis it can be seen that the proposal contemplates an increased. reve- 
nue of about $100,000 annually. In this connection, I wish to point out 
that this proposed adjustment is by no means a panacea for the carriers’ 
problems in this territory. It is apparent that further analysis will have 
to be made of other rates with a view to adjustment. 


Operating Ratios 

Exhibit No. 2, attached (here omitted), indicates the actual operat- 
ing ratios for the nine lines under federal control for the first seven 
months of 1944. Column 2 of this exhibit shows the effect upon the 
carriers’ operating ratios of the wage award authorized by order of the 
War Labor Board of 7c per hour in wage rates. Column 3 shows the 
effects of the increased wage award and the discontinuance of the use 
of the all-freight rates upon the operating ratios. It is significant that 
with the wage increase all carriers except the United Shipping Company 
have operating ratios in excess of 100 per cent. I am advised that a 
substantial part of this carrier’s operation is a truck-rail service. It 
will also be noted that this proposed adjustment is clearly a step neces- 
sary to improve, not to cure the problems faced by the federal manager 
in the operation of these carriers. 

In operating these truck lines under the executive order, it-has been 
necessary for the federal manager to advance a substantial sum of 
money, and it is apparent that it will be necessary to expend further 
government money unless their revenues are increased. It is obvious, 
therefore, that everything possible be done if these expenditures are to 
be reduced. 

Representatives of my office have had extended discussions with the 
government agencies involved, principally with the Office of Price Ad- 
ministration and the War Department. Both of these agencies have 
indicated to me that they will not request the suspension of the pro- 
posed rate changes. My office has also apprised the National Industrial 
Traffic League of the proposed action in view of the fact that time does 
not permit the public docketing of all the proposals. I am informed by 
the National Industrial Traffic League that the action of the carriers 
is in violation of no agreement with the league as to the docketing of 
rate proposals; and further, that the league will not seek suspension 
of the proposed action. It is understood, of course, that the league is 
not binding its individual members by this action. 

Representatives of my office and the federal manager have conferred 
with members of the staff of the Interstate Commerce Commission and 
have suggested that if requests for suspension of the proposed rate 
changes are filed with the Commission that such protestants be given 
an opportunity to confer with the suspension board in joint meeting so 
as to expedite the handling of this vital adjustment. It is understood, of 
course, that this office and the office of federal manager, as temporary 
war agencies, do not wish in any manner permanently to influence or 
alter the motor carrier rate structure. It is for this reason that the 
suggestion is made that the rates be discontinued for a period of one 
year and that the rates proposed to be substituted therefor be published 
as temporary rates for the same period. In addition to this, I should 
like to make it clear that in requesting that the proposed schedules be 
permitted to become effective without suspension and on 15 days’ notice 
that I am not suggesting that the Commission refrain from using its 
authority to conduct an investigation as to the lawfulness of the rates, 
if in its judgment the Commission feels that an investigation should be 
instituted. Neither am I suggesting that any shipper or group of ship- 
pers should forego their rights to file complaint as to the propriety of 
this action. 

I believe that there is reasonable evidence to conclude that the use 
of rates herein suggested for discontinuance may be considered as below 
a level which will insure sound financial operation in this period of war 
emergency and that the rates proposed to be substituted, therefore, are 
within the zone of reasonableness. 

I respectfully request, therefore, that you permit the action herein 
suggested to become effective without a suspension proceeding. 


GRAIN COMMITTEE MEETS 


The National Grain and Grain Transportation Committee, 
and its bi-monthly meeting at Chicago October 18, decided to 
ask the Commission to issue a service order that would place 
a limitation of two diversions on carload shipments of hay. The 
action was taken after committee members reported wide- 
spread continuing practice among hay brokers of diverting 
shipments several times in seeking buyers. 

The committee also directed Fred Keiser, associate direc- 
tor, division of railway transport, O. D. T., to contact Director 
Johnson and the Commission’s bureau of service to determine 
whether or not the Commission’s service order No. 242, in- 
creasing demurrage on box cars held for loading or unloading, 
applied on box cars held at ports to receive import or discharge 
export freight (see Traffic World, Oct. 14, p. 979). Most com- 
mittee members, including C. A. Lahey, vice-president, traffic, 
Quaker Oats Company, chairman, thought the order did apply 
on export and import freight, which is at present subject to 
special demurrage rules providing for seven days’ free time at 
Atlantic and Gulf ports and five days’ free time at Pacific coast 
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ports, compared to two days at interior points. Mr. Lahey said 
that, if the new order applied on such cars, reducing the free 
period thereon to two days, it would result in excessive demur- 
rage bills for exporters and importers because “it will only 
make the shipper try to bring cars and ships as close together 
as possible and those cars are only held at the ports as long 
as it takes to load the ships.” Mr. Keiser, who represents the 
O. D. T. on the committee, said he agreed with Mr. Lahey and 
the other members and would seek to have the order changed 
if he found that it decreased the amount of free time on such 
cars. It was agreed, however, that the increased demurrage 
charges should also apply on export and import freight after 
the expiration of regular free period applicable at ports. 

For the rest, the meeting was devoted to routine handling 
of special cases of eliminating transit stops on circuitous routes, 
light weighing of cars, removal of debris from cars, and other 
—- involving efficiency in the use use of cars by the grain 
trade. 


Oo. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has ruled, in appeal decision No. 41, that the application of 
Charlie Bolden, of Chicago, Ill., for approval of inauguration of 
service as a private carrier of property by motor vehicle, was’ 
properly denied by the district manager of O. D. T.’s Chicago 
office, whose action was affirmed by the regional director of 
the O. D. T.’s highway transport department, region 5. 

By appeal decision No. 42, Director Johnson, of the Office 
of Defense Transportation, has affirmed the decision of the 
O. D. T. field authorities, denying certification of additional 
mileage and motor fuel to the Coca-Cola Bottling Co. of Cali- 
fornia, Oakland, Calif. 

In appeal decision No. 43, the O. D. T. director said that 
O. D. T. field officers had properly denied an application for 
approval of an inauguration of service as a private carrier of 
property by motor vehicle filed by Loose-Wiles Biscuit Co., in 
West Virginia. 


Oo. D. T. APPEAL BOARDS 


By supplementary administrative order O. D. T. 1-8, the 
Office of Defense Transportation has delegated authority to es- 
tablish and control local appeal boards, as provided in adminis- 
trative order O. D. T. 27, as amended, to the regional directors 
of the O. D. T.’s highway transport department, to be exercised 
by them within their respective regions. The exercise of the 
authority was made subject to the control and supervision of 
the O. D. T. director and of the assistant director of the 
O. D. T.’s highway transport department. 


oO. D. T. PERSONNEL 

Director Johnson, of the Office of Defense Transportation, 
has announced the appointment of Lawrence C. Turner as as- 
sistant director in charge of the waterways transport depart- 
ment, O. D. T., to succeed the late Ernst R. Holzborn. Director 
Johnson said that Mr. Turner, a native of New Orleans and a 
graduate of Tulane University, joined the O. D. T. in 1942 
after more than 12 years of water transportation experience. 
He said Mr. Turner, until his appointment some months ago 
as director of the O. D. T. inland waterways division, had been 
in charge of its research and permit section. 

Director Johnson, of the Office of Defense Transportation, 
has announced the appointment of H. Richard Stickel as divi- 
sion director of property operations of O. D. T.’s department of 
highway transport, effective October 15. Mr. Stickel will fill 
the position formerly held by Ellis T. Longenecker, now serving 
as federal manager of the midwest truck lines taken over by 
the O. D. T. under an executive order, following a labor dis- 
pute. Mr. Longenecker has his headquarters in Minneapolis, 
Minn. 

Mr. Stickel was appointed executive assistant to the di- 
rector of the O. D. T. motor transport division when the O. D. 
T. was organized in January, 1942. Later he became executive 
assistant to the assistant director of O. D. T. when the motor 
transport and local transport divisions were merged into the 
highway transport department. Before joining the O. D. T., Mr. 
Stickel was district director of the Commission’s Bureau of 
Motor Carriers in Philadelphia, and before that was Pennsyl- 
vania’s Commissioner of Motor Vehicles. 


0. D. T. TRUCK TRAFFIC REGISTRATION 

Guy A. Richardson, assistant director, highway transporta- 
tion department, Office of Defense Transportation, has advised 
Edward J. Lacey, executive secretary of the National Indus- 
trial Traffic League, that the highway transport department 
has decided to support a three-point plan proposed by the 
League’s emergency transportation committee to effect closer 
cooperation between members of the League and O. D. T. 
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district offices in connection with the O. D. T. truck and traffic 
registration program. 

The League committee had suggested to O. D. T. highway 
transport officials: (1) That shippers contact local registration 
offices of the O. D. T. when any shipment, regardless of weight, 
is not picked up by a carrier within 24 hours after it has been 
tendered; (2) that shippers contact local registration offices 
of the O. D. T. when any shipment of regular freight, rezard- 
less of weight, is not picked up by a carrier within 48 hours 
after it has been tendered, and (3) that registration officers be 
requested to contact any carrier who fails to make such pickup, 
in an effort to determine the reason for such failure and the 
possibility of having the pickup made. 

“The above suggestions,” said Mr. Richardson in a letter 
to Mr. Lacey, “have been carefully considered by members of 
my staff, as well as responsible members of our field organ. 
ization, and it is the consensus that these suggestions wil] 
undoubtedly tend to promote a closer cooperation between al] 
concerned, and it is our recommendation that the members 
of the National Industrial Traffic League be encouraged to 
pursue such action.” 

Mr. Richardson said that the division director of regional 
operations in his department would “issue the proper advice” 
to the various district and field offices of the O. D. T. 


BULK COMMODITIES ON LAKES 


Movements of iron ore, bituminous coal and grain on the 
Great Lakes in the first nine months of 1944 showed a substan- 
tial increase over the volume moved in the corresponding period 
of 1943, according to the Office of Defense Transportation. 
The O. D. T. said that the total shipments of iron ore amounted 
to 65,903,184 tons, an increase of 800,889 tons over the 1943 
figure; that coal shipments totaled 41,183,394 net tons, an in- 
crease of 8,175,190 tons, and that grain shipments totaled 
188,601,173 bushels, an increase of 100,852,921 bushels over the 
first nine months of last year. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued motor 
common carrier conservation orders as follows: Supp. Order 
O. D. T. 3, Revised 343, coordinated operations between Knox- 
ville, Tenn., and Asheville, N. C.; Supp. Order O. D. T. 6A-53 
coordinated operations in Brownwood, Tex., and Supp. Order 
O. D. T. 6A-55, coordinated operations in Memphis, Tenn. 


CHICAGO O. D. T. PRIVATE GROUP 


Ralph Bentley, Natitonal Tea Company, has been ap- 
pointed chairman of a newly-formed private carrier advisory 
committee to the Office of Defense Transportation at Chicago. 
The committee is one of 33 that will be set up at key cities 
throughout the nation to assist O. D. T. district managers in 
matters affecting: industrial companies’ operation of their own 
trucks. The Chicago committee includes: 


Mr. Bentley; H. J. Kelly, private carrier specialist for O. D. T., 
secretary; James Reedy, Hertz Drivurself Services, Inc.; Harold Weins, 
Purity Bakeries Corporation; A. H. Krueder, Wilson and Company; 
George Sibley, Jewel Tea Company; Martin Romeiser, Jewel Laundry 
Company; Glenn Johnson, Bowman Dairy Company. 


At an organizational meeting October 14 the committee 
agreed to seek solutions to tire shortage problems, truck allot- 
ment problems, and manpower and other problems, and to aid 
in the adoption of joint action plans. The next meeting will 
be held October 26. 


KEISER TO ACT ON CIRCUITOUS ROUTING 


As a consequence of complaints voiced at last week's 
quarterly meeting of the Mid-West Shippers Advisory Board 
about burdensome and circuitous routing on the part of gov- 
ernment agency officials (see Traffic World, Oct. 14, p. 979), 
the Office of Defense Transportation has designated Fred S. 
Keiser, associate director of the division of railway transport 
at Chicago, as the contact officer with whom railroads and 
shippers may handle such routing problems. 

The authority covers domestic and export freight whether 
shipped by government agencies or by civilian distributors. 
Shippers and railroads throughout the nation are requested to 
report all instances of circuitous and burdensome routing t0 
Mr. Keiser, who has been instructed to act as follows: 


First, if the shipments involved have not moved, he is to contact 
the shipping agency to seek voluntary change of routing. 

Second, on shipments that have already moved, he is to handle the 
matter with the shipping agency to avoid a repetition. 

Third, if his efforts for voluntary change fail, he is authorized 
“to handle with proper authorities for an order changing’’ the routing. 


The announcement says that nothing in Mr. Keiser’s it 
structions in any way modifies, conflicts with, or affects diver- 
sion orders issued by the Commission or its agents. 
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October 21, 1944 


Demurrage on Box Cars 


The Commission, division 3, issued its revised service 
order No. 242, establishing increased demurrage on closed box 
cars and, among other things, reinstating, with limitations, 
the application of the average agreement on box cars subject 
to an average agreement that the original order had eliminated, 
following a conference with representatives of the National 
Industrial Traffic League, of the shippers’ advisory boards, 
and of the Association of American Railroads (see Traffic 
World, October 14). The revised order also changed all refer- 
ences to box cars to read ‘‘closed box cars,” provided that it 
would apply to such cars having a mechanical designation pre- 
fixed by “XX” or “V” in the current Official Railway Equipment 
Register, and changed the provision referring to the charges 
for storage of freight in closed box cars short of ports con- 
signed or reconsigned for export, coastwise, or intercoastal 
movement. 

The pertinent portions of the revised service order No. 242 
follows: 



















(a) Closed box cars not subject to an average agreement. After 
the expiration of the free time allowed by tariffs lawfully on file with 
this Commission, the demurrage charges on a box car, not included in 
an average agreement, held for loading or unloading which is not 
loaded or unloaded within the free time shall be $2.20 per car per day 
or a fraction thereof for the first two (2) days; $5.50 per car per day or 
a fraction thereof for the third day; $11 per car per day or a fraction 
thereof for the fourth day; and $16.50 per car per day or a fraction 
thereof for each succeeding day. 

(b) Closed box car subject to an average agreement. After the ex- 
piration of the free time allowed by tariffs lawfully on file with this 
Commission, the demurrage charges on a closed box car, included in 
an average agreement, held for loading or unloading which is not 
loaded or unloaded within the free time shall be $2.20 per car per day 
or a fraction thereof for the first two (2) days; $5.50 per car per day 
or a fraction thereof for the third day; $11 per car per day or a frac- 
tion thereof for the fourth day; and $16.50 per car per day or a fraction 
thereof for each succeeding day. The $2.20 per day debit charges may 
be offset or reduced by accrued credits as provided in applicable de- 
murrage tariffs; provided, however, that the $5.50 per day, $11 per day, 
and $16.50 per day charges may not be offset or reduced by credits 
earned on other cars. 


(c) Application. (1) Intrastate. The provisions of this order shall 
apply to intrastate as well as interstate traffic. 

(2) Closed box cars. This order shall apply only to closed box 
cars having a mechanical designation prefixed by ‘‘X’’ or ‘‘V’’ in the 
current Official Railway Equipment Register. 

(3) Service orders. The provisions of this order shall not be con- 
strued to affect the provisions of Service Order No. 70-A (8 F. R. 14624- 
25) of October 22, 1943, or Service Order No. 135 (8 F. R. 9569) as 
amended (8 F. R. R. 10941). 


(4) Domestic and transshipments. Except as provided in para- 
graph (c) (3) on and after the effective date of this order the provisions 
of this order shall apply to detention to any closed box car held for 
loading or unloading at any inland point or at any port, whether for 
domestic loading or unloading or for transshipment by water. The 
number of days a closed box car has been held prior to the effective 
date of this order shall determine the charges applicable on that closed 
box car on the first full demurrage day and all subsequent demurrage 
days occurring after the effective date of this order. 


(5) Demurrage charges substituted for charges for storage of 
freight in closed box cars. (i) The operation of all tariff rules, regu- 
lations, and charges for storage of freight in closed box cars at or short 
of ports consigned or reconsigned for export, coastwise or intercoastal 

































































































































































































































Revenue Freight Loading 


Revenue freight loading the week ended October 14 totaled 
898,650 cars, according to the Association of American Rail- 
roads. This was an increase of 20,708 cars, or 2.4 per cent, 
above the preceding week, 13,698 cars or 1.5 per cent below the 
corresponding week of 1943, and 2,601 cars or 0.3 per cent below 
the corresponding week of 1942. 
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movement is suspended insofar as they provide charges lower than the 
charges provided herein. 

(ii) In lieu of the charges for storage of freight in closed box cars 
at or short of ports suspended in subparagraph (5) (i) above, the 
applicable charges for detention of closed box cars held at or short of 
ports for unloading freight consigned or reconsigned for export, coast- 
wise or intercoastal movement shall be the demurrage charges pre- 
scribed in paragraphs (a) and (b) of this order. 


As in the case of the original order, the revised service 
order was made effective at 7 a. m. October 19, to expire at 
7 a. m. November 19, and carried the usual provisions suspend- 
ing the operation of all tariff rules, regulations, or charges in 
so far as they conflicted with the provisions of the order, and 
required announcement of the suspension of such tariff provi- 
sions by the railroads. 

Shippers who are using refrigerator cars in lieu of box 
cars on westbound movements under the Commission’s service 
order No. 104 will not be assessed the increased demurrage 
charges applicable on box cars under service order No. 242 
issued last week, according to a general letter to the members 
of the industrial traffic council of the Chicago Association of 
Commerce. In service order No. 104 the Commission ordered 
the substitution of refrigerators for box cars, in proportions up 
to three for one, on westbound carload movements to destina- 
tions in California, Idaho, Arizona, Nevada and Utah (see 
Traffic World, January 23, 1943, p. 2-4). It noted at that time 
that there was a westbound movement of empty refrigerator 
cars and an eastbound movement of empty box cars. Since 
the issuing of general order No. 104, shippers under the earlier 
order have been apprehensive that they would be assessed 
the heavy demurrage charges assessed for box cars on the 
multiple refrigerator cars. 

According to advice received by the Chicago Association 
of Commerce from the Association of American Railroads, 
the traffic council’s letter says, “present demurrage charges 
and average agreements now in effect in Agent Jones’ de- 
murrage tariff will be continued in effect on such cars. At 
first the opinion prevailed that the demurrage charges ap- 
plicable under the original service order No. 242 would be 
applied to such cars, but under the modified order it became 
definitely apparent that the revised demurrage charges could 
not be applied to refrigeratar cars under any circumstances, 
as the order specifically states that it is applicable only to 
box cars prefixed by X or V in the equipment register.” 


Cotton Permits Service Order 


The Commission, division 3, has issued service order No. 
245, effective October 15, prohibiting the movement of cotton 
into Memphis, Tenn., or West Memphis, Ark., for compressing 
or storage, by common carriers by railroad, or common or con- 
tract motor carriers, unless such shipments are accompanied by 
a permit issued by an agent of the Commission, appointed by 
the order, after consultation with a cotton permit committee, 
also appointed by the order. Certain exemptions were provided, 
and the order was made to apply to intrastate as well as inter- 
state commerce. It suspended the provisions of all tariff provi- 
sions insofar as they conflicted with the terms of the order, and 
required announcement of such suspension by the rail carriers. 

The pertinent provisions of the order were as follows: 


(a) Definitions. (1) The word ‘‘cotton’’ as used in this order shall 
mean cotton, not otherwise indexed by name, in bags or in bales 
not compressed or in compressed bales, defined in the current Con- 
solidated Freight Classification. 

(2) The phrase ‘‘origin point’? as used in this order shall mean, 
any point, beyond a radius of one hundred (100) miles short railroad 
tariff route distance or short highway distance from Memphis, Tenn. 

(3) The word ‘‘permit’’ as used in this order means an authoriza- 
tion issued by the permit agent, permitting or allowing cotton to be 
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Revenue Freight Car Loading—Week Ended Saturday, Oct. 14, 1944 


Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 49,997 26,214 174,646 13,981 43,001 66,737 109,086 414,988 898,650 
Gere) All PORAB S665 oa. 6sisds o.csie'ese { 1943 61,474 27,238 176,555 15,156 45,109 78,266 104,207 404 343 912,348 
| 1942 50,463 24,476 164,220 14,201 48,472 75,807 90,962 432,650 901,251 
Preceding week October 7........ 1944 45,550 23,645 171,814 13,813 42,529 71,100 108,311 401,180 877,942 
Per cent increase Over..........+- 1943 4.7 2.6 
Per cent decrease under.......... 1943 18.7 3.8 1.1 7.8 4.7 14.7 1.5 
Per cent increase over............ 1942 ‘1 6.3 19.9 
Per cent decrease under.......... 1942 9 1.5 11.3 12.0 4.1 3 
{1944 2,026,977 668,788 7,315,669 615,019 1,869,965 2,292,619 4,370,239 16,038,249 35,197,525 
Cumulative 42 weeks to Oct. 14. {1943 2,115,247 625,473 6,906,330 604,589 1,793,351 2,368,784 4,047,031 15,776,938 34,237,743 
(1942 1,737,305 554,575 6,762,171 588,549 2,042,335 2,579,488 4,704,481 15,988,707 34,957,611 
Per ceiit increase over...........- 1943 6.9 5.9 1.7 4.3 8.0 1.7 2.8 
Per cent decrease under.......... 1943 4.2 3.2 
Per cent increase over............ 1942 16.7 20.6 8.2 4.5 2 By i 
Per cent decrease under.......... 1942 8.4 11.1 71 
—_—,.. 
Per cent to 15 year average, 110.0. 20.708 cars or 2.4 percent above previous week. 
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moved into either Memphis, Tenn., or West Memphis, Ark., for com- 
pressing or storage. 


(4) The word ‘‘application’’ as used in this order shall mean a 
telegraphic or written request made by any person to the permit agent 


for a permit to move cotton into Memphis, Tenn., or West Memphis, 
Ark. 


(b) Prohibition on shipping cotton. No common carrier by railroad 
or no common or contract motor carrier, subject to the interstate com- 
merce act shall (1) furnish, or supply a railroad car or a motor vehicle 
for loading with cotton at any origin point for transportation into or 
shall (2) transport) or move any car or a motor vehicle, whether con- 
signed or reconsigned, into Memphis, Tenn., or West Memphis, Ark., 
for compressing or storage unless such shipments are accompanied by 
a permit issued pursuant to paragraph (c) hereof. 

(c) Permits. Upon application from any person, the permit agent 
appointed in paragraph (d) hereof may in his discretion issue a permit 
authorizing such person to ship the quantity of cotton, as stated in the 


application, into Memphis, Tenn., or West Memphis, Ark., for com- 
pressing or storage. 


(d) Appointment. Mr. V. Alexander is hereby appointed an agent 
of the Interstate Commerce Commission and authorized to issue permits 
as provided in paragraph (c) hereof upon consultation with the cotton 
permit committee described in paragraph (e) hereof, subject to the 
following conditions and any other conditions which the permit agent 
shall deem necessary and appropriate: 

(i) The total number of permits issued shall be limited to the 
capacity of the compress or storage facilities to unload and release 


cars or motor vehicles without undue delay or detention and so as to 
avoid congestion of traffic. 


(ii) In issuing permits, which shall be issued on a fair and equita- 


ble basis, consideration shall be given to the available compress or 
storage facilities. 


(e) Cotton permit committee. The committee appointed to advise 
the permit agent appointed under this order shall be T. E. Babb, J. H. 
Gannon, W. L. Gog, J. B. Lyon, F. H. Good, and Rhea Stuart. 

(f) Exemptions. (i) Shipments of cotton for carload consolidation 
and reshipment may be accepted providing the bill of lading and the 
waybill bears a notation to that effect and refers to this order. 

(ii) The provisions of this order shall not be construed to affect 


in any way General Order O. D. T. 1, as amended, issued by the Office 
of Defense Transportation. 


(iii) The provisions of this order shall not apply to shipments of 
cotton loaded or in transit prior to the effective date of this order. 


The Commission, division 3, has issued corrected service 
order No. 245, effective October 15, eliminating the provisions 
in the original service order suspending the operation of tariff 
rules, regulations or charges in so far as they conflicted with 
the provisions of the order, and requiring the railroads to pub- 
lish notice of such suspension. The corrected order also pro- 
vided for service on all tariff publishing agents for common 
motor carriers and on all contract motor carriers serving Mem- 
phis, Tenn., and West Memphis, Ark. In all other respects, 
the original service order remained unchanged. 

It was explained at the Commission that, as rates were not 
involved, and as the order set up a system of permits to govern 
merely the movement of equipment into Memphis and West 
Memphis, there was no necessity for the provisions concerning 
suspension of tariff rules, regulations or charges. It was also 
pointed out that the original service order had failed to provide 
for service on common or contract motor carriers, although 
they were affected by the terms of the order. 


ROUTING SERVICE ORDER 
The Commission, by division 3, issued service order No. 
175-A, effective October 20, vacating service order No. 175 of 
January 8, which ordered the rerouting of 12 cars of floating 


cranes requiring lighterage delivery in New York harbor (see 
Traffic World, January 15, p. 160). 


ORANGE SHIPMENTS PERMITS 


The Commission, by division 3, has issued service order 
No. 218-A, effective October 14, vacating service order No. 218 
of July 18, which restricted the transportation of oranges from 
Arizona and California without a permit (see Traffic World, 
July 22, p. 212). 


ROLLING STOCK ADDITIONS 


“Class I railroads on October 1 had 32,224 new freight cars 
on order,” says the Association of American Railroads. ‘On 
the same date last year, they had 28,896 on order. 

“New freight cars on order on October 1, this year, in- 
cluded 11,017 hopper, 2,849 gondolas, 364 flat, 13,808 plain box 
cars, 1,671 automobile box cars, 2,071 refrigerator, and 444 
stock freight cars. 

“They also had 499 new locomotives on order on October 1, 
this year, compared with 1,067 on the same day in 1943. The 
number on order on October 1, 1944 included 124 steam, two 
electric and 373 Diesel locomotives, compared with 468 steam, 
three electric and 596 Diesel locomotives one year ago. 

“Class I railroads put 26,156 new freight cars in service 
in the first nine months this year compared with 20,432 in the 
same period last year. Of the total installed so far this year, 
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3,844 were installed in August. Those installed in the first nine 
months included 12,154 hopper, 2,690 gondola, 1,151 flat, 2,037 
automobile box, 7,775 plain box, 56 stock, 292 refrigerator 
freight cars and one other car. 

“They also put 721 new locomotives in service in the first 
nine months of 1944, of which 267 were steam, one electric 
and 453 Diesel. New locomotives installed in the first nine 
months of 1943 totaled 483, of which 298 were steam, 15 elec. 
tric and 170 Diesel. New locomotives installed in August this 
year totaled 64, of which 26 were steam and 38 were Diesels.” 














California Belt Service Order 


Effective at 7 a. m., October 19, and expiring at 7 a. m, 
November 19, the Commission, division 3, has issued service 
order No. 246, requiring the State Belt Railroad of California 
,to apply demurrage charges on closed box cars engaged in in- 
traterminal transportation. The order said that such charges 
were not being assessed for detention to such box cars and that 
they were being delayed unduly, resulting in a diminution of 


utilization of such cars. The pertinent portions of the order 
follow: 


(a) Demurrage charges to be applied on closed box cars engaged 
in intraterminal transportation. (1) The State Belt Railroad of Cali- 
fornia shall apply the demurrage charges shown in paragraph (a) (2) 
to any closed box car used for transporting any commodity to, from, 
or between industries, plants, or piers located at points or places named 
in districts A and/or B as described in Item No. 15 of Tariff I. C. ¢ 
No. 5 of the State Belt Railroad operated by the state of California, 

(2) After the expiration of forty-eight (48) hours’ free time after 
a closed box car is first placed for loading and until shipping instruc- 
tions covering such car are tendered to said carrier’s agent and/or after 
forty-eight (48) hours’ free time after a closed box car is first placed 
for unloading and until such car is unloaded and released, the demur- 
rage charges shall be $2.20 per car per day or fraction thereof for the 
first two (2) days; $5.50 per car per day or fraction thereof for the 
third day; $11 per car per day or fraction thereof for the fourth day; 
and $16.50 per car per day or fraction thereof for each succeeding day, 

(b) Application. (1) The provisions of this order shall apply to 
intrastate as well as interstate traffic. 

(2) On and after the effective date of this order the provisions of 
this order shall apply to detention of any closed box car held for either 
loading or unloading. The number of days such car has been held 
prior to the effective date of this order shall determine the charges 
applicable on that car on the first full demurrage day and all subsequent 
demurrage days occurring after the effective date of this order. 

(3) Closed box cars. This order shall apply only to closed box cars 
having a mechanical designation prefixed by ‘‘X’’ or ‘‘V’’ in the current 
Official Railway Equipment Register. 

; (4) After a closed box car is loaded and released for movement by 
the tender of shipping instructions to said carrier’s agent, if the car 
is not actually placed for unloading for any reason within forty-eight 
(48) hours after such car is released for movement, but is held by the 
carrier short of place of delivery for unloading, such car will be con- 
sidered as constructively placed at the expiration of the said forty- 
eight (48) hours and demurrage time shall be computed from the expira- 


tion of the said forty-eight (48) hours until said car is unloaded and 
released. 


Refrigerator Car Free Time 


The Commission, division 3, has issued amendment No. 1 
to revised service order No. 112, prescribing maximum free 
time at destination on any refrigerator car loaded with fresh 
or green fruit or vegetables and requiring each railroad, ac- 
cording to the allocation of free time where a car is recon- 
signed, diverted or reshipped from one location to another 
within the destination. switching limits, to assess demurrage 
charges for the detention accruing on its rails (see Traffic 
World, Sept. 16, p. 709). 

The amendment, effective at 7 a. m., October 19, adds 4 
new paragraph (c) to paragraph (2)(B)(1) of the revised or- 
der. This new paragraph provides that when the total period 
of detention from the first 7 a. m. after notice of arrival Is 
sent or given to the consignee or party entitled to receive it, 
until the car is unloaded and released is 48 hours or less, no 
demurrage charges shall accrue. The material part of the 
amendment to revised service order No. 112 follows: 


Paragraph (2) of revised service order No. 112 (9 F. R. 11278-79) 
of September 11, 1944, be, and it is hereby, amended to read as follows: 

(b) The free time allowed at destination on any refrigerator car 
loaded with fresh or green fruits or vegetables as defined in Service 
Order No. 70, as amended, shall be as follows: ' 

(1) No free time (except as otherwise provided in paragrapn (c) 
hereof) shall be allowed when car is held for ordering from one loca 
tion to another location within the switching limits of the same city 
or town or when held for surrender of bill of lading, advise order, or 
payment of lawful charges prior to delivery to a connecting line for 
final delivery in the same switching district. 

(a) Demurrage detention on the first such transaction shall be 
computed from the first 7:00 a. m., after notice of arrival is sent oF 
given to the consignee or party entitled to receive it, when car is held 
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on hold, inspection or public delivery track or from the first 7:00 a. m. 
after actual or constructive placement when for delivery on an other- 
than-public delivery track, until order to move car to another location 
within the switching limits of the same city or town is received by 
an agent of the railroad holding the car. 

(b) Demurrage detention on each subsequent transaction within the 
switching limits of the same city or town prior to an unloading transac- 
tion (see Paragraph (2)), shall be computed from the first 7:00 a. m., 
following actual placement on hold, inspection or public delivery track, 
or actual or constructive placement on an other-than-public delivery 
track, to which it has been ordered, until order to move the car to 
another location within the switching limits of the same city or town 
is received by an agent of the railroad holding the car. 

(c) When the total period of detention from the first 7:00 a. m. 
after notice of arrival is sent or given to the consignee or party 
entitled to receive it, until the car is unloaded and released is 48 hours 
or less, no demurrage charges shall accrue. (40 Stat. 101, Sec. 402, 
41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 1 (10)-(17)). 

















WESTERN ICING ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has issued second amended general permit No. 6 under second 
revised service order No. 224, restricting initial icing and re- 
icing of shipments of fruits and vegetables in the west to 
three-fourths of each car’s bunker capacity (see Traffic World, 
Sept. 2, p. 573). The amended permit grants railroads per- 
mission, with an exception, to disregard the provisions of the 
second revised service order in so far as it applied to the 
initial icing or reicing of all refrigerator cars loaded with 
fruits or vegetables as defined in the order. The exceptions 
were as follows: 
























Exception: This general permit shall not apply to the first or initial 
icing or the reicing of refrigerator cars loaded with potatoes originating 
at points located in Idaho groups B or C, or in Oregon group B, as 
defined in items 1013 and 1043, respectively, of Perishable Protective 
Tariff No. 13, Agent J. J. Quinn’s I. C. C. No. 22. 

Exception: This general permit shall not apply to the first or initial 
icing of refrigerator cars loaded with apples or pears originating at 
points on the Great Northern Railway in the state of Washington, 
nor to the reicing of such cars at stations on the Great Northern Rail- 
way in the states of Washington, Montana, North Dakota or South 
Dakota. 





















































































The permit was made effective October 16, to apply to 
cars billed or moving on and after that day, and required 
that waybills show reference to it. 









































PETROLEUM TRANSPORTATION 


In the week ended October 14, rail tank car shipments of 
petroleum and its products into the east coast area comprising 
17 states averaged 524,988 barrels a day, as against an aver- 
age of 504,791 barrels a day in the preceding week, according 
to the Petroleum Administration for War. Deliveries at New 
York and Philadelphia refining areas of oil transported through 
the “Big Inch” pipeline averaged 312,769 barrels a day, and 
those through the “Little Big Inch” pipeline, 179,890 barrels a 
day, in the week ended October 14, as against daily deliveries 
of 322,274 barrels and 176,156 barrels, respectively, in the 
week ended October 7, the P. A. W. said. It reported that the 
tank car movement of petroleum between and within all of the 
P, A. W. districts in the week ended September 30 averaged 
1,592,133 barrels a day. 























COLLAPSIBLE OIL CONTAINERS 


According to a War Department announcement, stand- 
ardization of four sizes of collapsible gasoline containers by 
the fuels and lubricants division, Office of the Quartermaster 
General, is expected to speed movement of petroleum products 
to using units at the front. Capacities of these sizes were 
750, 1,000, 2,700 and 3,000 gallons, respectively, the department 
said, adding: 













The 750 and 2,700 gallon containers are transportable, and are fitted 
with rigid plywood frames. They may be set up on the ground, 
adjacent to using troops, or may be used on flat cars whenever 
deemed necessary. Four 2,700-gallon containers, mounted on a flat 
car, will carry approximately the same gallonage as an ordinary tank 
car.. In theaters of operations, tank cars are not always availble. 

-The collapsible containers are made of cotton duck, impregnated 
with synthetic resin of the ‘‘rubbery’’ type. The 1,000- and 3,000-gallon 
“tanks’’ may be set up anywhere. In addition to the impregnated 
duck container for the petroleum products, these sizes are equipped 
with-an outer cover of duck, held up by poles, as are the interior 


contdiners. All four sizes of containers are now in use in theaters 
of-operation. 


















PIPE LINE STATISTICS 


The Commission has issued its statement No. 4437, statistics 
of oil pipe line companies reporting to it, for the year ended 
December 31, 1943, compiled by the Commission’s Bureau of 

ansport Economics and Statistics. In its introductory state- 
ment, ‘the Commission said that the number of companies re- 
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porting at the close of the year 1943 was 74, five more than 
in the previous year. It said that, in 1943, there had been nine 
additions and four eliminations. It explained that the reports 
of 17 operations in 1943 related to departments of large oil 
companies. It also observed that the schedule in the annual 
report form for pipe line companies relating to statistics of oper- 
ations had been revised for the year 1940 to show the total 
number of barrels of crude and refined oils received into the 
system and the total number delivered out of the system, with 
a subdivision of each of these items to show connecting carrier 
traffic separately from that originated or terminated. It said 
that some of the new government-financed pipe lines, such as 
the “Big Inch” and the “Little Inch” were not covered by the 
report. 

The compilation showed that the 74 reporting companies 
operated 42,471 miles of gathering lines and 74,684 miles of 
trunk lines in 1943, and that they had $62,620,177 pipe line oper- 
ating income, with net income of $61,302,265 after the deduction 
for interest on long-term debt. It showed a total of 2,080,328,022 
barrels of crude and refined oils received into system, and 
2,076,759,486 barrels delivered out of system. 


Army Less and Damage 


Brig. Gen. W. J. Williamson, chief of transportation, U. S. 
Army Service Forces, has submitted a summary of loss and 
damage statistics covering army freight handled by rail, ex- 
press, freight forwarder, and truck lines, to the freight claim 
division of the Association of American Railroads, copies of 
which have been forwarded to division members by C. H. 
Dietrich, executive vice-chairman. 

The summary contains details on loss and damage sus- 
tained in May and June of this year. Total loss and damage 
figures by carrier groups are, for May and June, respectively: 
Railroads, $389,650.37 and $362,659.49; express agency, $8,016.71 
and $19,307.22; freight forwarder, $21,325.38 and $22,119.29; 
truck carriers, $74,281.08 and $65,123.57; all carriers $493,- 
273.54 and $469,209.57. 

Total loss figures for June show: Railroads, $229,985.77; 
express agency, $16,404.45; freight forwarders, $11,580.70; truck 
lines, $41,303.51. Damage figures for June include: Railroads, 
$132,673.72; express agency, $2,902.77; freight forwarders, 
$10,538.59; truck lines, $23,820.06. The rail carriers’ loss and 
damage total is broken down to show that on carload ship- 
ments, of which about 257,000 carloads were handled for the 
Army each month at average hauls of 727 miles in May and 
718 miles in June, claims totaled $183,669.48 in May and $207,- 
287.29 in June, and to show that on less carload shipments, 
totaling 100,600 tons in May and 89,400 tons in June, proposed 
deductions for loss and damage totaled $205,980.89 in May and 
$155,372.20 in June. 

The summary said that the express agency handled 
106,000 shipments weighing 21,800 tons in May, on which the 
claims amounted to $8,016.71, and handled 107,100 shipments 
weighing 20,300 tons in June on which claims amount to 
$19,307.22. Truck lines handled 221,800 shipments weighing 
847,200 tons in May, with loss and damage claims amounting to 
$74,281.08, compared wtih 209,300 shipments, 721,000 tons and 
$65,123.57 in claims for June. 

The figures are also broken down to show the extent of 
loss and damage via the carrier groups as caused, separately, 
by wrecks, defective equipment, unlocated damage to freight 
in packages, theft, poor refrigeration, fire or marine loss and 
damage, delay and the like, and, on rail traffic, the amount of 
loss and damage to each of 45 commodity groups. 


RAILROADS AND D. P. C. PLANTS 


For the avowed purpose of giving industry and those inter- 
ested in industry advance information as to the size, character 
and location of plants and facilities built and owned by the De- 
fense Plant Corporation, a subsidiary of the Reconstruction Fi- 
nance Corporation, Secretary Jones, of the Department of Com- 
merce, has issued a booklet of 150 pages, containing a list of D. 
P. C. holdings in the various states, with descriptive material 
about each facility, with the advice that he is mailing a copy “to 
each bank in the country and to the railroads so that these insti- 
tutions will be in a position to advise and assist any of their 
customers who may be interested in the plants.” In his an- 
nouncement of the distribution of the list, Secretary Jones re- 
ferred to the booklet as a “briefalog,” and said that the object 
of supplying the advance information about the plants was to 
make possible their conversion to civilian production through 
lease or sale with all possible speed and the least possible loss 
of employment, when any of them were declared surplus and 
no longer necessary in the war effort. He said copies of the 
“briefalog” would be available at all R. F. C. agencies through- 
out the country and at Chambers of Commerce. 
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**Reefer’’ Recommendations 


No railroad man who had been asked for comment had 
offered any criticism of the list of recommendations for im- 
provements in refrigerator cars to be built or rebuilt in the 
immediate future that had been prepared by the refrigerator 
car committee of the United Fresh Fruit and Vegetable Asso- 
ciation (see Traffic World, Sept. 2, p. 578), said William Garfitt, 
executive vice-president of the association and member of the 
committee, commenting on a letter sent to committee members 
by John N. Kelley, of New York City, chairman of the com- 
mittee, in which reaction of railroads, private car lines and 
government agencies to the recommendations was summarized. 

Mr. Kelley’s letter also outlined what he described as plans 
for further cooperation with the U. S. Department of Agricul- 
ture in further test work. Mr. Garfitt said that the committee’s 
recommendations for improvements that might be embodied 
immediately in new refrigerator car specifications had met 
practically unanimous approval. Among endorsers of the rec- 
ommendations, he said, was the Pacific Fruit Express, which, 
according to information he had received, planned to have built 
for it next year about 1,000 new refrigerator cars. 

“While no decisive action has yet been indicated by any of 
the carriers,” said Mr. Kelley in his report to the committee, 
“I am assured that our recommendations are being given seri- 
ous consideration.” 

He said he had been advised by W. C. Kendall, chairman 
of the car service division of the Association of American Rail- 
roads, that the recommendations would be placed in the hands 
of the refrigerator car lines and would receive their considera- 
tion “at an early date,” after which a further report would be 
made to Mr. Kelley. Mr. Kelley also said he had been assured 
by V. C. Clinger, director of the Commission’s Bureau of Serv- 
ice, that the suggestions by the committee would be given con- 
sideration “‘as soon as conditions will permit construction of 
new equipment.” 

Director Johnson, of the Office of Defense Transportation, 
had, according to Mr. Kelley, “likewise expressed himself as 
wholeheartedly in favor of working out plans for standardizing 
improvements to refrigerator cars.” Mr. Kelley quoted from a 
letter he had received from D. F. Fisher, principal horticul- 
turist of the Bureau of Plant Industry of the Agriculture De- 
partment, an expression of hope that the carriers would re- 
spond favorably to the committee’s proposals. From a letter he 
had received from Charles B. Bowling, chief of the transporta- 
tion rates and services division of the War Food Administra- 
tion’s marketing facilities branch, Mr. Kelley cited the state- 
ment that “this subject is one in which we are extremely in- 
terested and stand ready to cooperate with any and all agencies 
for the betterment of refrigerator car equipment.” 

Attached to Mr. Kelley’s report to his committee was a 
summary of shipping tests of the Bureau of Plant Industry, 
prepared by Mr. Fisher. Among other things, the summary con- 
tained the advice that tests of air circulating systems in re- 
frigerator cars proved the desirability of using fan-equipped 
cars to obtain rapid uniform cooling of the load and showed 
that in fan cars heavier loads could be carried at more satis- 
factory temperatures than in standard cars. The summary also 
contained the statements that heavier loads could be accommo- 
dated in overhead bunker cars than in end bunker cars, but 
that, offsetting the advantages of the overhead bunkers, were 
(1) the difficulty of icing since most of the ice used must be 
broken rather fine, (2) the fact that few icing stations in this 
country were equipped to ice these cars as expeditiously as they 
were in Canada, and (3) the relatively small ice capacity of 
the overhead bunkers “which obviously calls for the working 
out of a different schedule for reicing than that used for end 
bunker cars.” 

At a meeting of the car construction committee of the 
Mechanical section, A. A. R., in Pittsburgh early in October, 
the association’s recommendations were discussed at some 
length. It was agreed that members of the committee would 
discuss those recommendations with their respective operating 
and traffic officials and would then forward their comments and 
recommendations to a special subcommittee on refrigerator car 
design for further study. The subcommittee was instructed to 
prepare recommendations for consideration by the full com- 
mittee. 


REFRIGERATOR CAR COMMITTEE 


The advisory committee to the refrigerator car section of 
the car service division, Association of American Railroads, 
met at Chicago October 19 to discuss the refrigerator car 
supply situation. The committee includes representatives of 
the A. A. R., of individual railroads, of the Commission and 
of the Office of Defense Transportation. Among those present 
were Director Johnson of the O. D. T.; W. C. Kendall, chair- 
man of the car service division, and C. W. Taylor, manager of 
the refrigerator car section. : 
After the meeting, Mr. Taylor said that the general feeling 
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was that, although the refrigerator car supply was still “tight,” 
there had been considerable improvement in recent weeks, and 
that perishable crops have so far been moved successfully, 
partly due to good weather. He said one of the subjects dis- 
cussed by the committee was the possible effect on the re- 
frigerator supply of the hurricane which was.reported to have 
destroyed much of the Florida citrus crop on the day before 


the meeting. It was possible, he said, that, with orchards 
leveled, an attempt would be made at speedy salvage by moving 
the fruit immediately to canneries, which would put an added 
strain on the refrigerator car supply. Until more accurate in- 
formation was forthcoming, however, the view of the com- 
mittee was that the section should ‘stand by,” prepared as 
best, it could be to take care of eventualities. 

Mr. Taylor said that the committee had had before it rec- 
ommendations for future refrigerator car design submitted by 
the United Fresh Fruit and Vegetable Association, but that it 
had turned the subject over to the A. A. R.’s_ mechanical 
division for consideration. 





Track Safety Contest Winners 


Silver Fleet Motor Express, Inc., of Louisville, Ky., was 
the winner of first place in the class of long-distance motor 
carriers of freight with unlimited mileage over 6,000,001 miles 
in the tenth national truck safety contest of American Truick- 
rt. 2 ee Inc., according to an announcement by the 

< e s 

Red Arrow Freight Lines, Inc., of Houston, Tex., was 
the winner of the Trailmobile trophy, awarded annually for 
the best safety record in operation of equipment, preventive 
maintenance, better load-planning, and service to the public, 
the A. T. A. said. The winner in the local fleet division, 
unlimited as to mileage, in its safety contest was Supplee-Wills- 
Jones Milk Co., of Philadelphia, Pa., it announced. 

Winners in the long-distance classes of the fleet safety 
contest, in addition to Silver Fleet Motor Express, were re- 
ported by the A. T. A. as follows: 


Davidson Transfer & Storage Co., Long Distance Division, Balti- 
more, Md., first place in class for 2,500,001 to 6,000,000 miles; Hillside 
Garage & Transit Co., Milwaukee, Wis., first place in class for 1,000,001 
to 2,500,000 miles; Carter Brothers, Inc., Richmond, Va., first place in 
class for 500,001 to 1,000,000 miles; Harry E. Grimes, Arkansas City, 
Kan., first place in class for 300,001 to 500,000 miles; Galveston Truck 
Lines, Houston, Tex., first place in class for 100,001 to 300,000 miles, 
and Motor Truck Equipment Co., Harrisburg, Pa., first place in class 
for all up to 100,000 miles. 


The A. T. A. said that Associated Motor Carriers of Okla- 
homa was the winner of a contest for the best safety promotion 
program among organizations affiliated with the A. T. A. It 
said entrants would be permitted for several months to come 
in the safety contest in progress through July 31, 1945. Judges 
of the 1944 contest, it said, were: Norman Damon, vice presi- 
dent, Automotive Safety Foundation; A. B. Barber, director 
of the transportation department of the Chamber of Commerce 
of the United States, and George R. Wellington, chief of the 
safety section of the Commission’s Bureau of Motor Carriers. 


“D” DAY INVASION EQUIPMENT 

President Roosevelt held his press conference, October 17, 
in a room filled with models of equipment, all of which he said 
represented something new in human warfare, used in the 
construction of two artificial harbors off the coast of Normandy 
in order to make possible the landing of men and supplies on 
“D” day, June 6, and afterward. Using a specially constructed 
relief map to explain the operation, the President described the 
sinking of a number of ships, and the placing of special piers, 
to form two main breakwaters about a mile off-shore. In the 
quiet water thus afforded between the breakwaters and the 
beaches, he said, landing piers were constructed, so designed 
as to compensate for the rise and fall of the tide, which an 


- aide said was about 20 feet along the beaches at that point, 


and that from those landing piers to the beaches floating cause- 
ways had been constructed, each wide enough to accommodate 
a truck. He said that the tonnage handled in each of the two 
“Mulberries,” the code name for the installations, would have 
been large tonnage for any harbor in peacetime, and that the 
artificial harbors were still being used in spite of the subse- 
quent capture of Cherbourg. ; 

The War Shipping Administration said that more than 
1,000 merchant seamen and officers had taken to the Nor- 
mandy beach the merchant vessels that were sunk in the con- 
struction of the breakwater piers and the harbors. It said they 
had taken 32 American merchant vessels into the project, many 
of them barely capable of making it to the Normandy coast 
under their own power, and that the ships had included L! berty 
ships that had been severely damaged in battle. It said that 
the success of the drive of our military forces in France re- 
flected the effectiveness of the project and that 150 ships were 
in the shuttle service carrying supplies for the invading 2rmy. 
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Merchant Marine Conference 


in an address at the American Merchant Marine Confer- 
ence October 19 in New York City, Vice Admiral Emory S. 
Land, war shipping administrator and Maritime Commission 
chairman, submitted, as “four free tips,’”’ the suggestions to the 
conferees that they improve their ports, consider package 
freight, improve stevedoring methods, and reduce handling 
costs. 

He also offered the following as “a few simple rules that 
must be recognized if we are to develop a proper foreign trade: 


(a) Trade barriers must be knocked down, not built up; (b) multi- 
lateral agreements should be sought and obtained, not bilateral; (c) 
remember, for every seller there must be a buyer; (d) imports are of 
almost as great importance as exports—let’s get over the idea that there 
is something not quite o. k. about imports; (e) long-term credits are 
bound to be necessary in the postwar era. 


He said that, since September, 1939, one continuous alibi 
that had been handed out by “every organization in and out 
of the government” had been that there was a shortage of ships, 
and declared that he was thoroughly fed up with that alibi. 

He advocated establishment of a ship-breaking industry, 
with one unit on the east coast, one on the Gulf coast and one 
on the west coast. 

“I do not believe in scrapping any of our wartime built 
fleet; that is, any of our new ships,” he said. “I thoroughly 
believe in scrapping our obsolete ships of the decrepit age of 
20 years or more—at least four million tons. I thoroughly be- 
lieve that any surplus of our war-built fleet that can not be 
economically used by us or sold to the Allied Nations should 
be put ‘in sanctuary’ by statute and become ‘untouchable’ ex- 
oT revocation of the statute. They must not hang over the 
market. 


“It is my belief that we should sell some.of our surplus 
shipping at what it would cost to build those ships in a foreign 
market. At this time I shall leave it up to you and to the 
Congress to determine whether or not we should sell any of 
our fast ships. Get busy! Register your ideas and vote your 
opinions now!” 

Captain Edward Macauley, member of the Maritime Com- 
mission and deputy war shipping administrator, was chairman 
of a panel discussion on training, in the course of the confer- 
ence. He introduced, as discussion leaders, Commodore Telfair 
Knight, assistant deputy administrator for training of the 
W. S. A.; Captain H. H. Dreany, assistant commandant of the 
U. S. Maritime Service; Captain Giles C. Stedman, U. S. N. R., 
superintendent of the U. S. Merchant Marine Academy at Kings 
Point, Long Island; and Captain Norman L. Queen, U. S. Mari- 
time Service, supervisor of state maritime academies. 

Captain Macauley also participated in a seamen’s welfare 
panel discussion at the conference. He reviewed legislation that 
had been enacted to provide certain rights and benefits for 
seamen, and discussed pending legislation to provide additional 
benefits for seamen. 

“So that the industry may be served by able, healthy and 
contented men,” he said, “we believe certain recognition and 
benefits should be provided merchant seamen, not as charity, 
but as their just due.” 


Frank J. Taylor, president, American Merchant Marine 
Institute, speaking at an American merchant marine confer- 
ence of the Propeller Club of the United States and the Amer- 
ican Merchant Marine Institute, at New York October 19, said 
that the future of the American merchant marine depended on 
the continued close cooperation between labor and industry. 
The human element was particularly important in the mari- 
time industry where the “brain and brawn of those employed” 
accomplished much of the necessary work, said he. The fact 
that we possessed today a merchant marine playing a vital 
part in the winning of the war, he said, was due to the fact 
“that labor, government and management have cooperated 
Closely in the production and operation of the greatest mer- 
chant fleet in the history of the world.’ He said the relation- 
ship between labor and management had been “solidified by 
the pledge of ‘no strikes, no lockouts,’ for the duration of the 
hostilities.” That pledge, he added, had been kept. 

The merchant marine would have just as big a job when 
peace comes, “in the rehabilitation of the war-torn world, the 
return of our armed forces and in the transportation of United 
States overseas trade,” said he. It would, he continued be “a 
mistake of the most serious nature if labor and management 
In the American shipping industry were unable to settle any 
differences amicably in the post-war period.” Both sides would 
have the responsibility for a “statesmanlike approach to the 
Many problems” when peace came, he said. 


.. he days after the war would be, for the marine industry, 
.2 period of opportunity and challenge,’ he said. The manner 
In which labor and management accepted the opportunity and 
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met the challenge, he said, would “in.a long measure determine 
the future of the American merchant marine.” 


M. C. Intercoastal Act Decision 


In a report in No. 626, Transportation by Mendez & Co., 
Inc., between Continental United States and Puerto Rico, the 
Maritime Commission has found that failure to file schedule for 
common-carrier transportation, Miami, Fla., to San Juan, P. R., 
sailing of March 10, 1943, was in violation of section 2 of the 
intercoastal shipping act, 1933, as amended, and that the viola- 
tion has been removed. It found that Mendez & Co., Inc., was 
a — and a contract carrier. The proceeding was discon- 
tinued. 

The commission said that Mendez & Co. was primarily a 
San Juan importer and exporter, which, in the period of scarcity 
of shipping facilities, chartered and operated a small vessel for 
transportation of its merchandise and the merchandise of others 
from Miami to San Juan. Such transportation for others was 
held by the commission to constitute Mendez & Co. a common 
carrier subject to the rate schedule filing requirements of the 
intercoastal shipping act, 1933, as amended. Since no schedule 
covering the transportation was filed with the commission, sec- 
tion 2 of that. act was found to have been violated. 

The commission said that before a second voyage of the 
vessel concerned Mendez complied with the rate filing require- 
ments of the statute, and no recommendation was made for 
further action with respect to the violation resulting from the 
first voyage. 

The other transportation activities of the respondent were 
found to be those of a contract carrier rather than a common 
carrier by reason of the existence of evidence sufficient to over- 
come the presumption of common carriage usually created by 
the chartering of different parts of the same vessel to two or 
more shippers, the commission said. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 293, prescribing a surcharge of 32 per cent for application 
in the trade between U. S. north Atlantic ports and Nova 
Scotia, Newfoundland and St. Pierre et Miquelon and cancel- 
ing rate order No. 67. 

The W. S. A. also has issued its rate order No. 294, pre- 
scribing rates and surcharges on sugar from Martinique and 
Guadelope to U. S. north Atlantic ports. 

By its rate advice No. 102, the W. S. A. has authorized a 
rate of 16 cents a barrel of 42 gallons and a surcharge of 41 
per cent on petroleum and petroleum products in bulk trans- 
—— in tankers from the Panama Canal Zone to Central 

merica. 


AIR SERVICE BY SHIP LINES 


Chairman Bland, of the House merchant marine commit- 
tee, and Admiral Land, war shipping administrator and Mari- 
time Commission chairman, called on President Roosevelt Oc- 
tober 17 for the purpose, it was understood, of presenting to 
him their pleas for action to enable steamship lines to engage 
in overseas air transportation after the war. Confronted by 
reporters when they emerged from their conference at the 
White House, Mr. Bland and Admiral Land declined to com- 
ment on their conversation with the President. 


HOURS OF GREAT LAKES TUG CREWS 


Rear Admiral L. T. Chalker, acting commandant, U. S. 
Coast Guard, has issued a waiver of navigation and vessel in- 
spection laws affecting the working hours of licensed officers 
and seamen in the deck or engine department of any tug oper- 
ating on the Great Lakes or tributary waters thereof. He said 
that investigation had shown that provisions of section 2 of 
the act of March 4, 1915 (46 U. S. C. 673) restricting the hours 
of such licensed officers or seamen to eight hours in one day 
would, unless waived, impede the operation of vessels engaged 
in business connected with the conduct of the war, and he 
therefore found it necessary in the conduct of the war that 
compliance with the provisions of law in question be waived 
as to such licensed officers or seamen. 


SHORTAGE OF SEAMEN 

The recruitment of inexperienced seamen and of expe- 
rienced seamen and officers to man ships in the U. S. Merchant 
Marine has fallen short of actual requirements, says the War 
Shipping Administration. 

Emergency measures have been taken with the last few 
days to speed up the recruitment of men, outlined by W. S. A., 
in part, as follows: 


Although men 18 through 25 have not been recruited recently unless 
they were physically disqualified for military service, W. S. A. can 
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now recruit physically qualified men, experienced and otherwise, 17 
to 50 years of age. Selective service permits no blanket deferments, 
but all men, irrespective of age, now working ashore who have had 
previous sea experience, either in the merchant marine, navy or coast 
guard, will be given consideration for deferment if they join the mer- 
chant marine. Enrollment in the U. S. Maritime Service, W. S. A.’s 
training organization, is now open to all volunteers from 17 to 50, 
provided they have not received their order to report for induction. 
Merchant marine training is open in all departments—deck, engine, 
steward—for men 17 to 35 years of age. Stewards’ training only is 
open to men from 35 to 50. The recruitment and manning organization 


of W. S. A. is now conducting direct recruiting drives in cities through- 
out the country. 


Enrolling offices of the U. S. Maritime Service, maintained 
in principal cities, have been requested to redouble their efforts 
to recruit men for training, and quotas have been increased 
a by the training organization, according to the 


Government Ship Sale Bill 


Failure to enact promptly the pending Bland bill fixing 
prices of government-owned merchant ships to be sold after 
the war might place foreign ship operators in a position to move 
into trade routes that, under requirements of the American 
national interest, should be served by American steamship 
lines, said Admiral Land, head of the Maritime Commission and 
the War Shipping Administration, in a report on the ship sale 
bill, H. R. 5213, submitted to Representative Bland, of Virginia, 
chairman of the House committee on merchant marine and 
=_ and author of the bill (see Traffic World, Aug. 26, p. 

Admiral Land’s report and a letter to Chairman Bland 
from Herbert E. Gaston, Acting Secretary of the Treasury, 
suggesting clarification of provisions of H. R. 5213 so as to 
eliminate what Mr. Gaston described as possible conflict be- 
tween terms of the bill in its present form and existing laws 
prohibiting foreign-built ships from engaging in the U. S. 
coastwise trades, were published by the House merchant marine 
committee as its printed document No. 102. 

H. R. 5213 was comparable in need and urgency to the sur- 
plus property and industrial reconversion legislation to which 
Congress had devoted its attention before its recess, Admiral 
Land maintained. He said the Maritime Commission believed 
the basic provisions and objectives of the measure were sound, 
and that it urged its prompt enactment. 

“While this bill does not settle and is not designed to settle 
all the postwar problems of the merchant marine,” he said, “it 
does meet the most pressing present problem facing the gov- 
ernment and the shipping industry in connection with the war- 
built merchant fleet of the United States. It would establish a 
stable price plan to avoid the danger of haphazard and short- 
sighted disposition of that fleet, and by so doing it will, if en- 
acted, enable the private operators to make their plans for 
postwar operation with knowledge of what they would have to 
pay for necessary tonnage. The measure is a basic requirement 


for the reestablishment of private operation of the merchant 
marine after the war.” 


EUROPEAN INLAND TRANSPORT MEETING 


The State Department announced that a United States dele- 
gation was participating in an international conference in Lon- 
don on European inland transport. The department said the 
U. S. delegation was headed by Ambassador John G. Winant 
and Major General Frank Ross, and that it included, among 
others, Cassius M. Clay, solicitor general of the Baltimore & 
Ohio Railroad, who was on leave with the State Department. It 
said the conference would discuss arrangements regarding in- 
land transport in continental Europe after the liberation of 
territories of the United Nations of Europe and the occupation 
of any enemy territories with a view to insuring rapid move- 
ment of supplies both for the military forces and the civilian 
populations, and to provide for the transportation of displaced 
persons. It also said discussions would take place with a view 
to creating conditions in which the normal movement of traffic 
could be more rapidly resumed. 


D.P.C.-WATKINS MOTOR CONTRACT 


Secretary Jones, of the Commerce Department, has an- 
nounced that the Defense Plant Corporation, subsidiary of the 
Reconstruction Finance Corporation, has authorized an in- 
crease in its contract with Watkins Motor Lines, Inc., of 
Thomasville, Ga., to provide additional automotive equipment 
for operation in Georgia and the Atlantic seaboard states, at 
a cost of approximately $35,000, resulting in an over-all com- 
mitment of approximately $65,000. He said that Watkins Motor 
Lines would operate the facilities, but that title would remain 
in the Defense Plant Corporation. 


TRAFFIC WORLD 


Questions and Answers 


* In this column will be answered questions of both legal ani 

practical nature that confront persons dealing with traffio. A 
specialist on interstate commerce law, who is a member of our sp« 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification—Pick-up and Delivery Service 


Virginia.—Question: We have been interested in reading 
the various questions and answers relative to pick-up and de- 
livery service and would appreciate your. opinion of the fol- 
lowing: 

A shipment of rock wool was tendered as an LCL ship- 
ment but upon arriving at destination it was found that the 
freight charges amounted to less at the carload rate and min- 
imum weight than at actual weight and LCL rate. Our tariff 
does not provide for delivery service on carload shipments. 

Are we required to assess LCL weight and rate and make 
delivery ? 

Answer: Section 1 of Rule 15 of Consolidated Freight 
Classification No. 15 provides that the provisions of this rule, 
under which the carload rate may be applied to a less than 
carload shipment when lower charges result than from the 
application of the less-than-carload rate, will not apply to ship- 
ments accorded pick-up and delivery service. 

If the LCL rate was applied, the shipment was entitled to 
pick-up and delivery service provided the tariff provisions were 
complied with by shipper and consignee. 


Delay—Refusal by Consignee of Goods Rendered Worthless 
for Original Purpose 


Ohio.— Question: An LCL shipment carried by a forward- 
ing company was lost in transit. Five weeks from date of ship- 
ment, the consignor filed claim as directed by the representa- 
tive of the carrier and duplicated the original shipment. After 
the claim was filed, the carrier located the original shipment; 
however, the consignee refused it as the duplicate shipment 
was either in transit or had been delivered. 

Is not the carrier still liable for the claim on the original 
shipment which consisted of paper forms printed expressly for 
the consignee and of no value to anyone else, except as scrap 
paper ? 

Answer: The duty of the consignee of goods transported 
by a carrier to accept delivery thereof, is not ordinarily excused 
by the fact that the goods are damaged, unless such damage 
renders the property practically valueless, having regard to the 
expense of acceptance and use, and to the purpose for which it 
was intended, the consignee’s remedy in case of partial loss or 
of injury not rendering the property worthless, being to accept 
the goods and sue for damages, or, in case the injury renders 
the property valueless, to reject the consignment and sue for 
its full value. A consignee may not refuse to accept goods be- 
cause of delay in delivery, his remedy being to receive the 
goods and sue for the damages caused by the delay. A con- 
signee of goods which are of little or trifling value and unsal- 
able, however, may refuse to accept them when tendered after 
a negligent delay in transportation thereof, and may recover 
damages and the statutory penalty for failure to adjust and 
pay the claim within the statutory time after filing thereof. 
American Railway Express Co. vs. Pitts, 91 So. 571; Poore Vs. 
Southern Express Co., 86 S. E. 21. 


Tax on Transportation of Property 


Missouri.—Question: On page 862 of the September 30 
issue of the Traffic World, under the above caption, in answer 
to a question from Wisconsin, you state that “any amount paid 
as a demurrage or weighing charges in connection with the 
transportation of coal is not subject to the tax.” 

Does this exemption specifically apply to coal or does the 
exemption cover all accessorial charges ? 
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G. I’s. Doing Sales PROMOTION 


Those beribboned fighting men you see with campaign bars denoting 
service in the South Pacific, England, Africa, Italy, France and other 
parts of the world, have been doing more than a tough job of fighting. 
Although they do not think of it in these terms, they have also been 
making a marketing survey. They have seen a lot of customers for 
American industry and farms. 


Wherever G. I. Joe has gone, people have been eager for American 
goods. Joe has probably helped promote consumer demand. He and 
his mates, in foreign lands, have given away American cigarettes, 
candy, food, and other products which we of Pope & Talbot-McCormick 
Steamship Co., and others of the American Merchant Marine have 
transported overseas. 


Joe will tell you that the people overseas have many goods we could 
use, too. As in the pre-war days, so in the postwar era, Pope & Talbot- 
McCormick Steamship Co., will play a large part in the Domestic Mer- 
chant Marine which is fundamental to the building of an adequate 


world-wide shipping fleet, so necessary to extend profitable trade 
throughout the Seven Seas. 
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It will be appreciated if you will give us a copy of the 
ruling or reference to file number and individual authorizing 
exemption. 


Answer: Under Section 3475 of the Internal Revenue Code, 
the term “transportation” means the movement of property by 
a person engaged in the business of transporting property for 
hire, including interstate, intra-state, and intra-city and other 
local movements and all services and facilities rendered, fur- 
nished, or used in connection therewith. It includes receipt, 
delivery, elevation, transfer in transit, ventilaiton, refrigera- 
tion, icing, storage, demurrage, towage, lighterage, trimming 
of cargo in vessels, wharfage, handling of property transported, 


feeding and watering livestock, and all other incidental services 
and facilities. 


The exemption does not apply to accessorial charges on all 
commodities. 


The ruling appearing in our answer to Wisconsin, to which 
you refer, is a ruling of the Bureau of Internal Revenue, with- 
out number. 


Delivery to Carrier—Liability of Carrier 


Missouri.—Question: During the course of normal. busi- 
ness transactions with one of the merchandise houses of this 
city, a cartage company who delivers freight shipments from 
this house to our terminal left a box of bolts and nuts at our 
terminal. It was several weeks before we were able to deter- 
mine what carrier was to receive this particular box. We noti- 
fied the shipper who in turn informed the cartage company to 
pick up and deliver it to the right carrier. However, sometime 
elapsed, and the cartage company did not pick it up. 


A fire developed at our terminal which destroyed the box 
and, of course, the contents became scattered and of no salvage 


value. The shipper filed claim against us contending that the: 


box was in our possession and that we were responsible for it. 
We denied liability, and advised him that we had not signed a 
bill of lading, and that the box was at our terminal through no 
fault of ours, and due entirely to the carelessness of the cartage 
company. We felt that inasmuch as we had not derived any 
revenue nor was cartage charges contemplated, that there could 


be no liability on our part, and accordingly denied payment of 
the claim. 


The shipper, however, has been unable to see our position 
in this regard, and has insisted that we pay the claim. We 
would appreciate it if you would give us your opinion together 
with any cases which may be in point in this regard. 


Answer: The risk of the carrier, as such, begins on delivery 
of the goods to it for immediate transportation, that is, as soon 
as the delivery is complete so as to place on the carrier the 
exclusive duty of seeing after their safety. Delivery cannot be 
complete if anything remains to be done by the shipper before 
the goods can be sent on their way; but if the thing to be done 
is something which it is the duty of the carrier to do, without 
further act on the part of the shipper, then the liability of the 
carrier attaches at once. After the carrier has received the 
goods for transportation it is liable as common carrier, not 
merely as warehouseman, although they have not yet been 
loaded for immediate carriage. 


A well settled general rule, is that notwithstanding the 
goods are in the actual custody of the carrier, its liability as 
such does not attach before shipping directions have been given, 
and that its liability is that of a warehouseman only, and while 
it would seem that this principle might be rendered inoperative 
by custom or special contract, the implication that the carrier 
assumes the duty of immediate transportation and its responsi- 
bility of an insurer, without knowing to what place and to 
whom goods are to be shipped, must be clear. 


In Parler vs. Davis, 115 S. E. 818, it was held that evidence 
that a farmer, in accordance with an established custom, left a 
bale of cotton on a depot platform after having it weighed, with 
the consent of the railroad company, with the expectation of its 
being shipped at a later date, created a question for the jury 
whether or not the railroad company assumed the relation of 
warehouseman or bailee. 


In this case the court said: 


If constructive delivery in the more drastic relation of common 
carrier be recognized, there is no reason why it should not be recog- 
nized in that of warehousemen or bailee. If the railroad company had 
acquiesced in the custom of allowing the cotton to be placed and to 
remain upon its platform, anticipating the opportunity of transporting 
it and receiving the benefit of the freight charges, creating the im- 
pression that in the meantime they would care for it, even though 
such deposit was for the convenience of the owner, and without specific 
notice to the railroad company, it would assume the relation of ware- 
houseman or bailee. 


_ If, in the present instance, the goods were not accepted for 
shipment, there was a bailment of the goods for the sole benefit 
of the bailor. Under such a bailment the bailee is liable only 
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for gross negligence or bad faith. Primarily, gross negligence 
connotes the absence of slight care or diligence. 


POSTWAR HIGHWAY PLANS 

By the time the 1945 road construction season arrives, more 
than $500,000,000 in state highway construction projects will be 
ready for the beginning of construction, and by October 1, 1945, 
the total of such available projects will-exceed one billion dol- 
lars, according to Charles M. Upham, engineer-director of the 
American Road Builders’ Association. He said that state high- 
way departments alone were now ready to proceed with more 
than $400,000,000 of construction projects, and that that amount 
was “about equal to a typical pre-war annual program.” 

He contended that inadequate roads would hold back busi- 
ness and industrial activity after the war, and that ‘the best 
and perhaps only way to prevent the return of uneconomic 
makeshifts is to get the blueprints ready for planned, substan- 
tial, needed construction projects.” 

H. E. Foreman, managing director of the Associated Gen- 
eral Contractors of America, has assued a statement in which 
he contends that plans for postwar public works projects, in- 
cluding highway construction and airport construction, need 
to be expedited if they are to have any particular effect on 
employment and business condititons “in the period of transi- 
tion from war to-peacetime.” He took the position that, of 
the plans that had been made for such projects, too many 
were in the “idea,” “preliminary” or “design” stage. More of 
those plans needed to be brought to the completed stage, he 
said, “because it usually takes longer to bring such projects 
to the start-work stage than it does to build them.” He sub- 
mitted the following figures in a tabulation he said his organ- 
ization had made of available data, to show a need for com- 
pletion of more plans: 

Highways, roads and _ streets—$176,243,000 
$351,776,000 in design stage; 
$1,392,036 in ‘‘idea’’ stage. 

Bridges, viaducts and grade separations—$92,152,000 in completed 
stage; $119,526,000 in design stage; $319,989,000 in preliminary stage, 
and $427,710,000 in ‘‘idea’’ stage. 

Airports, terminals and landing strips—$28,296,000 in completed 
stage; $60,962,000 in design stage; $151,172,000 in preliminary stage, 
and $270,095,000 in ‘‘idea’’ stage. 


in completed stage; 
$786,439,000 in preliminary stage, and 


SCRAGG ON DISTRIBUTION COSTS 

George H. Scragg, director of advertising and sales pro- 
motion, White Motor Company, Cleveland, speaking before the 
Advertising Club of Cincinnati, last week, pointed out that, 
before the war, 58 cents of the consumer dollar went for dis- 
tribution and only 42 cents for production costs and said that 
the obligation rested on every phase of distribution, including 
advertising, sales, warehousing, transportation, and the like, 
to reduce the cost of distribution. ; 

He said the field of distribution had in no way kept pace 
in recent years with the field of production so far as efficiency 
was concerned. The greatest saving of distribution costs could 
be made, he said, in cutting down time for getting goods from 
manufacturers to consumers. In the motor truck field, he con- 
tinued, the effort to attain high efficiency would begin with the 
design of trucks and would carry through into all truck opera- 
tions. Lessons learned in the war period would cause truck 
users to tackle seriously.many problems that they formerly 
treated with unconcern, he said, adding that they would pay. 
more heed to selection of equipment, better routing vehicles, 
better loading and unloading practices, effective driver training 
programs, scientifically programmed maintenance of trucks, 
and the like. He said that economical service would “come 
not from lower profits, but, rather, from the higher operating 
efficiency.” He said the problem of distribution was complicated 
but that he believed that, after the war, “we in distribution are 
going to accomplish the things that production accomplished in 
the decade of the 1920’s.” 


Cc. A. OF C. TRUCK WEATHER WARNINGS 

Road-haul motor carriers, operating out of Chicago, will 
be kept advised of unusual weather conditions in the coming 
winter by the transportation department of the Chicago Asso- 
ciation of Commerce. The association will receive reports from 
the United States Weather Bureau of expected cold waves and 
heavy snows and will relay the warnings to the trucking com- 
panies in the affected areas by telephone. 


CHICAGO TRAFFIC COUNCIL i 
The nominating committee of the industrial traffic council 
of the Chicago Association of Commerce has submitted the 
names of its candidates for general chairman and general vice- 
chairman, the election to be held at the council’s annual meet- 
ing in the Palmer House, November 2. The committee’s candi- 
date for general chairman is E. J. Leger, general traffic man- 
ager, Butler Brothers, and for general vice-chairman, Gordon 
E. Riley, traffic manager, United States Gypsum Company. 
A. H. Schwietert, traffic director of the association is the 
council’s general secretary. 
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Your Trucks are Advertising Media too 


ads 


ee eWith MEYERCORD TRUCK DECALS 


Every unit in your fleet is a “rolling bill- 
board’’! Companies that sell space on their 
trucks charge as high as $240.00 per truck 
per year. The space on YOUR trucks is of 
equal value for YOUR OWN USE...and 
it doesn’t cost a cent! Sell your company 
name, product or service in this FREE space 
with colorful Meyercord Truck Decals. 


They’re durable, weather-tested and econom- 
ical for a dozen trucks or a thousand. Any 
design, in any size or colors can be repro- 
duced at a fraction of handpainting cost. 
Fast, overnight application saveslabor, money 
and idle truck time. Free designing service 
on request. For further details, address all 
inquiries to Department 63-10. 


Buy War Gonds-and Keefe Them 


The Curtiss truck and Ohio 
Farmer's Dairymen fleet il- 
lustrated are typical of the 
many alert fleet operators 
using genuine Meyercord 
Truck Decal decorations. 


7323 WEST LAKE STREET 


FREE! Send for your copy 
of Meyercord’s Truck Visu- 
alizer containing helpful 
truck decorating data and 
outline diagrams of trucks 
for experimental sketches. 


THE MEYERCORD CO. 


World’s Leading Decalcomania Manufacturer 


CHICAGO 44, 





ILLINOIS 


Personal Notes 


Carl Gustafson, 58, for many years agent for the New 
York, New Haven and Hartford Railroad’s consolidated ticket 
offices at Boston, died October 11. He served with the company 
for 41 years. 

Horace Baker, who was a member of the United States 
Railroad Labor Board from 1920 to 1926, and before that 
served with the railroads for 34 years, died at Sarasota, Fla., 
October 15. He was at various times general manager of the 
Cincinnati, New Orleans and Texas Pacific, of the Alabama 
Great Southern, and of the Southern Railways’ western lines, 
and from 1917 to 1920 served with the Railroad Board of Ad- 
justment. 

L. C. Mahoney, retired general freight traffic manager at 
Chicago for the Chicago, Burlington and Quincy, died at his 
winter home at Clearwater, Fla., October 17. 

C. G. Stewart has been appointed general agent at Omaha 
for the Chicago Great Western, succeeding D. Northup, who 
died recently. ; : 

William Kruckstein has been appointed assistant comp- 
troller for the Milwaukee Road at Chicago, succeeding C. A. 
Peterson, who died October 5. 

Dewey C. Wayne has resigned as chief of the transporta- 
tion branch of the Office of Price Administration’s transporta- 
tion and public utilities division to become general manager of 
Aero-Transporters, Inc., S. A., Monterrey, Mexico, effective 
November 15. 

Chester H. Gray has resigned as director of the National 
Highway Users Conference. P. D. McLean, chief of informa- 
tion of the conference, will be in charge of the headquarters 
office in Washington pending the appointment of a successor to 
Mr. Gray. 

The War Food Administration has announced appointment 
of Edgar B. Black, of Buffalo, N. Y., as its director of trans- 
portation, to succeed Elwood Chase, who, according to the 
announcement, has resigned to return to his former position 
in private business in Buffalo. The W. F. A. said that Mr. 
Black had been in the grain business at Buffalo for the last 
thirty years and that, since early in the present war, he had 
been the Commission’s grain permit agent at Buffalo governing 
the rail movement into that market and Oswego, N. Y. 

The St. Louis Southwestern has announced the following 
appointments: W. B. Wilson, assistant general freight and 
passenger agent, San Antonio, Tex., succeeding L. J. Hausman, 
who died recently; George M. Trickett, freight and passenger 
representative, Memphis, Tenn.; J. P. Walsh, assistant general 
passenger agent, Tyler, Tex., succeeding C. M. Cootes, who has 
retired; R. D. Craven, commercial agent, Laredo, Tex. 

I. N. Bayless has been elected president and general man- 
ager of the Union Pacific Coal Company, a subsidiary of the 
Union Pacific Railroad, at Omaha, succeeding Eugene Mc- 
Auliffe, whom the board of trustees has elected chairman. Mr. 
Bayless has also been elected to membership on the board, and 
vice-president and member of the board of the Union Pacific 
Water Company. H. C. Livingston and Vernon O. Murray 
have been appointed assistant general managers of the Union 
Pacific Coal Company, at Rock Springs, Wyo., and George B. 
Pryde has retired as vice-president of operation after serving 
at Rock Springs for 46 years. 

M. J. Harris has been appointed southern traffic manager 
for the Railway Express Agency at Atlanta, and Francis D. 
Kelley, who recently received his discharge from the U. S. 
Navy after a year’s service, has been appointed district. man- 
ager, public relations, Gulf department, at Atlanta. 

John W. Scoville, chief statistician for Chrysler Corpora- 
tion, spoke on “Free Trade” at a recent meeting of the Foreign 
Trade Club of Detroit. 

Lon A. Fleener has been appointed manager, wholesale 
division, at Cleveland; Henry G. Goehring, director of indus- 
trial relations at Cleveland, and Thomas H. Parramore, Pacific 


coast regional service manager at San Francisco, for the White 
Motor Company. 


James W. Graham has been appointed special representa- 
tive at Chicago for the National Carloading Corporation. 

The Pennsylvania Railroad has announced the following 
appointments: Walter O. Teufel, general superintendent of the 
northern division, Buffalo, N. Y., succeeding F. D. Davis, who 
has received a leave of absence; James P. Newell, Jr., general 
superintendent, southwestern division, Indianapolis, Ind., and 
Morton S. Smith, superintendent of freight transportation, Chi- 
cago. 

The North Western Railway Traffic Club of Chicago has 
elected the following officers: Chairman, E. G. Johnson, Jr.; 
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first vice-chairman, T. D. Judson; second vice-chairmay 
E. Mueller; secretary, Virginia Clark; treasurer, Lucille Ka 
stedt; librarian, June Elphinstone. 
Warren W. Brown has been appointed general freighfi% 
agent at St. Louis for the Nickel Plate Road. me 
Elbert M. Antrim, head of the traffic department of thm 


SATAS 
Chicago Tribune from 1917 to 1927 and for 27 years a Tribune 


executive, has been appointed, business manager of the news 
paper, succeeding W. E. Macfarlane, who died October 9. 
E. L. DeRosa has been appointed regional agency manage 
at Chicago for American Airlines, Inc. 
Allan G. Zee has been appointed city freight agent at Min 


1% 9 
neapolis for the Chicago, St. Paul, Minneapolis and Omahaie sen 


Railway, succeeding T. J. Kenniff, Jr., who resigned. 


Henry F. Grady, president of the American Presidente : 
Lines, has accepted the chairmanship of the United States dele. 


gation to the International Business Conference to be held atid 
Rye, N. Y., November 10 to 18. 

Henry C. McDermott has been appointed general sale 
manager for the Gillette tires division of the United State 
Rubber Company, New York. 

Emerson J. Poag, formerly assistant general sales map 
ager in charge of advertising for the Dodge division of Chrysler 
Corporation, has joined Ross Roy, Inc., Detroit advertising 
agency, as vice-president. 

A. F. Sprankle has been appointed metallurgical enginee 
for the Timken steel and tube division of the Timken Rolle 
Bearing Company, Canton, O. ie 

T. R. Cheney has been appointed freight service agent at 
Tampa, Fla., for the Atlantic Coast Line. 

W. J. Fitzgerald has been appointed New England freight 
agent at Boston, and J. M. Hart, district freight agent at News 
Haven, Conn., for: the Lehigh and Hudson River Railway. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusiv 
of switching and terminal companies, totaled $99,259,971 i 
coaches, and $55,644,552 in parlor and sleeping cars for June, 
1944, as against $91,942,575 in coaches, and $50,497,190, fo 
June, 1943, increases of 8 per cent and 10.2 per cent, respec 
tively, according to a compilation by the Commission’s Bureauff: 
of Transport Economics and Statistics of passenger trafii 
statistics, other than commutation, statement M-250. ‘ 

For the six months ended with June, 1944, passenger: 
revenues amounted to $522,634,201 in coaches and $329,489,664 
in parlor and sleeping cars, as compared with $441,830,298 and 
$279,175,704, respectively, for the like 1943 period, increases: 
of 18.3 and 18 per cent. : 

Revenue passengers carried for June, 1944, totaled 46,411,234% 
in coaches and 5,610,859 in parlor and sleeping cars as com-§; 
pared with 47,250,010 and 4,944,172, respectively, for June, 19439: 
a decrease of 1.8 per cent in coach passengers and an increase: 
of 13.5 per cent in the passengers carried in parlor and sleeping 
cars. For the six months ended with June, 1943, revenue pas 
sengers carried total 252,197,584 in coaches and 32,839,759 i 
parlor and sleeping cars, compared with 235,341,357 and 28, 
111,911, respectively, in the same 1943 period, increases of 7. 
per cent and 16.8 per cent. 





TIRE CONSERVATION 


The Chicago area motor transportation advisory committee 
to the Office of Price Administration has voted to distribute to 
all truckers in the area a schedule of maximum load weights 
for various types of trucks as a tire conservation measure 
Special emphasis is to be put on the hauling of building ma- 
terials. Truckers handling that tonnage are to be urged to 
check all load weights at quarries, to control speeds carefully§ =: 
and to see that yard roads are kept in good condition. Marion} ¥s 
W. Isbell, O.P.A. area director, has appointed W. F. Schroeder, 
secretatry, Thomas Moulding Brick Company, president of thé 
Material Merchants’ Association, a member of the committee. 


DOMESTIC INSURED AND C. O. D. MAIL FEES 


The Postoffice Department has announced new fees and 
other charges on domestic insured and c. o. d. mai] and hasg® 
called attention to the fact these will be collected beginnings» 
November 1. It also said a fee of five cents would be collected 
for the service of notifying a sender or his representative of 
non-delivery of c. o. d. mail and that notification would be 
made only when c. o. d. mail was endorsed to show that such 
notice was desired. Collection for the service would be made 
by affixing postage-due stamps to the notice, the department 
said. It also said that, effective November 1, c. o. d. mail that 
did not bear a specific return — would be treated as 
though it bore a return request of 20 days. 
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| THE FLEETWAY 
Engineered for over-the-high- 


way service and general 
hauling, U. S. Royal Fleetway 
is first choice of truck oper- 
ators who want to get most © 
miles for every certificate they 
spend. Remember Fieetway 
—more tire for your certificate! . 


| TO GET GOOD TRUC 
__ TIRE PERFORMANC! 
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Here's how! Now, 1 


First, be sure you have these . oo 


necessary materials on hand: aga 
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: ; 2. Cle 
2. Paint brush, 1 to 1% inches pre 


in width, or cloth. tak 


3. Soapstone, talc, or mica inf} 3. a 


shaker can or tied in cheese =m 
cloth sacks. | 4. Int 


1. Wire brush for cleaning rims. 
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5. W: 
sol 
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4. Vegetable oil soap. 


THIS IS THE SIGN 


of a local, independent busi- 

ness built on experience, — 
skilled service and products 
of quality. 
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“U.S. Transportation Maintenance...a simple, practical olin to cut operating 
costs, stretch truck tire mileage and reduce road are Call in sae U.S. 
Truck Tire distributor today. es 
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th 1. Make vegetable oil soap solution. Mix one pound of Because xn-lubricated tubes and flaps will ‘‘freeze’’ to 
| soap with one-half pint of water. Stir well and stir _— the casing and will not slip down against the rim_nto 
hand: again every time before using. You can estimate a _— their proper positions during initial inflation. When 
pound by taking one-fifth of contents of 5-pound this “freezing” occurs, the tube and flap are subjected 
.g rims, can, etc. to abnormal stretching and are likely to crack and split. 
sail . Clean rim thoroughly, especially inside of flanges, When this happens, costly, premature failure results. 
—— a pai. Sat began brush. Straighten bent Ganges, wren tire, tube, flap and rim are all properly assembled: 
nica inf. 2° Lspect inside of tire, remove dirt, stones, etc., and 1. The beads fit snugly and firmly on the rim. 
~~ dust thoroughly with soapstone, talc or mica. Re- 2, The flap lies evenly and smoothly against rim and 
Me move any excess of soapstone. against inside of beads without strain or distortion. 
4. a saci gel Ld oe out. Dust with soap- = ie tube fits uniformly and without excessive stretch- 
5. With paint brush or cloth, apply vegetable oil soa : 
solution on inside of beads and that part of med 4. The entire assembly is perfectly put together and 
between beads. (With passenger type tires, also each part can efficiently perform the particular work 
apply solution on outside of om so that casing will for which it is designed. 
“ commty isha flanges.) aed IMPORTANT NOTE: When tires are used on wide-base 
6. Next insert flap in casing. The lubrication on the rims it is necessary to equip with the next larger size tube 
inside of beads and on tube will permit wings of in all sizes up to and including 9:00 in accordance with 
flap to slip into position between the tube and the Tire & Rim Association recommendations for both 
shoulders of beads. rubber and synthetic tires. The larger synthetic tube is 
7. Apply soap solution evenly on the flap between particularly required because of its lower stretchin 
Pply P y P mesy £Oq 8g 
the beads. qualities. A wider flap is required also with all sizes of 
8, Mount casing on rim in regular way. tires when installed on wide-base rims. 
9. Inflate to full recommended pressure, until tire * * * ' 
beads are seated. _— : S, —_ Tire wre 
: tributor can su ou wit 
10. DEFLATE, preferably by removing valve core. “U.S.” Ve getable Oil y oap and 
\\. RE-INFLATE to recommended pressure. “U.S.” Soapstone. 
TE PINS LATE - DEFLATE - RE-lII 


At any time and all the time, proper mounting 
of truck tires, tubes and flaps is a “SHOULD” 
for profitable operation. 

Now in wartime with Synthetic tires, tubes 
and flaps, it is an absolute ‘‘MUST”. 

Any way you do it, mounting tires takes a 
certain amount of work. Why not do it right 
the first time? 


Now, follow these steps: 


unt Tires Co 











































Mounting truck tires the right way takes only 
just a little more work, a little more time, a little 
more material. And you geta LOT MORE MILES 
per tire. 

Mounting tires the wrong way still takes 
work, is bound to make you more trouble in 
the end, and cuts tire life and mileage way 
down. 


WHY all the special care? 


Listen to the Philharmonic-Symphony program over the CBS network Sunday afternoon, 3:00 
to 4:30 E.W.T. Carl Van Doren and a guest stor present an interlude of historical significance. 
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HE knows...do you... 


THA T— American steamship 
companies are conducting the 
greatest water transport opera- 


tions in history. 


THAT — without such opera- 


tions the military successes of 
our Armed Forces would be im- 


possible. 


GRACE 





10 HANOVER SQUARE, NEW YORK 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, div- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us adec- 
quately and promptly informed.—Hditor THE TRaFFic WORLD, 





Frank Kearney, assistant sales manager for the Lehigh 
Warehouse and Transportation Company and sales manager for 
the Lackawanna Warehouse Company, has been elected presi- 
dent of the Traffic Club of Newark, N. J. Other new officers 
include: First vice-president, Charles F. Feltham; second vice- 
president, Harry G. Regan; treasurer, Edward C. Kane; mem- 


bers, board of governors, William Kortenhause, Raoul Nehr, 
and John Haeck. 


Fred A. Doebber, president of the Associated Traffic Clubs 
of America, spoke on professionalization of traffic management 
and on the need for better public appreciation of traffic man- 


agement, at a meeting of the Richmond, Va., Traffic Club Oc- 
tober 16. 


_ The Indianapolis, Ind., Traffic Club will hold its annual fall 
dinner dance at the Columbia Club October 28. Door prizes will 
be awarded. C. W. Lantz heads the dinner dance committee. 

More than 250 members and guests attended the first an- 
nual dinner of the Raritan Traffic Club of Metuchen, N. J., 
October 10. Newly elected officers were installed. R. A. Dugan- 
sky headed the dinner committee. 





The Women’s Traffic Club of Pittsburgh held a dinner 
meeting October 19 at which Mrs. S. Irwin Kamin of the Ameri- 
can Red Cross spoke and showed the motion picture, “Life- 
line.” There was a reading by Mrs. Beth Wiley. 





At a luncheon meeting of the Transportation Club of St. 
Paul, Minn., October 17, the golf committee, George H. Nourse, 
chairman, showed motion pictures taken at the club’s annual 


| golf tournament last summer. A Hallowe’en and homecoming 








dinner dance will be held at the Commodore Hotel November 4. 





The Oakland, Calif., Traffic Club held a dinner meeting 
October 17 at which Pau! P. Parker, ‘human relations engi- 
neer,” spoke on “Tact and Skill in Handling People.’ Herb 
Alvin was chairman for the evening. 


At a meeting of the Woman’s Traffic Club of Milwaukee, 
October 9, T. F. Millane, federal court bankruptcy referee, was 
guest speaker. 





The Transportation Club of Peoria, Ill., will hold an in- 
formal Hallowe’en dinner dance at the Shore Acres Country 
Club October 28. 





The Miami Valley Traffic Club will hold its first regular 
meeting of the fall and winter season at the Van Cleve Hotel, 
Dayton, O., October 23. It will be an educational meeting. O. C. 
Corbin, manager, sales training department, National Cash 
Register Company, will speak on “Sales Training and Selling.” 
J. W. Brown, of National’s traffic department and club presi- 
dent, will preside. R. H. Hagerman, traffic manager for the 
company, heads the speakers committee. Dinner will be served. 
A smoker will be held December 5. 


The Junior Traffic Club of Metropolitan St. Louis will hold 
a railroad night meeting November 1 at which W. C. Streit, 
assistant to the vice-president in charge of traffic, Wabash Rail- 
road, will speak on ‘“Reconversion Problems of the Railroads.” 
There will be a program of songs by the Lincoln Four of Ameri- 
can Legion Post No. 62. 


The Cincinnati, O., Traffic Club will hold its fall stag buffet 
at the Hotel Alms October 26. 


The Traffic Club of Minneapolis held a sold fuel day lunch- 
eon meeting October 19 at which Thomas R. Wilson, chief, 
British Empire unit, Bureau of Foreign and Domestic Com- 
merce, Washington, D. C., spoke on “Present and Post-War 
Trade Relations with the British Empire.” There was a pro- 
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SERVING THE NORTHWEST and CANADA 


NINE important gateways for intersectional traffic .. . 


CHICAGO — MILWAUKEE — MANITOWOC 
MINNEAPOLIS (Minnesota Transfer) ST. PAUL 
DULUTH — SUPERIOR — MANISTIQUE — MACKINAW CITY 

THREE important gateways for international traffic... 


PORTAL — NOYES — SAULT STE. MARIE 
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F a Al E 110 Single-Sheathed Box Cars, 30 Ton Capacity, Built New 
1928. Complete New Body Above the Underframe 


GENERAL SPECIFICATIONS 
FULL STEEL UNDERFRAME 
Center sill—12” shipbuilding channel—45 lbs. per foot. Side and end sills—10” channel—25 lbs. per foot. 
buffet Couplers 6x8”, Cast Steel Coupler Yokes, Friction Draft Gears. TRUCKS: Full “U” section, Bettendorf type 
with cast steel truck bolsters. 
Inside Dimensions: , LENGTH: 36’ 4-34” WIDTH: 9’ 334" HEIGHT: 8’ 4-42" 
lunch- Cubic Capacity: 2830 cu. ft. Light Weight: 40,300 lbs. Load Limit: 62,700 lbs. 


Com RAILWAY ACCESSORIES COMPANY 


ve 4017 CAREW TOWER, CINCINNATI, OHIO 
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Their Flights Mean Might! 


(rN Current flights of Allied aircraft mean might 
[PEDRIA-GATE WAY | 


It is the sort of might that helped industrial America lick the 


and speed victory. The same can be said of 
the countless flights of the rail iron horses. 


They, too, mean might. 


battle of production by supplying undreamed of mass trans- 
portation so that industrial output could be kept at a maximum, 

As the battles continue to rage more fiercely on all war 
fronts, production and transportation on the home front con- 
tinue to provide an ever-essential link to victory. Railroads 
are now keeping up their performance and pacing the way, 
just as they will in postwar when mass distribution will be 
more essential than ever in peacetime operations. 

At the P. & P. U. Ry. we continue to fill our niche in the 
scheme of things in performing for the sixty-fourth year the 
all-important interchange function. We are sorting and re- 
assembling cars and speeding them along to destination to the 
best of our ability and we shall continue to do so. You can 
bank on us now just as you will be able to bank on our 


cooperation in post-war. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.: Chicago, Rock Island & Paecifie Ry.; Chieage & North Western 
Ry.; Chieago & Illinois Midland Ry.; Ulinols Terminal Raliroad Co.; Inland Waterways 
Corp.: Minneapolis & St. Louls R. R.; Afton Railroad; Atchison, Topeka & Santa Fe Ry.; 
. R.; Pennsylvania Railroad; Peorla Terminal R. R.; a Burilingten 
& Quincy Railroad; New York, —— & St. Louis Rallroad; Cleveland, Cinelnnati, 
Chicago & St. Louis Ry. (Peoria Eastern); Toledo, Peoria & Western R. R. 





“One of America’s Rallroads—All United for Victory” 
Don't Ferget te Buy Those War Bonds 
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gram of entertainment. W. G. Fredel, Jr., and J. A. Parker 
were co-chairmen of the committee on arrangements. 





_ The Omaha, Neb., Traffic Club held a motor carrier night 
dinner meeting October 19. There was a program of entertain. 
ment. Heine Volz headed the committee on arrangements 





The Traffic Club of Chicago held a balloon night party 
October 18. Dinner was served. The club will hold a Hallowe'en 
dinner dance October 31. R. J. Schilling is chairman of the 
entertainment committee, in charge of arrangements. 





The Norfolk-Portsmouth Traffic Club held a dinner meeting 
October 19 at which Lt. Col. Walter J. Kress, public relations 
officer, U. S. Army, Fort Story, Va., spoke on “Rehabilitation 
of Disabled Soldiers,” and Capt. William A. Calafiura, public 
relations officer, Hampton Roads Port of Embarkation, New. 


port News, Va., spoke on “The Handling and Treatment of 
Italian Prisoners of War.” 





_ Howard G. Freas, member California Railroad Commis. 
sion, spoke on the regulatory duties of the commission at a 
dinner meeting of the Women’s Traffic Club of Oakland, Cal. 
October 10. Don F. Walker, Northern Pacific, was guest of 
honor. Kay Collier, Durkee’s Famous Foods, was chairman of 
the committee on arrangements. 

Major General Charles P. Gross, chief of transportation, 
U. S. Army, spoke on “The Army Transportation Corps” at a 
forum luncheon meeting of the Traffic Club of New York Octo- 
ber 18. E. H. Burgess, chairman, Traffic Executive Committee, 
Eastern Territory, will speak on “Order or Disorder in Trans- 
port Regulation” at a monthly meeting October 24. 





The Pontiac, Mich., Traffic Club will hold its annual fall 


dinner at the Forest Lake Country Club October 23. There will 
be a floor show. 





The Queens County Traffic Club of Forest Hills, N. Y., held 
a railroad night dinner meeting October 10. 





The Grand Rapids, Mich., Transportation Club held a din- 
ner meeting October 19 at which two War Production Board 
films, one on LST boats and other equipment used on the fight- 
ing fronts, and the other on work performed by the U. S. Army 


Service Forces, were shown. Bob Fahrner headed the commit- 
tee on arrangements. 





The study group of the Women’s Traffic and Transportation 
Club of Baltimore will hold its first meeting of the season Octo- 
ber 25. D. Stewart Webb will speak on ‘Historical Spots in 
Downtown Baltimore.” Mrs. Katherine E. MacAlister, chair- 
man of the educational committee, will preside. 





The Junior Traffic Club of Portland, Ore., is sponsoring a 
10-week course in traffic management this fall. Classes began 


October 17 and are being held each Tuesday and Thursday at 
the Shattuck School. 





James R. Tascik, commerce assistant, New York Central, 
spoke on “Tariff Interpretation in Relation to Claim Procedure” 


at a forum meeting of the Junior Traffic Club of Chicago Octo- 
ber 19. 





Members of the Traffic Club of the Lehigh Valley held a 
meeting at Allentown, Pa., October 16, at which there was dis- 
cussion of the Commission’s service order No. 242, imposing 
higher demurrage on box cars held for loading and unloading. 
There was a program of entertainment. The next meeting will 
be held at Bethlehem, Pa., November 20. 





The Manufacturers’ Association Traffic Club of Lancaster, 
Pa., will hold a dinner meeting October 23 at the Elks’ Club. 
John U. Shroyer, secretary of highways, State of Pennsylvania, 
will be the speaker. There will be a program of music and 
other entertainment. 





C. B. Sudborough, chairman of the annual dinner commit- 
tee of the Traffic Club of St. Louis, in a telegram referring t0 
the editorial in the Traffic World in October 14, says the board 
of governors of that club has “already acted to make the 1945 
annual dinner a local and informal affair and to discourage 
outside attendance.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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4 fight- ’ Prepared from Front Line 

Arm Photos from Acme and 
: ~~ he U.S. Army Signal Corps. 
ommit- 


seta UTE VIA GALVESTON | "Mies =e | ‘400, 000 
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pots in AND BE ASSURED OF GMC “Six by Six Trucks 


td 
mies Carchul Handling ano for Our Armed Forces 
Pine er ' e e There’s nothing beautiful about this mud-splashed, war- 
sday at Suck Dispatch worn Army truck. But deauty is as beauty does, and 
more of these sturdy 214-ton GMCs are performing more 


—_— G ALVESTON AGM ARVES duties for our Armed Forces than any other vehicle. 


> Oe They go ashore with Army Engineers and Navy Sea- 
: w Est. 1854 bees, helping to build bases and bridges and bomber 

strips. They are used by the Air Forces to transport 
Bay Geo. Sealy, Chairman F. W. Parker, General Manager bombs, gasoline and repair equspment. They serve as 
mposing prime movers for the Artillery’s 75 mm and 105 mm 
loading. eens basanites tenon iadieihacsoeiaamnniteedaces ineleieanepmeamramets guns. They power machine shops for Ordnance and 
ing will mobile radio stations for the Signal Corps. They carry 


( YOUR ASSURANCE OF SHIPPING countless loads of food and fuel, munitions and mate- 
— \ eS PACKS-“BOUND TO GET THERE!” rials for the Army Service Forces. 


s’ Club. | In fact, wherever and whenever Allied Armies need 
~—— | truck power, you'll usually find another Army of GMC 
1S1C | 


““six-by-six” trucks, Rough and Ready for More Action. 


r., held 


, In addition to producing thousands of military trucks and 
commit- 4 amphibian“ Ducks,”’ GMC is now manufacturing several \ a) 
rring to \ P thousand commercial trucks for use in essential civilian \\\ 
Tt d occupations. If you are eligible for a new truck, see your 

ne boar : ' GMC dealer first for ““The Truck of Value.’ * Remember, 

the 1945 ° , a too, that he is headquarters for the original truck-saving, 
scourage , ; time-saving Preventive Maintenance Service. 
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HOME OF COMMERCIAL GMC TRUCKS AND GM COACHES .. 
VOLUME PRODUCER OF GMC ARMY TRUCKS AND AMPHIBIAN “DUCKS” 
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GULF MOBILE & OHIO RAILROAD 














Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 
The Jacobs Transfer Company, Inc. 


Established 1859 
61 Pierce Street, N. E. & 
Phone District 2412 


Washington 2, D. C. 





Island 
LYRY¥YRY 


ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted eleewhere. 


October 23—Brooklyn, 
Snow: 
FF-96—New York-Philadelphia Dispatch, Jersey City, N. J., permit, 
FF-113—Baltimore-New York Dispatch, Inc., Baltimore, Md., permit, 
October 23—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkinson: 
Finance 10913—Western Pacific reorganization. 


October 23—Cleveland, O.—Hotel Cleveland—Examiner Dunn: 
MC 49445—Allied Motor Express, Inc., Cleveland, O., certificate or 
. permit 
MC 49445 Sub. 3—Allied Motor Express, Inc., Cleveland, O., certificate 
to extend operations. 
October 23—Indianapolis, Ind.—U. S. Ct.—Examiner Parker: 
Mc 2969—North Star Express, Chalmers, Ind. 


October 23—Dalias, Tex.—Baker Hotel—Examiner Higgins: 
MC-F 2630—American Liberty Oil Co., control; American Liberty Pipe 
Line Co., control and merger, Dixie Motor Coach Corp., and Sun- 
shine Bus Lines, Inc. 


October 23—Washington, D. C.—Argument: 
29011—Corporation Comm. State of Okla. vs. Midland Valley, et al. 
29011 Sub. 1—Allied Steel Products Corp. vs. A. T. & S. F., et al. 
October 23—Washington, D. C.—Commissioners Aitchison, Mahaffie, 
Splawn: 
Ex Parte 148—Increased railway rates, fares, and charges 1942. 


October 23—Wichita, Kan.—Broadview Hotel—Jt. Bds. 52 and 39: 
MC 102711 Sub. 4 and Sub. 5—Southern Kansas Lines, Independence, 
Kan., certificate to extend operations. 


October 24—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 16: 
MC 105169—Oil Trailways, Wichita Falls, Tex., certificate. 


October 24—Indianapolis, Ind.—U. S. Ct.—Examiner Parker: 
MC 74588 and Subs, 1, 2, 6, 8, 9, 10, 11, 16, and 18—Marion Trucking 
Co., Inc., Marion, Ind. 
October 24—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 42: 
MC 67646 Sub. 22—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 


October 25—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 210: 
MC 104943—A. E. Alcorn, Slaton, Tex., certificate. 


October 25—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 
MC 9259 Sub. 22—Bowen Motor Coaches, Fort Worth, Tex., cer- 
tificate to extend operations. 


October 25—Little Rock, Ark.—McGehee Hotel—Jt. Bd. 217: 

MC 29130 Sub. 40—Rock Island Motor Transit Co., Chicago, IIl., cer- 
tificate to extend operations. 

October 25—Shreveport, La.—Washington Youree 
Higgins: 

* MC-F 2616—K. Couch, control; Herrin Motor Lines, Inc., purchase, 
H. H. Samuels. 

* MC-F 2653—K. Couch, control; Herrin Motor Lines, Inc., purchase, 
Leonard Truck Lines, Inc. 

October 25—Washington, D. C.—Examiners Albus and Starr: 

Finance 14706—Appl. Columbia & Millstadt to purchase from G., M. 
and O. and operate line from Millstadt Junction to Millstadt, Ill. 

Finance 14707—Appl. of Columbia & Millstadt to issue capital stock. 

October 26—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 152: 

MC 1210 Sub. 24—Ozark Motor Lines, Dallas, Tex., certificate to 
extend operations. 

October 27—Washington, D. C.—Examiner Jordan: 

Finance 14716—Appl. of M., K., T., of T. for authority to modify 
user contract with SA. B. & T. 

Finance 2694—Suppl. appl. of M., K., T., of T. for authority to modify 
leases of Tex., Cent., Wichita Falls, Wichita Falls & Northwestern 
of Tex. and Wichita Falls & Wellington of Tex. 

October 28—Atlanta, Ga.—Henry Grady Hotel—Examiner Higgins: 

* MC-F.2589—A. B. C. Truck Lines, Inc., purchase, Dixie Freight 
Lines, Inc. 

* MC-F 2610—B. C. Transportation Co., purchase, Dixie Freight Lines. 

* MC-F 2611—L. L. Majure, control; McDonough Motor Express, Inc., 
control, Dixie Freight Lines, Inc. 

* MC-F 2659—McDonough Motor Express, Inc., 
Freight Lines, Inc. 

October 28—Springfield, Mo.—U. S. Ct.—Jt. Bd. 179: 

MC 62621 Sub. 4—A. W. Shepherd Bus Lines, Springfield, Mo., cer 
tificate to extend operations. 

October 30—Birmingham, Ala.—Thomas 
Weems: 

29178—Berman Bros. Iron & Metal Co. vs. A. G. S. et al. 

October 30—Denver, Colo.—Shirley-Savoy Hotel—Examiner Freidson: 
* 1, & S. M-2465—Petroleum products, Wyo. points to Colo. points. 
October 30—Detroit, Mich.—Hotel Ft. Shelby—Assistant Director Snow: 

W-751—Commercial Barge Lines, Inc., extens‘on, automobiles. 

October 30—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 

MC 97 Sub. 1—Fireproof Storage and Van Co., Inc., Knoxville, Tenn., 
certificate to extend operations. 

MC 105213—Sutton Transfer & Storage Co., Maryville, Tenn., cer 
tificate. 


N. Y.—Hotel St. George—Assistant Director 
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in the Transportation Field | 
ADVISE US OF YOUR NEEDS _ 


Transport Researcu, Inc. 


1129 VERMONT AVENUE, N. W. 
WASHINGTON 5, D. C., District 1474 


Publishers of: Motor Carrier Financial Manual 
(5 Issues—Quarterly and Full Year) 
Motor Carrier Cost Analysis Tables (Yearly) 














NUMBER ONE 
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The Port of San Francisco 


Center of Pacific Coast Shippin 
+ ox 


for a Century 















BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


Your Post-War Competition 
TRAFFIC 
JOBS 


Will you be ready for the keen competition cer- 
tain to come for Traffic jobs after the war? Jobs 
are plentiful now but wiil they be when former 
Traffic men come out of the armed services and 
from war production? 

One way to make your chances surer is to pre- 
pare yourself thoroughly now—to build your 
knowledge and ability quickly. 

Write for our free 48-page booklet telling how 
our home study training in Traffic Management 
has helped hundreds of men now successful, how 
it can help you interestingly, speedily, at mod- 
erate cost. No obligation. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 
417 S. Dearborn St., Dept. 1095-TA Chicago 5, Illinois 





ESEARCH SERVICES No spot on earth is more than 
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60 hours flying 
time from your 
local airport 


| CONSOLIDATED VULTEE 
AIRCRAFT CORPORATION 






TO OR 
FROM MEXICO 


INTERNATIONAL AIR EXPRESS” 











MISSOURI 
PACIFIC 


IN THE SERVICE 
OF THE NATION 


S 
s 2a 
Q 


ROUTE VIA 


6, 
Q .) 
Sap sv 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


Pick Up and Store Door + te included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 
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October 30—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 57771 Sub. 6—Hinson Truck Equipment Mo., Centralia, Ill., cer- 
tificate to extend operations. 
October 31—Birmingham, Ala.— Thomas Jefferson Hotel—Examiner 
Weems: 
1. & S. 5323—Class Rates between A. & S. A. B. Ry. and west. 


October 31—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 107: 
MC 29957 Sub. 45—Tri-State Transit Co. of Louisiana, Inc., Shreve- 
port, La., certificate to extend operations. 
October 31—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 72958 Sub. 1—Day Transfer Co., Cape Girardeau, Mo., certificate 
to extend operations. 
October 31—Washington, D. C.—Examiner Kilroy: 
MC C 433—Clark Thread Co. vs. Atlantic States Motor Lines, Inc. 
November 1—Billings, Mont.—City Hall—Jt. Bd. 84: 
MC 104288 Sub. 2—Hollar Transport, Billings, Mont., 
extend operations. 
November 1—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC-C 407—Great Atlantic & Pacific Tea Co. vs. Ontario Freight Lines. 


C1 lassified éd Ad 
The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 


(Reader ads—$1.00 aline, minimum 3 lines. Classified display —$15 a column inch.) 
Writ 3 time, 26 tis time.Classified d's discount . 


certificate to 














1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, II. 





FOR SALE—Interstate carrier rights for motion picture films and 
materials, equipment and supplies between St. Paul, Minn., and Sioux 
Falls, S. D. Reply Paul D. Schriber, Receiver, 1515 Pioneer Bldg., 
St. Paul 1, Minn. 





DO YOU need the benefit of 30 years transportation and traffic ex- 
perience covering every phase from warehouseman to ICC procedure 
with the meaning of rates and services fully translated into dollars 
and cents? Box 284, Traffic World Chicago address. 





PERMANENT POSITION desired with industry, commercial organ- 
ization, or railroad, by Traffic Manager with 25 successful years railroad 
and commercial experience obtained the hard way. Married, age 43 
years, education equivalent two years academic college work—law— 
completed two Traffic Management Courses. Registered Practitioner, 
Class A. References railroads and shippers. Address Box 285, Traffic 
World, Chicago Address. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 


55—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, Koppel, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
§8—Gondola, 50-Ton, High-Side, Steel 
$0—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


- All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 
"ANYTHING contelning IRON or STEEL" 
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Digest of New Complaints 
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No. 29204, Mesta Machine Co., 
Southern, et al. 

Charges paid on one car of segmental iron castings, shipped from 
West Homestead, Pa., to Fairfield, Ala., January 17, 1942, in vio. 
lation of sections 1 and 2. Asks cease and desist order, rates, and 
reparation of $338.69. (C. Peyton Collins, 206 Rauch Bldg., Pitts. 
burgh 5, Pa.) 

29205, Cinder Concrete Products, Inc., Kansas City, Mo., vs. A, 7. 
& S. F. et al. 

Rates on building blocks or tile, shipped from Kansas City, Mo, 
to points in Kansas, on lines of the defendants other than the 
Missouri Pacific, south of the main line of the Missouri Pacific, 
Osawatomie, Kan., to Pueblo, Colo., carloads, since June 1, 1943 
and continuing, in violation of sections 1, 3, 4, and 6. Asks ceage 
and desist order, rates, and waiver of collection of additional 
charges. (L. G. Sever, L. C. Powers, and P. E. Welsh, traffic mana. 
gers, Cinder Concrete Products, Inc., 403 Midland Bldg., Kansas 
City 6, Mo.) 

29206, American Sales Book Co., Inc., Niagara Falls, N. Y., vs. The 
New York Central et al. 

Rate on a less-than-carload shipment, made December 11, 1942, 
consisting of 943 cartons of paper sales checks or tickets, from 
Niagara Falls, N. Y., to Augusta, Me., in violation of section 1, 
Asks cease and desist order, rates, and reparation of $36.48 with 
interest. (L. V. Brandt, 1811 S. Prairie Ave., Chicago 16, Ill.) 


West Homestead, Pa., vs. Alabama 


No. 


No. 


“NOTABLES” IN EXHIBIT OF STATUES 


An exhibit of fifty small bronze statues, each about two 
feet high, depicting men prominent in public life of the United 
States in the period of the present war, was opened to the 
public at the Smithsonian Institution in Washington, Octo- 
ber 19, and was designated as ‘‘The Living Hall of Washington, 
1944.” The selections were made by a private committee 
headed by W. M. Kiplinger, Washington editor, and were pre- 
sented to Smithsonian by the committee. 

Among the fifty men accorded stich recognition were Wil- 
liam M. Jeffers, president of the Union Pacific, who served 
as rubber director in the period in which synthetic rubber 
plants were built; Admiral Land, war shipping administrator 
and Maritime Commission chairman, and Henry Kaiser, ship- 
builder. President Roosevelt, members of his cabinet, Vice 
President Wallace, Speaker Rayburn, Chief Justice Stone, and 
heads of various government war agencies also are among the 
fifty selections. Governor Thomas E. Dewey, of New York 
Republican nominee for President, and Eric A. Johnston, presi- 
dent of the Chamber of Commerce of the United States, also 
are included. The figures were made from life this year by 
Sculptor Max Kalish. 


U. S.-MEXICAN FREIGHT 


In a special notice issued by it in connection with its em- 
bargo CSD-400, by which carload shipments to Mexico are 
made subject to permits (see Traffic World, Aug. 26, p. 522), 
the car service division of the Association of American Rail- 
roads has advised railroads that “shippers apparently intend- 
ing to evade permit requirements of embargo CSD-400 on 
traffic for Mexico have in certain recent cases billed cars to 
the border under 1. c. 1. charges and on arrival rule 15 of Con- 
solidated Freight Classification 16 has been involved under 
which carload rate and minimum are applied when the charges 
on this basis are less than the 1. c. 1. rate on the net weight.” 

“Acceptance of such shipments,” the car service division 
said, “is in direct violation of general order O. D. T. 18-A (the 
order establishing loading requirements for carload freight), 
since paragraph 500.70(f) defines ‘carload freight’ to which the 
order applies as including ‘property of a quantity less than the 
applicable tariff carload minimum weight upon which the 
charges at the carload rate and minimum weight applicable 
thereto are less than if rated at the published less-than-carload 
rate at actual weight.’ ” 
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_ 4.1. The maps in this section are different from maps que Daily INTER- and INTRAstate service. 

y, Mo, Qpublished in any other medium. They are special wees Daily INTERstate service (no INTRAstate). 

= sy maps designed by TRAFFIC WORLD’S map depart- Daily coordinated rail-motor service. 

Se ment and keyed in accordance with the specifications Irregular or special service routes 
S cease Hof shippers. Hence, these maps and the allied data escence: Connecting lines. 
litional ° 2 . a mi eeccece Ferries. 
> mana- gare unique in that the material is presented in a way @ O Principal points served. q Terminal cities. 
Kansas Bshippers all over the country told TRAFFIC WORLD 

j Id be most helpful to them in selecting high Satens ethene Gait Wh ani. wane Sas See 

vs. The pt WOU P g Aighnway ing an intrastate service are also interstate oper- 
arriers and routing freight. ators when their roufes extend into other states. 
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* Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
Clemans Truck Line, Inc. LAWRENCEBURG CONSE ALIA ALTON 
ut two Eetabliched 1928 Incorporated 1936 Eke Titeeante f se 
United 815 E. Pennsylvania Ave., South Bend, Ind. usmeann & /foper 
to the A. C. Clemans, Pres., A. C. Scheetz, T. M 
oe 9 op Fac We 9 So she FREIGHT Lines. Inc. 
_ Octo- C. L. Jones, Secy.-Treas. Tel. 4-2116 3 
ington, COMMON CARRIER: I. C. C. Certificate Ne. M-2136 
imittee + Ss. [. Nos. 692-A-2-3-4 Intrastate-Indiana— 
re pre- P.S. C. I. Nos. eos a e3-4 Interstate-Indiana—M. P. U. C. 
No. C848 Interstate-Michigan 
Wil SERVICE: Overnight service heteeeis Elkhart, Indianapolie. 
re Wi 3} Kokomo, LaPorte, ansport, Peru, Plymouth and Roches- 
served ter, Indiana; Battle Creek, Grand Rapids, Kalamazoo and 
rubber Three Rivers, ——— All intermediate points served be- 
istrator tween Indianapolis, Indiana and Grand Rapids, Michigan. LC.C.-M.C.44290-5612 
: NUMBER UNITS: Ng ange: 49; Trailers 56, Vans 34, Open 
r, ship- 20, Flat 2; Trucks 22, Vans 12. Open 10. All Co. owned. 
t, Vice INSURANCE: Cargo 50,000 and 100,009 (Marine Office of | | Tariff Agency 
ne, and fenetente Public Liability, 25,000 and 100,000; Prope ‘sae Central States Motor b h 
ong the conan | Pe Bh en Compensation, (Mi epee a SF 009.5100 F 
e) ari ureau . a 4 Py 
, be | SAFE—COURTEOUS—SERVICE i — neem poli i gee 
es, also 
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ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, 
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OV ween ; Random Quotations from [fide 
TRUCK LINES, INC.| @ Shi . : 
, INL. ippers About this Vio 
Est. and Inc. 1929 —" b Princeton Ppp z tor 1. Benne 
COM. CARRIER ICC-MC 26560 ss 4 S _ 
a oe: Transport Section is 
Wisconsin Dells ” 
Madison, Wis. a Page 2 Aa” Waup Business Machines Mfr. (Cleveland)—We use the information to eliminate 
E. G. Dowe U2} - rm a Riess irresponsible motor carriers from our service. ten 
Vice-Pres. : 1 : : SB 
Traffe Dept. . 5 te al) ao eng opepetiets eseteet Sintpunns (Anderson, Ind.)—Listed lines are accep, r yor 
inger Zl town 
Fairchild 500 N | oe Mfr. ge ie or N. othe guide enables us to route our shipments and teres 
MEMBER: ormation desired quickly. | — 
Am, Trucking Machinery Mfr. (Beatrice, Nebr.)—K: the good k id Jonesboro” 
Association, Inc. iddictevs A @ w MAA Ck J will have a regular net work of deanuiiide cheaian. a 08 et 
Me Hout O_O OBA K Iron & Stes Products Mfr. (Lynchburg, Va.)—If they are listed b West 
| —— Baw BVe ues sons Tj i ve no hesitation in using their services. a =_ 
Q =) OF NEY, AK Whitewater Iron Products Mfr. (Philadelphia)—The maps are fine because they are compan ER ne 
SN K 
Sinaelts B Gow Edgerton SiN R Stove Mfr. (St. Louis)—With the great number of trucks ting at the preset. Danescor 
a) oo, 0 i J ANESVIFLEY 26 @ — an: ay from a reliable source as Ans conpamnsililliter a consi 4 
Ll ° this up. 
a « 2 Darlington Lite ee ee (Geihentbu 
4 a — C)) W © . p _aGenevs Keng Steel Products Mfr. (Detroit)—Your investigation and presentation is 10( cond 
‘= renner "1 whe @) w @ p< yong Ys omen aye ~ lates investigations you make are more thorough th ve 
TRAFFIC WORLD : te) ec. 
REPRESENTATIVE: Pennoyer | QW @@ -_ WAUKEGANE Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort @¥ASHINGT' 
Merchants Transfer Company, 7/42 INOIS @ using motor lines suggested by Traffic World. Good work—keep them coming 
West Polk St., Monroe 5020, Chicago. Rockford . ae 
TARIFF AGENCIES: Central States 5 @ \\ Sateen, Peatonte - ulsa)—It is limited and the ones shown do not operate 
Motor Freight Bureau, Inc., Northwest a) (41} wal P 
es ees Bey ONY | | isso Nomen os er York le sBevemtse nee ed 
i § x t t . ck transpor n, one choose whic! t Den ic 
Le 3 - one wd ~ a = an = INSURANCE: ED — — ie ai aar tien jose are the most stable and de le Atlantic 























} 
Southern Motor Freight Tariff Associa- Cargo, $10,000-$50,- HICAGO = \ 
tion and Mid-Western Motor Freight 900 (Northern Assurance \ 
Tariff Bureau, Inc. Company, Ltd. of London); 
Public Liability, $50,000-$100,000 (Fidel- 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Company of New York); 
30 semi-trailers (28 owned), 18 trucks— Property Damage, $5,000 (Fidelity an 
van bodies (16 owned), | truck—open, Casualty Company of New York : Work- 
18 refrigerator trucks and trailers. ing Men's Comp. iFidelity ond Ity 


CONNECTING LINES: All responsible Company of New York). 

lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 
lowa. Wisconsin. 


Distiller Owensboro, Ky.)—Knowing that you have thoroughly investiga 


carriers before accepting their ads your information is more dependable than 
obtained in a general guide. If you would arrange to give more general co’ 
you would eliminate complaints of non-coverage in certain sections. 
Flour Miller (Great Falls, Mont.)—The maps are very helpful. 
Salt Company (Chicago)—Your service is very helpful, but of course is 1 
complete. Since we are national distributors we need this information in all p go, $ 
of the United States. Get more representation. ability 

; 
Food Mfr. (Denver)—We feel that you do not list any lines that are not responsileductible ( 


ompensa’ 


Merchants Motor Freight, Inc. PEN (rg 


\S. Paul 

Established 1928 - - I.C. C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 
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OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 


Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 Ith; 
Phone 3-4185; Teltp. D. M. 90. eam co os bye 
Chicago, Ilinols, 2424 West Cermak Road; seg og oedgge 
Phone Haymarket 3930; Teltp. Chicago 1794. Phone 5753; Teltp. W'lee 42. 
- Rock Island, Ullnols, 2618 Fourth Ave.; 
St. Louis, Missouri, 4th and Spruce; Phone Rock Island 584, Davenport 2-4942; 
Phone Garfield 5234; Teltp. St. L. 440. Teltp. R. I. 184. 
Kansas City, Missourl, 2560 Warwick Trafficway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. 
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)) { )Cameron 

TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- y = 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Kansas City | 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- | \ = 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; | x: a 0} — A». 
Central and Middlewest Motor Freight Bureau. = 
INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 

bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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idewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. ‘Maps and Information in this Section 
T. Bennett, Traffic Manager Call—SOuth 1551 , 


Superior to Any Other Type Published!”’ 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 
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elon sieGons ee » Quarryville BRANCH OFFICES kee, Wis., wrote this: 
ents and Caer i SPENNSYLVANIA Aberdeen, Md. 
i os Gk ees MM gy “In the issue of the Traffic World which is 
. all ry ster, > — rederick, ° e ° : 
ao » fee Aute. Ent | 300 East St. (Call 557) published in the third week of each month, 
by you of pee ae PO cy Sts. you have a Motor Transport section. We find 
companb Anas x . PO gy Cc. that the maps and information which is pub- 
pXee A - || 2515 H St., 'N. W : vn thi : : 
the pews O AS BA (Call. Republic 2224) lished in this section to be superior to any 
eg ey Va. other publication of this type, which we have 
m io (00 ; 7 é aco Richmond, Va. seen. 
orough thiivecNlA “NAY NG : A &. 18th “ (Dial ee 
= athiieed ey X West ter, Md. : : : 
comfort ¥ASHINGTON PLA! S77 John St. (Call 288) “We would like to be advised if the maps and 
coming. | _rarmmcwoms—cwcasojj  @ RICHMOND a an other information which you show in the 
ren TARIFF AGENCIES Motor Transport section are available under 
g volume Minidual Southern Motor Carrier Rate Conference separate cover. If not, what suggestions do 
and dependmile Atlantic States Motor Carriers Conference | Eastern-Central Motor Carrier Association . 2 
Rocky Mountain Tariff Bureau you have relative to filing these pages to make 
age ey EQUIPMENT them readily available for reference works?” 
ral coven@® tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
dflat bodies available. All company owned. It is little wonder that this typical leading shipper finds 
ourse is 1 INSURANCE this motor transport section so helpful—information and 
2 in all p go, $10,000 (Northern Assur. Co. of London) . . . Public . . ’ . : 
ability, $10,000 & $50,000: Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 


Kductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
mpensation (Lumberman’s Mutual Casualty). 
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A) Cincinnati Elmer A. Schier, General Traffic Manager 
134 Grandville Avenue, S. W. Grand Rapids, Michigan 
Common Carrier on. a ee ng) 
Established 1924. & Michigan corporation. Const! States Motor Freight Barone 
Association. 
I.C.C. Docket Nos. MC35628 and MC48645. indiana Motor Rate & Tarif Bureau, Inc. 





Equipment Southern Motor Carriers Rate Conference. 
rta Owned and leased—825 tractors, 1100 trail meas con Motor Freight Tariff Bureau. 
and lea: ractors, rai 
“xelled Transportation over fast, direct, soheduled 200 pick-up trucks; Total 2125. All equip: Folle ons np ok wrycene Servios 


> a bn eae —-. Terminals and ment modern and efficient. on all ee — a 360-mile radius of 
uses In prinolpal cities. eok th v : principal terminal points. 

| — ese advantages Insurance All schedules besed cn 224 mph. All 
schedules operated daily. ick-up and de- 


ek ne Stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies }; wey 
) every 100 miles or less. C.O.D. deliveries accepted. authorized to do business in each state as Ren nas kaa aa established conaseting 
_—. Pick-up. Free delivery. Experienced personnel. required. lines serve more than 25.000 pointe im fh- 
— Courteous oper Sar UNO EE Ge, Ua os neta 
ne A cess); Public it J ’ ; on m ps 
inspectors at terminals. Fully insured cargoes. Property anion $25,000; Worlemen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 


‘way Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 
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ee OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Bellere 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 409 
orwa r uc in e Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Mapie §t, 
(Phone 3484) ; Fremont, 109 E. State St. (Main 2825); Lorain, 202 11h 

“sg ti f Cc t ‘th poy oe ee eng ery + or 8t. ee ae a 
attisry your Customers wi ith . (Phone 22181); Napoleon (Phone 741); Norwalk, 
99 36 Woodlawn Ave. (Phone 266); Sandusky, 830 W. Perkins St. (Phone 

Norwalk Service 2276); Toledo, 145 S. St. Clair St. (Adams 4291): Vermilion (Phone : 
$363) ; Warren (United Terminals) (Phone 4886). g 
































J. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 
President COMMON CARRIER Creek, 220 8. Calmy St. (Phone 2-5107); Bay City, foot of First st = 
-C.C Certificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, eee 
C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483); Kalamazoo. 115 West 


=qGrand Rapids Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 


Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Are, 
(Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 


Established 1921 
Incorporated (Ohio) 


INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-J): Elk. 
36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 St. GAnthony 4363)- Goshen. 1201 §. 10th St. (Phone 111); Hammond, 


1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main §t, 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 


ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone | 
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*% Cargo, 925)78 000 (Tbe Connecticut i ee See "i. Paver ve AP mua 
RR ne che serene geMENT | Meee 
snes om All Tectninale (The Yisreiar Central Motar Freight Ase, Ine 432 trailers (all company owned): “etd, 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau Wigs le 


Southwestern Freight Lines | : 


Dependable Interstate Motor Freight Transportation 
I. C. C. CERTIFICATE No. MC 59069 
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Eastbound traffic moving over Tr 
Tucson to Lordsburg route 38 a 
restricted to that moving from 
Phoenix, Arizona, and points anc ar 
places west of Phoenix to 4 
Paso, Texas, and points al so 
places east of El Paso. a 
No local service from El Paes. 
Texas, or beyond to points 2 
New Mexico, Lordsburg and as 
thereof. 
NEW Mexico 
j 3? | 
“‘Our Shippers’ Preference Is Qur Best Reference 
LOS ANGELES, CALIF. PHOENIX, ARIZ. TUCSON, ARIZ. EL PASO, TEX. 
2045 Violet Street 230 North 9th Street 414 No. 5th Ave. 601 West San AntonioSt. | ~~~ . 7 Ree ee 





MI, 1154 Phone 3-6164 Phone 877 Main 2750 
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+) Precision Tran 


The words — Precision Transportation — are more than a ee ck & 
' slogan of the Norfolk and Western Railway. They are a creed that met ‘aie os Mae bonps 
t permeates the entire railroad family —a creed that is literally 


translated into action. 
Precision Transportation on the N. & W. means a roadbed second 


to none — strong, well graded and smooth; a fleet of fast, powerful 

| modern locomotives and thousands of sturdy freight cars of all 

| types; great shops, where equipment is maintained in the finest 

> an aig condition; extensive terminals for quick classification and handling 


of trains; package cars and through freights that are moved on swift, 


safe schedules; adequate port facilities at the world’s greatest year- and 

round, ice-free harbor, Norfolk, Va. C5, ‘Yd | | 
Precision Transportation produces results. Here’e one example: ny 

the N. & W. handled more ton-miles of freight per mile of road ° 

during the five-year war period, 1939-1943, than any railroad 

in the United States of 350 miles or more in length. 
Today, Precision Transportation is concentrating on keeping PRECISION TRANSPORTATION 

the wheels rolling to Victory. 

When Victory is won, Precision 

Transportation will help to build 

a greater and better America — 

an America of sound peace and 

sound progress. 


o a 
s1 Paso. out 0 
ints in LOUISVILLE 
nd east 
The Norfolk and Western's staff 
of freight experts—men with 
EW MEXIC9 years of training and experience — memPnis— 


} are located in principal cities of 


the country. They are available to a 
render every possible assistance in . 
solving your shipping problems. ee 
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NEW TRUCKS AVAILABLE 


The Government has authorized a 
limited number of new Dodge Job- 
Rated trucks for civilian hauling. 
See your Dodge dealer at once for 
trucks to fit your job. See him, too, 
for dependable truck and © -ar 
service by trained mechanics using 
factory-engineered parts! 


DODGE DIVISION OF 
CHRYSLER CORPORATION 
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Job-katéed 
TRUCKS 


Fit the Job...Last longer 


America Will Never Forget the Splendid War Record of Its 4,500,000 Trucks...and Their Millions of Drivers...on the Vital Home Front! 





